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SPEEDING UP THE RATE CASE 

The Interstate Commerce Commission, we are 
glad to see, is moving with speed, now that it is 
under way, in the matter of the fifteen per cent ad- 
vance in freight rates asked by the carriers of the 
country. It has this week authorized the filing of 
simplified tariff supplements providing for the in- 
crease, thus obviating’ the delay and expense that 
would be necessary under its rule requiring tariffs 
to be filed in such cases showing the specific in- 
creases desired, and it has set its first hearing in 
the case for May 7, though the supplements pro- 
viding for the advance will hardly be filed by that 
time. The Commission, by these methods, is show- 
ing a commendable realization of the importance 
of the time element in the emergency which is 
alleged to exist and a proper disposition to cut red 
tape and discard ordinary routine in solving this 
big problem. In all this, as is proper, it has given 
no indication of its views as to whether the ad- 
vance should be granted, and it probably has no 
views—at least none that cannot be overcome by 
evidence offered. We do not see how anyone, what- 
ever his opinion as to the merits of the application 
for advanced rates, can object to the procedure thus 
lar, though it is novel in character. No one ought 
to object to an expeditious determination. 
_ Now, if the Commission will speed up the hear- 
ing an’ control with a firm hand the manner in 
Which evidence is offered, there is no reason that 
We can see why it may not hear everything that it 
's necessary for it to know and make up its mind 
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finally on the entire case by the first of July, when 
the authorized supplemental tariffs become ef- 
fective. We shall hope to see the hearings con- 
ducted a little differently from most of those that 
are held, to the end that there shall be no unneces- 
sary sparring for wind or other delay and that no 
duplication of evidence and lengthening of the rec- 
ord by unimportant and superfluous testimony 
shall be allowed. There may be some objection to 
such an expedited procedure, but we believe the 
Commission can hear and digest everything that 
bears on the case in the time at its disposal before 


‘July first and that it can not only arrive promptly at 


a decision in this big case, where promptness is 
one of the important features if relief is to be 
granted, but that it can thus set a precedent for 
the conduct of other cases. If either the carriers 
or the protestants are not ready when the Com- 
mission calls for them to say what they have to 
say, they ought to be compelled to show mighty 
good excuse before the Commission pays any atten- 
tion to their pleas. There is too much loss of 
money and time caused by the ordinary routine of 
procedure. The Commission can reduce this, and 
here is an excellent opportunity to make a start. 


WAR AND RAILROAD EFFICIENCY 

We note with gratification that railroad men have 
set their minds to work on the problem of elim- 
inating, as far as possible, duplication of passenger 
service by different roads. This is in order to con- 
serve the facilities of the carriers so that the best 
possible service may be at the disposal of the gov- 
ernment for the transportation of troops and sup- 
plies in the war emergency. We know of no wiser 
and better thing the roads could do in this situa- 
tion. It is undoubtedly what, if they do not do it 
voluntarily and effectively, they will soon be asked 
to do by the government or what they will be 
ordered to do if the government assumes control 
in any manner of the railroads. It shows a proper 
spirit of co-operation as well as a wise realization 
of the possibilities and the requirements of effi- 
ciency, that the roads have grappled with the. prob- 
lem of their own volition. 


Aside from the requirements of war which may 
make necessary or proper many things that might 
not be so otherwise, we know of no field in which 
there is better opportunity for increased efficiency 
in railroad methods than in this one of passenger 
service. The ordinary person is wont to think of 
the railroad passenger service as a shining example 
of efficiency because the passenger gets so much 
for his money. From the other point of view— 
that of what the railroad gets for the service or 
gives for the money—passenger service is a hor- 
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rible example of inefficiency. Train is piled on 
train and luxury on luxury, without profit and with 
little real demand save that of competition run 
riot. Many railroad men realize this, but they have 
been powerless to correct the evil because one road 
may not act without the co-operation of its com- 
petitors, and this co-operation would have been 
hard to achieve, even had there been any real and 
consistent effort to bring it about. The necessity 
and what may be actually the compulsion of the 
war situation may bring about an efficient organ- 
ization of passenger service which will remain after 
the war and the absolute necessity for it have 
passed. If so, the condition will furnish one ex- 
ample of good resulting from war. 


There is no question but that without causing 
any hardship in the sense that anyone desiring to 
go somewhere on a train will have to stay at home, 
the railroads may cut their passenger service 
deeply. Everybody knows that passenger service 
is duplicated and anyone may see passenger trains 
on different roads leaving their stations for the 
same points at practically the same hour, none of 
them carrying anything like a full load. It is true, 
too, that an individual road often runs more trains 
between given points than the real demands of 
traffic make necessary. If the roads will get to- 
gether this can all be adjusted on the basis of 
efficiency so that each road will get as nearly as 
possible what it is entitled to and no road will run 
more trains or put on more coaches than necessary. 
If they do not get together, government is likely 
to take a hand and its adjustment may not be so 
equitable. Doubtless the subject of free transporta- 
tion will have consideration in this connection. 

All this is aside from any question of conserving 
revenue, but, of course, since the plan involves less 
waste, it would also mean more profit. The plan, 
so far as the demands of war are concerned, does 
not necessarily involve any economy except in the 
use of rolling stock, but while they are on the sub- 
ject the railroad officials might well consider what 
can be done in effecting other economies. Many 
passenger trains are much more luxurious than 
there is any necessity or real demand for; money 
is spent wastefully and extravagantly in passenger 
advertising ; railroad-controlled summer and winter 
resorts are maintained without profit, in many 
cases, apparently for no reason but that pretty pic- 
tures of them may appear in expensive and ineffi- 
ciently distributed folders. Now is a good time to 
start some economies along this line, even if the 
needs of government do not require it. Perhaps 
the passenger service might even be put on a profit- 
able basis. 

The railroads may also forestall a government 
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order if they will realize that in order that the 
United States may raise an army, transport it, 
supply it with arms and food, and continue the 
supplying of munitions for the allies, there must 
be an economizing also to the end that freighi as 
well as passenger equipment may, be released. 
Shippers must also, realize this and it is their patri- 
otic duty to assist. The railroads must, of course, 
take the initiative, but any reasonable course 
adopted by them with this end in view ought to 
encounter a sympathetic spirit and an attitude of co- 
operation on the part of the shippers. The maxi- 
mum of military efficiency cannot be attained unless 
the means of transport are freed from the hauling 
of non-essential articles of commerce which in times 
of war may properly be termed luxuries. We do 
not mean that everything suggested by the carriers 
ought to be accepted without question as neces- 
sary, but whatever is proposed by them as a means 
of co-operation with government in the now para- 
mount duty and obligation of the nation ought to 
be sympathetically received and analyzed with that 
duty and obligation only in mind. And if it seems 
wise and fair from that point of view, there should 
be nothing but the heartiest co-operation by every- 
body concerned. If all will put aside their petty 
interests and work to this end, railroads and ship- 
pers together may be able to meet the situation 
effectively without interference from government. 
But if there is not this spirit of co-operation and 
patriotism, government will have to step in through 
its military organization. Its orders are arbitrary 
and Often they will be unwise and 
work injustice. Better a voluntary system with 
hardship distributed as equitably as possible than a 
system that has-no time to think of anything but 
its own immediate needs. 


inexorable. 


CAIRO GRAIN RATES 


The Trafic World Washington Bureau. 
In a tentative report on case No. 9365, Cairo Board of 
Trade vs. Big Four, the Commission, April 24, held that 
the railroads must remove discrimination against Cairo 
either by giving it reshipping rates on grain and grain 
products to C. F. A., Trunk Line and New England ter 
ritory, or canceling out such rates from Chicago, St. Louis 
2nd other Mississippi crossings. The effect would be to 
put Cairo into the eastern grain market instead of cor 
fining it on shipping rates to the Southeast. 


COMMISSION ORDERS. 


Case 9355, John Morrell & Co. vs. C. B. & Q. et al. 
has been transferred to and made a part of Case 8436, 
Live Stock and Products Case. 

Case 8782, Sweets Steel Co. vs. P. R. R., dismissed by 
Commission, case having been set for hearing 3! Phila- 
delphia, on March 7, and complainant having failed to 
enter an appearance. 
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Current Topics 
in Washington 


Expense of Preparing Tariffs.—At 
least one good thing, as many will 
probably see it, will come out of the 
1917 advanced rate case. The Com- 
mission will have shown that it can 
save the carriers from an enormous 
expense in preparing tariffs looking 
toward a general advance. The pub- 
lic, and possibly the Commission, at 
times treats the railroads as if they 
were able at any time to shame 
Cresus, Midas, and all the others who might have been 
classed as undesirables—because they would not divide 
with those making the classification. It is human nature, 
perhaps, to regard the dollar that somebody else has as 
having been acquired easily and to think, therefore, if 
that somebody else is compelled to spend that dollar, there 
is not even temporary inconvenience. The number of 
persons who think of money spent by the government 
or dollars taken from a public utility corporation as being 
an expense to themselves is so small as to be imper- 
ceptible. The Commission, in deciding that the carriers 
need not file supplements in accordance with the rule 
that serves well for ordinary purposes, may have had 
that in mind. If the carriers had been compelled to pre- 
sent supplements drawn in accordance with the ordinary 
tule, the cost of preparing them would have had to be 
added to the cost of operating the properties. It would 
have added about two and a half cents to the cost of 
each family’s living had the Commission declined to re- 
ceive the simplified tariff supplements. That is not a big 
sum, but when all government officials spend the money 
raised by government taxes with no more regard for the 
pocketbooks of those who contributed them than might 
be inferred had the Commission made a declination, the 
result would probably be found appalling. But the deci- 
sion of the Commission establishes a precedent which, 
it may be suggested, is like a lighthouse in the inky black- 
ness of the high cost of living. 








Deliberateness in Mobilization.—That, however, is not 
the only cheering thought the ebullient optimst could pro- 
duce if he were compelled, on pain of being shot at sun- 
rise. The making of war in the deliberate way in which 
this country has thus far proceeded, it is conjectured, is 
Saving those who have to depend on transportation in 
one form or another many a pain and heartache. A more 
precipita‘e mobilization of men and material than has 
been Made, it is believed, would have resulted, ere this, 
ma tying up of the transportation facilities in a green- 
apple knot. The conference, April 23, of members of 
the Council of National Defense, the Shipping Board and 
the controllers of coastwise shipping, developed the fact 
that there were some men in the government service who 
thought the best way to strike at the submarine blockade 


would be to grab practically all the coastwise ships. It 

1s the understanding that members of the Shipping Board 

found it necessary to point out that such a course would 

result, first in the closing of one of the largest ordnance 

Dlants cr the Atlantic coast, from which the allies are 

a huge quantities of shells, because it gets its 
VY CG 


istwise boats and sends out some of its finished 
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product in that way; second, in cutting off light and heat 
from factories in New England, making primers and other 
war gear, because the gas plants in and around Boston 
obtain their fuel from West Virginia by boat from Hamp- 
ton Roads and Baltimore. When a few facts of that kind 
were brought forward, it was decided to make haste 
slowly. It was realized that the problem before the gov- 
ernment was not like that before General Gallieni, when 
he loaded his army into the Paris taxicabs and took it 
to the Marne to stop the German rush, but rather one of 
deciding what boats could be gradually taken out of the 
coastwise service, after due warning to those dependent 
on them to make all-rail transportation arrangements, 
hence thé appointment of a committee with Chairman 
Denman as head thereof to devise plans. 





Decrease in Railroad Net Revenue.—Until I. P. Blanton, 
speaking for the Ashland-Ironton furnace interests, sug- 
gested the theory, no one appeared to have thought the 
decreasing net revenue of the eastern carriers might be 
due, in any appreciable degree, to the congestion and 
resulting embargoes of last winter. At the ore rate hear- 
ing he asked the railroad men to cast their eyes upon 
recent figures prepared by the Bureau of Railway Eco- 
nomics. They showed a decreasing net for the eastern 
roads during months when the western and southern roads 
were having an increase in that item. He asked them 
if they were able to do as much business as usual, while 
they had embargoes in existence, whether they were able 
to collect freight bills before they.delivered the goods, and, 
of course, obtained answers in the negative. Then he 
vehemently inquired why shippers should be asked to 
furnish more money to carriers which did not promise 
to add a car to their stock of equipment or a single track 
to their terminals. As he saw the matter, the owners of 
the properties should show their faith in their undertak- 
ings by putting a little money into them so they could 
handle the business offered before asking the public to 
pay higher rates for inferior service, which, as he saw it, 
utterly failed the shippers who, he intimated, are now 
asked to make good, not losses, but mere reductions in 
profits. The furnaces in the Ashland-Ironton district, he 
asserted, will not be able to continue in business if the 
Commission allows, what, to them, will be a forty per 
cent increase in rates. His estimate as to what the in- 
crease will be was based on the rates proposed as a 
result of the Commission’s tentative report in the ore 
rate investigation, plus the fifteen-cent advance. Up 
to the time he made his declaration on that point the 
railroad men had not made it clear that the fifteen cents 
were to be added to the advance they proposed as a result 
of that tentative report. 





Pere Marquette-C., H. & D. Report.—The report of the 
Commission on the exploitation of the Pere Marquette 
and Cincinnati, Hamilton & Dayton is a ferocious indict- 
ment of the financiers who made the consolidation that 
is now known as the Pere Marquette, extended the C., 
H. & D., then hooked up the two consolidations and finally 
unloaded the Cincinnati, Hamilton & Dayton on the Balti- 
more & Ohio for a loss which, the report says, amounted 
to $15,900,000, notwithstanding the fact that the report of 
the company’s controller fully disclosed what the Com- 
mission calls its “hopeless condition.” The income ac- 
count of the C., H. & D. proved the utter inability of the 
system to carry its load of debt, “even though the ac- 
counts were freely falsified,” is a sample declaration. In 
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speaking about the balance sheet of the C., H. & D., the 
report says, “it showed a deficit of $1,086,127.49, allowance 
being made for some $843,000 concealed by falsification of 
accounts.” The Commission says it cannot understand 
what influenced the Baltimore & Ohio management in 
buying a property which the report of its own comptroller 
showed to be hopeless. It also says it was the aim of 
Morgan & Co. throughout the investigation to show that 
J. P. Morgan did not know the actual condition of the 
C., H. & D. when he suggested the acquisition of .that 
property by the Erie. “We have stated in detail the many 
facts of record to the contrary” is the way the report 
disposes of the Morgan contention. Throughout the docu- 
ment the Commission speaks about this syndicate or that 
individual “unloading” this or that part of the two sys- 
tems or their paper, just as if it had been studying the 
frenzied finance literature which was popular just about 
the time the transactions which culminated in the scan- 
dals about the two systems were coming to light. Not 
a word has yet been said about the report in the House 
committee on interstate and foreign commerce, to which 
it was sent, and on the request of which the inquiry was 
made. 





Slaying the Fractions—John Marshall Jones and his 
associates in the tariff division, it is the understanding, 
are entitled to credit for having engineered the prepara- 
tion of the “simple supplements” in such a way that, if 
the Commission decides to allow them to become effective, 
all fractions other than half a cent will be eliminated 
from tariffs. The five per cent case decision brought in 
so many decimal fractions as to make them a pest to the 
hilling clerks, the first class rate between New York and 
Chicago being changed from 75 to 78.8 cents. There are 
thousands of decimal fractions now, but under the guid- 
ance of Jones and the other experienced tariff men in 
the division, they fell on and slew them, even as St. George 
speared the dragon. If the fractions, other than the easy 
half, remain dead, the tariff division will be entitled to 
adopt St. George as its tutelary saint, or, if they prefer, St. 
Patrick, if it is easier to think of the annoying fractions 
as snakes. A. ©. Hf. 


RAILWAY REVENUES 


; The Trafic World Washington Bureau. 

A complete summary of the results of operations on the 

large steam roads in February was promulgated by the 
Commission April 25. 


For the country as @ whole the operating revenues rose 
from $262,792,612 to $265,263,852; expenses from $184,458,- 
383 to $207,883,499, causing the net to fall from $78,334,229 
to $57,380,338 and the operating income from $65,890,311 
to $43,555,124. The operating ratio rose from 70.19 in 
February, 1916, to 78.37 in February, 1917. 


In the eastern district the operating revenue fell from 
$120,852,153 to $116,327,987; expenses rose from $86,743,- 
309 to $100,216,615, and net declined from $34,108,844 to 
$16,111,872 and operating income from $28,921,495 to $10,- 
453,818, causing an increase in the operating ratio from 
71.78 to 86.15. 


In the southern district the operating revenue rose from 
$41,099,893 to $43,239,534; expenses from $27,198,653 to 
$29,658,331; the net declined from $13,901,240 to $13,684,- 
203, and the operating income from $12,092,519 to $11,504,- 
478 while the operating ratio rose from 66.18 to 68.58. 

In the western district the operating revenue increased 
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from $72,203,533 to $73,768,020; expenses from $70,816,421 
to $78,011,553; the net declined from $30,324,145 to $27, 
684,778, and the operating income from $24,876,297 to $21, 
595,828, while the operating ratio ran up from 69.23 to 
73.81. 

For the two months of the new statistical year, which 
began on January 1, the operating revenue for the country 
as a whole rose from $523,704,002 to $565,958,237; expenses 
from $368,161,342 to $422,862,791, causing the net to decline 
from $155,542,660 to $143,095,446 and the operating income 
from $130,664,057 to $115,456,892, and a rise in the operat- 
ing ratio from 70.30 to.74.72. 

In the eastern district the operating revenue rose from 
$243,612,565 to $249,440,727; expenses from $173,487,143 to 
$201,876,001, causing a decline in the net from $70,125,412 
to $47,564,726 and in the operating income from $59,729, 
193 to $36,132,412 and an increase in the operating ratio 
from 71.21 to 80.93. 

In the southern district the operating revenue rose from 
$81,709,808 to $90,733,489; expenses from $54,438,477 to 
$60,804,550; the net from $27,271,331 to $29,928,939; op- 
erating income from $23,688,332 to $25,855,645, and the 
operating ratio from 66.62 to 67.01. 

In the western district the operating revenue rose from 
$198,381,639 to $225,784,021; expenses from $140,235,722 
to $160,182,240; net from $58,145,917 to $65,601,781; op- 
erating income from $47,246,032 to $53,468,834, and oper- 
ating ratio from 70.69 to 70.94. 


SUPREME COURT DECISION 


The Trafic World Washington Bureau. 
The Supreme Court of the United States in a decision 
handed down on April 23, in the case of the Oregon and 
California Railway Company et al. vs. United States, held 
that hundreds of thousands of acres of public land granted 
to carriers in Oregon and Washington, now parts of trans- 
continental systems, must be returned to the United 
States upon payment by it to them of $2.50 per acre. This 
reconveyance of the lands in question will be made under 
the terms of the Ferris Act providing for this condemnation 
of lands, which, in the opinion of Congress, the railroad 
companies had not disposed of in the manner contemplated 
in the original grant. 


The land is covered with fine timber. As Congress con- 
strued the original grant it was the intention of the law- 
making body that these dands should be conveyed to 
actual settlers at not more than $2.50 per acre. It is notori- 
ous that the yand is worth much more than that sum. Con- 
gress believes that the railroad companies were not calTy- 
ing out the terms of the act requiring them to sell io actual 
settlers, but instead were conveying the lands when they 
did anything with them to persons who intended to hold 
them for speculation in stumpage. 

The railroads contended that the Ferris Act was Un 
constitutional, but the Supreme Court agreed with the 
lower courts, which had held it valid and affirmed their 
decision, which will have the effect of alienating those 
lands from the railroads and vesting titles thereto in the 
government, for such distribution as it cares to make of 
them. 


TO BUILD REFRIGERATOR CARS. 

The Pacific Cold Storage, Transit and Manufacturing 
Company has been organized at Seattle. It will build 
5,000 freight cars equipped with the A. B. C. system of 
transit refrigeration. 
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Decisions of Interstate Commerce Commission 


RATES ON COKE 


The Commission has dismissed No. 8642, La Crosse 
Shippers’ Association et al. vs. Chicago, Indianapolis & 
Louisville et al., Opinion No. 4357, 43 I. C. €. 520-5. The 
report, written by Commissioner Meyer, said that rates on 
coke from Indianapolis and from Chicago, Joliet and Pe- 
oria to La Crosse -had been justified. The report further 
said that in the absence of proof of damage to this shipper 
an incidental contravention of the long and short haul rule 
of the fourth section over an alternative route does not 
of itself afford a sufficient basis for an award of repara- 
tion. It further said that where the record fails to indi- 
cate the character of the shipping instructions given the 
initial carrier the Commission is left with no adequate 
grounds for a finding of misrouting. 

The complaint was filed on behalf of five shippers located 
at La Crosse, who complained that the rate of $1.85 from 
Chicago, Joliet and Peoria and $1.60 on coke from Milwau- 
wee were unjust, unreasonable, unduly discriminatory and 
in violation of fourth seetion. The rates from Indianapolis 
to La Crosse are made on a combination either by Kanka- 
kee or via Chicago. The rate from Indianapolis to Chi- 
cago is $1.30 and to Kankakee $1.10. No dissatisfaction 
was expressed with the charges south of Chicago and 
Kankakee. The dissatisfaction was with that part of the 
rate from Chicago to La Crosse. The real substance of 
the complaint was that in comparison with St. Paul, La 
Crosse was paying too much, although to support that 
contention it was necessary to show there was competi- 
tion between coal and coke. The report says that the com- 
plainant admitted, however, that the competition between 
coal and coke at La Crosse was not much affected by the 
competition between coal and coke at St. Paul. 

The complainant was able to show a fourth section vio- 
lation because the Burlington participated in a rate of 
$1.60 on coke to points on the La Crosse & Southeastern 
while maintaining a rate of $1.85 from Chicago to La 
Crosse. An examination of the tariffs showed that the 
$1.60 and $1.85 rate were commodity rates ‘carried in the 
Same tariff. The Commission held that the Burlington had 
violated the fourth section because it had not asked for 
authority, but that there had been no showing of damage 
by reason of this “incidental contravention” over what was 
— an alternative route and not the one customarily 
used. 

With respect to shipments of coke originating at In- 
dianapolis, the record, the report says, is uncertain as to 
Which way they were routed. That question was impor- 


tant because via Kankakee the rate would be 20 cents 

lower tlian via Chicago. The report says that while it is 

the duty of the receiving carriers in the absence of in- 

Structious to route via the cheapest reasonable route avail- 

able, the record left the Commission with no adequate 

— ‘or a finding of misrouting and an award of dam- 
es, 


OHIO RAIL AND LAKE 


Ano\l«r advance in rail-and-lake rates is to go into 
effect May 1, on which day the order of suspension 
against ‘ariffs involved in I. & S. 881, Ohio Rail-and-Lake, 
Opinion No, 4358, 43 I. C. C. 525-9, is to be vacated. In 
@ report by Chairman Hall, the Commission has held jus- 





tified increases in the rail-and-lake rates from Central 
Freight Association points to Lake Superior ports via the 
Northwestern Steamship Company and the Lake Huron 
ports via the Detroit & Cleveland Navigation Company. 

As a result of the lake lines’ divorce the only joint rail- 
and-lake rates in effect at the opening of navigation in 
1916 from Central Freight Association territory to Lake 
Michigan and Lake Superior ports and to St. Paul and 
Minneapolis were those applying via the Canada Steam- 
ship Company or the Great Lakes Transportation Company 
to Fort William, Port Arthur, Westfort and Sault Ste. 
Marie, and a limited line of rates from points on the Cin- 
cinnati, Hamilton & Dayton and the Toledo & Ohio Cen- 
tral to Lake Superior ports and the Twin Cities via the 
Port Huron & Duluth Steamship Company, which is now 
known as the Northwestern Steamship Company. 

When the Great Lakes Transit Corporation became sub- 
stantially the only big carrier by water, the Central Freight 
Association lines published joint rates with that corpora- 
tion only from certain points via which Baltimore rail- 
and-lake rates applied; from all other Central Freight As- 
sociation points combination on Lake Erie ports applied. 
Rates to Lake Michigan and Lake Superior ports from 
points west of a line from Cleveland through Akron and 
New Philadelphia to Wheeling were on a combination 
basis. From points east of that line the Baltimore rates, 
wherever they made lower than the combination were ap- 
plied in order to avoid fourth section violations. 

The effect of the Commission’s decision is to have these 
combination rates apply as joint through charges. The 
effect on the first-class rate from Cincinnati to Duluth, 
using it as typical, is to increase the old through rate of 54 
cents to 77.1 cents. The all-rail rate is 93.3 cents. The in- 
creases on the other classes are, second, 18.8 cents; third, 
10.4 cents; fourth, 6.4 cents; fifth, 6.8 cents, and sixth, 
6.7 cents. : 

In making rates to Lake Superior ports via the Detroit 
& Cleveland boats an innovation is to be introduced. From 
points east of the line from Cleveland to Wheeling the 
rates are to be made on the basis of all-rail, less differen- 
tials of three cents on the first three classes, 2 on the 
fourth and 1 cent on fifth and sixth classes. From points 
west of that line the full combination is to apply. 

To Detroit the differentials under all-rail from points 
east of the line are to be two cents on the first three 
classes and 1 cent on the three lower. The effect, taking 
the rate from Pittsburgh to Sheboygan, Mich., as typical 
will be increases as follows: First, an increase of 9.2 
cents; second, 8.2; third, 3.1; fourth, 2 cents; fifth, 2.5 
cents, and sixth, 2.9 cents. 


SOUTHEASTERN COTTON GOODS 


1. AND S. NO. 870 (43 I. C. C., 530-536) 
Submitted Dec. 19, 1916. Opinien No. 4359. 
Proposed increased joint rates, any quantity, on cotton factory 
and knitting factory products from southeastern points to 
points in Central Freight Association territory, other than 
to Chicago and Chicago rate territory and the establishment 
of carload rates to Chicago, found not to have been justi- 
as gaa the tariffs under suspension required to be can- 

celed. 


DANIELS, Commissioner: 
In this proceeding the respondents propose rates on 
cotton factory and knitting factory products from the 
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Southeast to points in Central Freight Association terri- 
tory, increased by amounts varying from 1 to 9.5 cents 
per 100 pounds. The rates involved are joint through 
rates and not combinations on the Ohio River. They are 
stated in cents per 100 pounds in this report and, except 
where otherwise specified, are any-quantity rates. 

Cotton piece goods, as the products involved are gen- 
erally designated in Southern Classification, are rated 
fourth class; in Official Classification, rule 25; in West- 
ern Classification, first class; but in the latter by ex- 
ceptions to the classification the larger part of the move- 
ment has been for nearly 30 years under a third class 
rating. Both in Southern and Western classification. ter- 
ritories many commodity rates on these articles are pub- 
lished which are less than the class basis. What the 
class rating in Official Classification was prior to 1887 
is uncertain. It appears, however, that on shipments 
from the Southeast to Chicago the fourth class Official 
Classification rating was applied, resulting at that time 
in a rate of 17 cents from Cincinnati to Chicago. Some 
time after 1887, at a date not shown of record, the cotton 
piece goods proportional rate from Cincinnati and other 
Ohio River crossings to Chicago was made 20 cents. The 
same rate was applied to Chicago rate territory and 
other points in Illinois as far south as Litchfield and 
points in eastern Illinois and northwestern Indiana as 
far east as Shelby, Ind., and in Michigan as far north 
as Benton Harbor. To Milwaukee these rates from the 
Southeast were and are fixed differentials over the Chi- 
cago rates. The contention is made by respondents that 
the rates to Chicago and Chicago rate points are now 
controlled by the Illinois Central Railroad and were origi- 
nally instituted by that road and the Chicago & Eastern 
Illinois Railway. The facts that a rate of 17 cents from 
Cincinnati to Chicago was maintained by carriers other 
than the two last named; that neither of these roads 
ever served Cincinnati; and that this 17-cent rate was 
increased to 20 cents, which is now the rate via any 
line from all Ohio River crossings to Chicago rate ter- 
ritory, hardly support so broad a contention. This 20- 
cent proportional rate from Cincinnati, O., was extended 
to Detroit, Mich., January, 1904; to Cleveland, O., July, 
1904; to Fort Wayne, Ind., January, 1908; and to Toledo, 
O., April, 1908. The extension to Toledo, that point being 
intermediate to Detroit, was made first by the Baltimore 
& Ohio Southwestern Railroad. Akron, O., being inter- 
mediate to Cleveland, also received the same rate. The 
20-cent proportional rate was canceled in 1911, and since 
that time joint through rates have been built upon a 
20-cent factor north of the river and the proportional rates 
of the lines south of the Ohio River. 

Except to Chicago rate territory and to Detroit, Cleve- 
land, Toledo, Fort Wayne and Akron, the through rates 
on cotton piece goods from the Southeast were made 
prior to our decision in the Five Per Cent case, 32 I. C. C., 
325 (The Traffic World, Dec. 26, 1914, p. 1152), by the 
addition of the proportional rates of the southern lines 
and the full locals of the northern lines. The joint 
through rates to the cities mentioned above seem to have 
been accorded partly because of the volume of move- 
ment thereto and partly becaues of insistent demands 
by shippers in these cities. As the local rates were not 
separately published as parts of through rates, the 5 per 
cent increase authorized in the Five Per Cent case, supra, 
did not affect those joint rates to the points where the 
20-cent rate was a factor. Nor was an increase made 
to the points where the local rates from the Ohio River 
were factors. In that case, however, we said: 


Joint rates between Official Classification territory, on the 
one hand, and southeastern territory, the southwest and points 
or or east of the Missouri River, on the other, may be increased 
not to exceed 5 per cent of the division of the rate accruing 
to the carriers in Official Classification territory. 

This permission, granted Dec. 16, 1914, the carriers 
did not seek to avail themselves of prior to the filing 
of the tariffs suspended in this proceeding. These tariffs 
were published to become effective July 1, 1916, and 
propose to continue to Chicago the present any-quantity 
rate of 55 cents as a less-than-carload rate, and to estab- 
lish to this point a carload rate of 52 cents. To five 


points, viz., Detroit, Cleveland, Toledo, Fort Wayne and 
Akron, the factor of 20 cents accruing from the joint 
rates to lines north of the river is raised to the basis 
of 15 per cent less than«the second class rates as in- 
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creased under the Five Per Cent case; and, to other 
points in Central Freight Association territory, the jp. 
crease -is 5 per cent of the factor applicable, that is. rule 
25, north of the river. Upon protests of the Goodyear 
Tire & Rubber Company, B. F. Goodrich Company, Kelly- 
Springfield Tire Company and the American Rubber and 
Tire Company of Akron, O.; the Toledo, O., Commerce 
Club; the Ford Motor Company of Detroit, Mich.; Bibp 
Manufacturing Company of Macon, Ga.; the Cotton Manu. 
facturers’ Association of South Carolina; C. W. Chears, 
representing certain textile mills in the state of Georgia, 
and a number of others, these tariffs were suspended to 
Oct. 29, 1916, and later to April 29, 1917. 


Cotton piece goods manufactured in the Southeast are 
sold in Chicago rate territory and the territory to which 
the increased rates are here proposed in competition with 
similar goods manufactured in New England, New York 
and New Jersey. Manufacturers in Chicago and Chicago 
rate territory actively compete with similar manufacturers 
in the five localities now enjoying joint through rates 
made by the addition of 20 cents to the factor south of 
the Ohio River, and to some extent compete with that 
part of Central Freight Association territory to which 
through rates are made by the application of the local 
rates north of the river. Many of these manufacturers 
in each of the territories to which the three systems of 
rate making are proposed use for further manufacture 
cotton piece goods purchased in the Southeast and sell 
their products in the same markets. While no increases 
in the rates to trunk line territory are proposed, the 
record is silent on the question of competition between 
this territory and.the points to which it is here proposed 
to increase rates. The transportation conditions from 
the Ohio River to Chicago, and other points, taking the 
‘Chicago basis of rates on cotton piece goods from the 
Southeast, are not substantially different from those to 
the five cities now enjoying the 20-cent factor north 
of the river; nor, except in volume of traffic, is there 
any substantial difference between these five points and 
the territory not now accorded the lower rate basis. The 
principal cotton piece goods shipped under the rates pro- 
posed to be increased are woven cotton fabrics known 
as duck, used in the manufacture of automobile tires, 
fire hose, rubber belting and other mechanical rubber 
goods. Sheetings, denims, canton flannels, cotton yarns 
and twines are also shipped, fully 95 per cent of all ship- 
ments from the Southeast being of goods that are sub- 
jected by the purchasers to further manufacture. Denims 
are used in the manufacture of overalls. Yarns are used 
in the manufacture of hose, bags, tents, awnings, nets 
and other articles. Twine is used for some of the pur- 
poses for which yarn is used and for tying packages and 
sewing bags. The value of these cotton piece goods 
ranges from 20 to 30 cents per pound. All these fabrics 
are shipped in compact packages, carefully wrapped, and 
no special equipment is necessary in their transportation. 
All that is needed is the ordinary box car, clean and free 
from leakage. 

The loss and damage claims are nominal. On shipments 
of over 4,000,000 pounds, upon which freight charges 
accrued of approximately $24,000, one manufacturer had 
only one claim, which amounted to $56.87. Another man- 
ufacturer has made no claims. The experience of the 
Southern Railway, as shown by a letter from its super- 
intendent of agencies, shows that the loss and damage 
claims paid by that road on this traffic were, in 1914, 
0.9 of 1 per cent and in 1915, 0.69 of 1 per cent of the 
revenue received from the entire cotton goods traffic, 
the revenue for the two years being approximately $4,000, 
000. It was not shown that any loss or damage occurred 
to shipments moving in carload quantities. 

The volume of the business shipped under the rates 
involved has increased rapidly. One Georgia manufac 
turing company began to use the rate to the Central 
Freight Association territory in 1908, and its shipments 
for that and the years following are as follows: 1908, 
21,203 pounds; 1909, 89,000 pounds; 1910, 179,300 pounds; 
1911, 543,400 pounds; 1912, 1,200,000 pounds; 191%, 1,950, 
000 pounds; 1914, 2,206,000 pounds; 1915, 3,790,000 pounds. 

This mill, like others in the Southeast, had to overcome 
the skepticism of the trade as to its product before it 
could compete with the eastern mills for business in this 
territory. The total shipments under the rates to points 
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other than to Chicago rate territory from Georgia and the 
Carolinas now approximate 50,000,000 pounds annually. 

Large quantities of grain, meat and other western prod- 
ucts ave shipped into the Southeast via the Ohio River 
crossings, so that there are numerous cars in the South- 
east which must move back to the Ohio River empty. The 
cotton piece goods traffic lessens the empty return haul. 

One manufacturer shipped for the year ending June 30, 
1916, under the rates proposed to be increased, from its 
mills at Columbus, Ga., 3,789,928 pounds of cotton factory 
products. Of these shipments 174 moved as car lots 
with an average load of 19,500 pounds, and 153' moved 
as less-than-carload shipments with an average load of 
11580 pounds. The shipments moving in carload quan- 
tities were loaded by the consignor, the car being there- 
upon sealed and moved through to the consignee without 
any change in the load. 

Manufacturers would increase their shipments in car- 
loads if there were a carload rating lower than on ship- 
ments in less than carloads. A purchaser of these goods 
at Akron buying in the East and the South, and using 
annually 20,000,000 pounds, ships 90 per cent thereof in 
car-lot quantities, with an average loading of 27,189 pounds. 
One of the respondents in seeking to convince the other 
respondents that they should agree to the establishment 
of a carload rating to Chicago argued that such a rating 
would increase the movement in through cars which would 
not have to be touched, saving transfer charges and the 
expense of unloading at freight houses. From both a 
transportation and a commercial standpoint a carload 
rating seems feasible, and “economy of operation is pro- 
moted by heavier loading, and the whole public benefits 
by economies that reduce the cost of transportation.” 
1915 Western Rate Advance case, 35 I. C. C., 497, 575 
(The Traffic World, Aug. 14, 1915, p. 320). 

One of the special costs urged by respondents as in- 
cident to this traffic is a transfer charge at the Ohio 
River. This charge does apply on some shipments, but 
does not apply generally on those which move through 
without transfer from the car in which the shipments 
originate. 

Macon, Ga., may be taken as fairly representative of 
the southeastern points. Using that as the point of origin, 
the distances, the present and the proposed rates, and 
the revenue per ton-mile therefrom appear from the sub- 
joined table: 


COTTON PIECE GOODS, ANY QUANTITY. 


Per Per 
From Macon, Ga., Present ton Proposed ton 
to— Distance. rate. permile. rate. per mile. 
Miles. Cents. Mills. Cents. Mills. 
Cincinnatl, O.. 2 .ss-s000 573 47.1 esee cece 
Chicago, Ill. (carload)... 835 a eae #52 12.5 
Chicago (any quantity). .. 55 13.2 aoa 
MOMOME TEY. occccsviccs 632 59 18.7 aes 
Fort Wayne, Ind........ 741 55 14.8 61.4 16.6 
Columbia City, Ind...... 760 61 16.1 62.7 16.5 
STON, Mick ...cc00's 836 55 13.2 64.5 15.4 
Kalamazoo, Mich. ...... 834 64 , 15.3 65.3 15.7 
[| Si ae 776 55 14.2 61.4 15.8 
ee: Sea 781 60.5 15.5 61.4 16.7 
NE Ok. ccsocuwan 791 62 15.7 63.6 16.1 
AME. OV. oe iisiorernie de 820 55 13.4 63.6 15.5 
SE ‘etceneekwiens 808 62 15.3 63.6 15.7 
ES 796 62 15.6 63.6 16.0 
MN EE sacindicnsoeus 822 55 13.4 63.6 15.5 
Youngstown, O. ........ 878 64 14.7 65.3 14.9 
Grand Rapids, Mich..... 883 66 14.9 67.6 15.3 





*Proposed carload rate. - 


These through rates are made by using the uniform 
factor 35 cents to the Ohio River and adding thereto the 
Tule 25 rates north of the river. The local rate on cotton 
piece goods from Macon to the Ohio River is 49 cents; 
the fourth class rate to Cincinnati or Louisville is 68 cents. 
The southern lines’ factor south of the river, therefore, 
is about 72 per cent of ytheir local and little more than 
50 per cent of the regular class basis. The respondents 
north of the river seek here to add to this factor south 


, of the river their full locals. It also appears that the 


ber ton-mile revenue computed on the southern factor 
of 35 conts is less than from the present northern factor 
of 20 cents. Rates from Macon contrasted with rates 
from .ew England points to the same general destina- 
tions “iow that even the present rates, distance consid- 
ered, are higher than from New England. The distance 
from oston, Mass., to Detroit is given as 750 miles; the 
Tate ‘or this haul is 45.8 cents, and the revenue per ton- 
Mile is 12.08 mills. From Macon to Fort Wayne is 741 


miles, the present rate 55 cents, with a révenue per ton- 
mile of 14.8 mills, while the proposed rate of 61.4 cents 
would yield 16.6 mills.. The present factor of 20 cents 
from the Ohio River to the five points to which the basis 
is applied yields to the carriers north of the river higher 
revenue per ton-mile than is. yielded by the rates from 
New England and New Jersey. While the distances from 
the Ohio River are shorter than the distances from New 
England and New Jersey, as the 20-cent factor is but a 
part of a through rate for a distance greater than that 
from these eastern points, the comparison is not without 
significance. 

In Bancroft & Sons Co. vs. N. Y., N. H. & H. R. R. 
Co., 40 I. C. C., 411, 417 (The Traffic World, July 29, 1916, 
p. 246), we held that a rate for 316 miles to Philadelphia, 
Pa., from Fall River, Mass., should not exceed 24 cents. 
This rate yields a revenue per ton-mile of 15.2 mills, which 
is less than the yield from the present 20-cent basis from 
the Ohio River to Akron. 

The rates from South Carolina are based on a factor 
of 45 cents south of the river instead of 35 cents, as 
is the case from Georgia points. These South Carolina 
rates may be fairly illustrated by using Laurens, S. C., 
as a point of origin and Cleveland and Toledo as destina- 
tion points. 

To Cleve- To 
land, O. Toledo, O. 
Distance from Laurens, S. C., via— 
Cc. & EE ES AAT SETS Ee: miles.. 791 704 


" EE me eh ene era do... 808 747 
Distance from Laurens, S. C., to— 

CUROIRIIEEL,. Gi. 60c.ccescretesccvcs stax oves do... 546 546 
Distance north of Cincinnati, O.......... do... 245 201 
Rate to Cimsnets, Ooo oc sccsicccccescces cents.. 45 45 
Present rate north of Cincinnati, O...... do... 20 20 
PPOUGHE TATOUER TALC socks cccvccevccesenna a 65 65 
Proposed thTOUPh TALC. <0. occcvcccessesecs G0... 73.6 71.4 
Amount of advance in through rate...... AO. 8.6 6.4 
Percentage of advance in through rate........ 13.2 9.8 
Per ton-mile to Cincinnati, O........... mills.. 16.5 16.5 
Per ton-mile north of Cincinnati, O...... a 16.3 20 
Per ton-mile through rate via Cincinnati.do... 16.4 17.4 
Proposed rate north of Cincinnati, O..cents.. 28.6 26.4 
Proposed per ton-mile north of Cincin- 

SEMEL UNM. ara dis-cra a aia ers swibpe sislo eteasinnd aia mills.. 23.3 26.3 
Percentage increase north of Cincinnati, O.... 3 32 


The 20-cent factor seems to have been adopted because 
that is the proportion which the respondents with lines 
from the western termini of trunk lines to Chicago receive 
for that haul on shipments of cotton piece goods from 
New England points. 


Respondents rely on what we said in the Five Per Cent 
case, supra, quoted above and the fact that the proposed 
rates are the same as would result from the use of their 
local rates applied to the classification basis of 15 per 
cent less. than second class. Neither nor both of these 
furnish a justification. A classification rating might be 
just as a basis for less-than-carload rates without being 
proper for an any-quantity rate. In 1915 Western Rate 
Advance case, supra, we said: 


The rates in this territory are any-quantity rates and cannot 
be considered less-than-carload rates. 


So long as respondents choose to publish, with the ex- 
ception specified, only any-quantity rates they cannot 
forcibly urge as a justification for an increase in rates 
on traffic that does and can move in carload quantities 
by arguing that such increased rates are reasonable on 
less-than-carload shipments. 


From all the facts of record we are of opinion and find 
that respondents have not justified the reasonableness of 
the proposed rates. 


In passing upon the propriety of proposed increased 
rates, the Commission may properly inquire whether such 
rates are free from unjust discrimination. The facts 
showing discrimination in this instance are all of record. 
The transportation conditions in the Chicago rate ter- 
ritory are substantially similar to those existing in the 
territory to which respondents propose to increase the 
rates here protested. Competition between the two ter- 
ritories was shown to exist. No warrant appears for 
confining carload rates to but one destination. The un- 
disputed facts show the elements necessary to constitute 
a violation of section 3 of the act. 

We are of opinion and find from all the facts of record 
that the proposal to publish carload rates to Chicago and 
the failure to increase the rates to Chicago and Chicago 
rate territory while increasing them to competitive points 
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would constitute undue prejudice and disadvantage to the 
points not included in Chicago rate territory. The pro- 
posed increased rates have not been shown to be just and 
reasonable, and the proposed carload rates to Chicago are 
unlawful in that they unduly prefer that locality to the 
prejudice and disadvantage of the points to which no car- 
load rates are proposed. An order will issue requiring 
cancellation. 


CLAIM ON VEHICLES DENIED 


In No. 7674, H. A. Hearon et al. vs. Ill. Cent., and 
fourth section applications Nos. 1605 and 2045, opinion 
No. 4365, 43 I. C. C., 577-8, the Commission has denied 
a claim for reparation on four carloads of vehicles from 
Indianapolis to Ackerman, Miss. The claim was based 
on a reduction in rate after the shipment had moved. It 
was placed in the hands of an agent and Hearon was 
not present at the hearing. No one having personal knowl- 
edge of the facts appeared. An undercharge of $57 was 
disclosed. Hearon, the report says, paid less than would 
have accrued at a combination of rates and was not 
damaged. The O. M. Rodgers Company, which filed the 
claim, was a stranger to the transportation records, the 
report says. It paid the undercharge, which, the report 
says, was a voluntary act. The payment of that under- 
charge did not make it a complainant. 


REPARATION ON COAL 


An award of reparation has been made in No. 8624, 
Graves Coal & Coke Co. vs. St. Louis-San Francisco et al., 
Opinion No. 4366, 43 I. C. C. 579-80, on account of unreason- 
able charges on two carloads of coal shipped from Du 
Quoin, Ill., to Cape Girardeau, Mo., and reconsigned to 
Gideon, Mo. At the time the coal moved there was a rate 
from Du Quoin to Cape Girardeau of $1.45, made up of a 
rate of 4% cents per 100 pounds or 85 cents a ton from 
Cape Girardeau to Gideon and 60 cents from Du Quoin to 
Cape Girardeau. Reparation is to be made down to that 
figure. 


THROUGH ROUTE WITH BOAT LINE 


CASE NO. 8709 (43. I. C. C., 588-594) 
INLAND NAVIGATION COMPANY, INCORPORATED, 
VS. WABASH RAILWAY COMPANY ET AL. 


Submitted Nov. 10, 1916. Opinion No. 4368. 


operating a barge line on the Mississippi River 
between St, Louis, Mo., and Memphis, Tenn., and New Or- 
leans, La., seeks the establishment of through routes and 
joint rates with defendants on classes and commodities 
between certain points on their respective lines and Mem- 
phis and New Orleans; Held: 

1. By refusing to establish through routes in connection with 
the navigation company and joint rates applicable thereto 
not higher than the joint all-rail rates between the same 
points in which they participate, defendants unjustly dis- 
criminate against complainant and subject traffic routed 
via the barge line to unreasonable prejudice and disad- 
vantage. 

2. If carriers are permitted to apply higher rates for the same 
service on traffic routed over connecting water lines than on 
traffic routed all rail, they will be in a position to destroy 
water competition and to deprive communities and shippers 
of the advantages of location upon navigable waters. 

3. Defendants should establish through routes and joint rates 
with the navigation company via St. Louis, such rates to 
be no higher than those in which defendants participate, 
on traffic routed all rail via St. Louis or East St. Louis 
between the same points. 


CLARK, Commissioner: 

Complainant, hereinafter called the navigation company, 
is a corporaiion operating a barge line on the Mississippi 
River between St. Louis, Mo., and New Orleans, La., and 
Memphis, Tenn. It seeks an order requiring defendants 
to join with it in the establishment of through routes 
and joint rates on classes and commodities between ter- 
ritories known as Illinois, Central Freight Association, and 
Western Trunk Line served by defendants, as shown in 
tariffs specified in paragraph 5 of the amended complaint, 
and Memphis and New Orleans via St. Louis, Mo. It 
alleges that defendants participate in joint all-rail rates 
between the points in question and that their failure and 
refusal to join with the navigation company in through 
routes and joint rates applicable thereto upon the same 
differential basis as maintained by them on similar all- 
rail traffic results in rates and charges on traffic routed 


Complainant, 
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via complainant’s line which are unjust and unrea:; 
and subjects complainant to undue and unreasonable 
dice and disadvantage and to unjust discrimination 
The Clinton Commercial Club and the Clinton M: \ufae. 
turs’ & Shippers’ Association, the Davenport Com»: ercig| 
Club and the Keokuk Industrial Association enter d ap. 
pearances, but took no further part in the hearing. 


mable 
preju- 


The defendants are the Wabash Railway Company, the 


Chicago & Alton Railroad Company, Vandalia Railroad 
Company, Chicago & Eastern Illinois Railroad Company 
and William J. Jackson, receiver thereof, Toleso, gt. 


Louis & Western Railroad Company and W. L. Ross, re. 
ceiver thereof, the Cleveland, Cincinnati, Chicago & gt, 
Louis Railway Company, the Baltimore & Ohio South- 
western Railroad Company, Chicago, Burlington & Quincy 
Railroad Company, Chicago, Milwaukee & St. Paui Raijl- 
way Company and the Terminal Railroad Association of 
St. Louis. 

The capital stock of the navigation company is $4,000, 
000, divided into 10,000 shares of preferred and 30,000 
shares of common stock, each of the par value of $100, 
Approximately $220,000 has been paid in on the preferred 
stock issued at the par value of $300,000, but further pay- 
ments are to be made. This stock has been issued at 
probably 5 or 10 per cent less than par. Of the $220,000 
paid in, $205,000 has been spent in the purchase of 
barges or in arrangements for their purchase. One com- 
pleted barge is now in service. Two completed hulls 
have been launched ready to receive the motive power. 
The completed barge cost approximately $100,000 and each 
of the two now in course of completion will cost the same. 
The control of the navigation company is entirely in the 
hands of the common-stock holders. The holders of pre- 
ferred stock have no voice or vote in the management 
except upon proposals to increase the amount of preferred 
stock. None of the officers hold preferred stock. 

The river front at St. Louis is about 20 miles long, 10 
miles of which is owned by the city. There have been 
practically no river landing facilities at St. Louis except 
the paved slope from the old levee, which has been there 
for many years. The former landing of a sand and gravel 
company, 300 feet long, has been converted and impro- 
vised into a landing for the barges. A warehouse, 30 
by 270 feet and one story in height, is used by the navi- 
gation company. An additional.sum of $5,000 is being 
spent to increase the storage space. The city has ap- 
propriated $285,000 for a first section of a permanent mu- 
nicipal dock. ‘It is the intention to have the docks when 
constructed connect with the railroad facilities on the 
front. 

The navigation company has invested from $1,500 to 
$2,000 in shore equipment at St. Louis, such as conveyor, 
trucking equipment, tracks and platform and other han- 
dling devices for the proper handling of freight to and 
from the barges. At Memphis it has an arrangement 
with the Rail & Storage Warehouse Company, which has 
its own dock and facilities for taking freight to and from 
storage. At New Orleans it uses the public dock. 

As indicated, the navigation company now has one barge 
in operation, which is self-propelled and of steel construc- 
tion 240 feet long, 42 feet wide, with a solid deck and a 
cargo box 20 feet high. At present, owing to the inability 
to secure the material necessary for the construction of 
the type of boats they are building, provision is being 
made to put into service a line of barges, four or five 
to be operated in a tow. 

Since April, 1916, when operation between St. Louis 
and Memphis and New Orleans was commenced, three 
and a half round trips have been made, and approximately 
9,000 tons of freight has been handled. The time col- 
sumed for the trip from St. Louis to New Orleans and 
return is from 14 to 15 days. 

Traffic from points north of St. Leste is usually inter- 
changed with the carrier operating south thereof via the 
Terminal Railroad Association of St. 
referred to as the terminal. 

The terminal, which is owned by 15 trunk lines, owns 
or controls, through stock ownership, lease or ownershiP 
of contracts, extensive facilities at St. Louis, and serves 
the freight houses of nearly all the proprietary lines. It 
also has the control or lease of certain bridges over the 
Mississippi River and has a large receiving yard ai Mad- 
ison, Ill. 

Traffic consigned to the navigation company is gencrally 
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delivered to the terminal by the line-haul carrier and in 
turn is delivered by the terminal to the Wabash. The 
dock now in use is reached by a spur leading from the 
Wabasi: levee line. 

Most of the traffic handled by the navigation company 
originates locally at St. Louis, some of which is switched 
to the dock in carload lots and some is drayed. If han- 
dled in switch movement, the charges therefor are ab- 
sorbed by the navigation company. Traffic inbound to 
St, Louis with destination beyond via the navigation com- 
pany is billed locally to the navigation company at St. 
Louis. The navigation company absorbs the switching 
charges of the Wabash from its connection with the ter- 
minal to the docks, and in at least one instance absorbs 
the local charges of the inbound carrier to the docks in 
order to meet the rate via the all-rail routes which simi- 
larly absorb such local charges. 

This arrangement appears to be one for through car- 
riage between the railroad and a water carrier, which 
subjects the water carrier to the jurisdiction of the act 
as provided in section 1. The action of the navigation 
company in transporting through interstate shipments in 
connection with the rail line, without filing its tariffs 
with the Commission, is unlawful. Kansas City Missouri 
River Navigation Co. vs. C. & O. Ry. Co., 34 I. C. C., 67 
(The Traffic World, May 29, 1915, p. 1187). 

The navigation company shows that the average unload- 
ing time for 87 cars during a representative period was 
approximately three hours, and that demurrage was paid 
upon but three of said cars, due to bad order of the tracks. 
The capacity of the warehouse at St. Louis is 3,000 tons. 
There is also trackage space which will accommodate 
16 cars. Upon traffic received at the warehouse for trans- 
portation beyond by the navigation company no charge 
is made for storage until after 10 days. On traffic in the 
reverse direction no charge is made. 

The defendants state that the service in delivering a 
shipment to the navigation company is identical with the 
delivery of the shipment to an industry at St. Louis, lo- 
cated on the tracks of a road other than the terminal, 
but requiring handling by the terminal. They point out, 
however, that in delivering to the navigation company 
there would be a reclaim of five days at 45 cents per 
car per day, equal to $2.25, which the Wabash would 
make against the line-haul carrier, but which would not 
have to be paid where delivery is made to an outbound 
rail-line carrier in all-rail movement. 

The defendants assert that the average cost of inter- 
changing a car to a connecting carrier for movement be- 
yond is 57.4 cents, whereas the average cost of handling 
a car to an industry within the St. Louis switching dis- 
trict is $2.98 more, to which it is necessary to add the 
reclaim of $2.25, making a total additional expense of 
$5.23. No allocation has been made of that charge as 
between passenger and freight service, so it is fair to 
— that the total additional charge would be some- 
what less. 

The navigation company transports all classes of com- 
modities except bulk grain, coal and certain other articles 
in bulk. It stands ready to file its tariffs with the Com- 
mission as soon as it is enabled to secure through routes 
and joint rates with the rail carriers. 

Defendants do not seriously object to the establishment 
of through routes and joint rates in connection with the 
navigation company, but urge that if joint rates are pre- 
scribed they should not be lower than the aggregates of 
the rates of the rail lines to or from St. Louis, the barge 
line rate and any extra expense incurred in making the 
interchange. They point out that the present scales of 
class rates to and from Memphis and New Orleans are 


low, due io water competition on the Ohio and Mississippi 
rivers, and fear that a low basis of joint through rates 
with the navigation company would sooner or later result 
in a further reduction of the all-rail rates. 

They assert that, the conditions under which traffic is 
or May be handled in connection with the boat line are 


Substantiaily different from the conditions under which 
It is handled all rail; that the expense of the interchange 
with the boat line is greater than with the southern rail 
connectic ns; that the traffic is more irregular than the 
all-rail traffie with a greater risk of delay, loss and empty 
‘ar movement; that it places the responsibility. for acts 
of the boxt line upon the initial carrier under the Carmack 
that it virtually leaves the control of rail- 
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line routing from point of origin to St. Louis with the 


boat line. All of these considerations have been brought 
to our attention and fully considered in previous cases, 
so that it will not be necessary to consider them in de- 
tail here. Suffice it to say that we do not deem them 
sufficient to justify denying complainant the relief prayed 
for. 

The navigation company asks that joint rates be pre- 
scribed constructed by adding to its local rates between 
St. Louis and Memphis and New Orleans the differential 
basis which the defendants maintain on all-rail traffic 
between the points served by them to or from point of 
interchange at St. Louis or East St. Louis on traffic to 
or from New Orleans or Memphis. 

Under the basis proposed by defendants the rail-and- 
water rates would be higher than the all-rail rates be- 
tween the same points. If carriers were permitted to 
maintain rates on traffic routed over a connecting water 
line, which are higher than the all-rail rates, they would 
be in a position to destroy all water competition and to 
deprive communities and shippers of the advantages of 
location upon navigable waters. Defendants assert that 
New Orleans and Memphis are already adequately served 
by low rates compelled by water competition. 

In Decatur Navigation Co. vs. L. & N. R. R. Co., 31 
I. C. C., 281-288 (The Traffic World, July to December, 
1914, p. 290), we said: 

A natural waterway, improved by the expenditure of public 
funds, should be thrown open as far as possible to the free and 
unrestricted use of all those who desire to avail themselves of 
it. It differs materially from a privately constructed and 
privately owned roadbed, which, though quasi public in nature, 
is built by individuals or coporate interests primarily for their 
own gain. A navigable river is a public highway, a natural 
avenue of commerce, and the public interests demand that its 
advantages be utilized to the fullest extent. 

It is true that the Act to regulate commerce, in giving to 
this Commission authority to establish through routes and joint 
rates, was not intended to require us to establish such through 
routes and joint rates whenever requested to qo so, without 
regard to the peculiar circumstances of each case. In view of 
the fact that the act was designed to promote the free move- 
ment of interstate commerce, and bearing in mind that a large 
river is a natural artery of commerce, it would seem that any 
responsible common carrier operating on the river in question 
would be prima facie warranted in requesting this Commission 
to allow that carrier to participate to the fullest extent in the 
interstate traffic originating on that river. . 

In Chattanooga Packet Co. vs. I. C. R. R. Co., 33 I. C. C., 
384 (The Traffic World, April 3, 1914, p. 707), the carriers 
maintained local and proportional rates from points of 
origin to Joppa, Ill., the interchange point with the boat 
line. The carriers were unwilling to accord to shipments 
delivered to the boat line the proportional rates to Joppa, 
but insisted upon applying the local rates to that point. 
We held that by restricting their proportional rates to 
traffic routed over their southern rail connections the de- 
fendants were unjustly ‘discriminating against the com- 
plainant and against shippers who desired to route their 
goods over the complainant’s boat line. It was specifically 
stated, however, that the defendants might make a rea- 
sonable charge to cover the additional expense, if any, 
of interchange with boat lines over and above the 
cost of interchange, with southern rail carriers. In the 
instant case the navigation company is willing to bear 
the expense over and above that which would be incurred 
by defendants in delivering shipments to their rail con- 
nections. The navigation company seeks to have defend- 
ants accept on traffic routed by the barge line the same 
divisions that they receive on similar traffic handled in 
connection with rail carriers. The divisions accruing to 
defendants to St. Louis or East St. Louis are not on file 
with us, whereas, in the Chattanooga case, supra, the 
question was the application of a proportional rate filed 
with this Commission. In that case we said that it was 
true that in one sense proportional rates are but divisions 
of through rates, but that it would be an unjust discrimi- 
nation if a carrier should demand for the same movement 
over its line higher divisions of joint rates between the 
same points of origin and destination when the traffic is 
routed via one than when it is routed by another con- 
necting carrier. 

The services performed by defendants are identical, 
whether shipments are delivered to the navigation com- 
pany or to the rail carriers, except that when delivery 
is made to the navigation company there is an additional 
switch movement, the charge for which, as stated, the 
navigation company is willing to assume. Under all the 
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circumstances, we are of opinion and find that the re- 
fusal of defendants to establish through routes with the 
navigation company and joint rates applicable thereto 
no higher than the all-rail rates between the same points 
in which defendants participate results in unjust discrimi- 
nation against the navigation company and subjects traffic 
routed via its line to unreasonable prejudice and disad- 
vantage. 

We are further of opinion and so find that defendants 
should establish joint rates with the navigation company 
via St. Louis between the territories served by the de- 
fendants, as shown in tariffs specified in paragraph 5 of 
the complaint, and Memphis and New Orleans, - which 
shall not be higher than those contemporaneously main- 
tained or participated in by them via St. Louis or East 
St. Louis on traffic routed via rail lines between the same 
points. It will, of course, be necessary for the navigation 
company and defendants to exchange and file proper con- 
currences in the joint rates and to make arrangements 
for the publication of the necessary tariff schedules. 

An appropriate order will be entered. 


RATES ON BITUMINOUS COAL 


CASE NO. 8622* (43 I. C. C., 605-614) 
LA CROSSE SHIPPERS’ ASSOCIATION, FOR CARGILL 
COAL COMPANY ET AL., VS. CHICAGO, MIL- 
WAUKEE & ST. PAUL RAILWAY COM- 

PANY ET AL. 


FOURTH SECTION APPLICATIONS NOS. 39 AND 2874 


Submitted Oct. 17, 1916. Opinion No. 4370. 


1. Rates on bituminous coal in carloads from various producing 
points in West Virginia to La Crosse, Wis., not shown to 
4 unreasonable, unjustly discriminatory, or unduly preju- 
dicial. 

2. Carriers authorized to continue and to establish the same 
rates on bituminous coal from certain Lake Michigan ports 
to Eau Claire, Chippewa Falls, Menominee Junction and 
Menomonie, Wis., as are in effect from Duluth, Minn., to 
the same destinations, and to continue higher rates to cer- 
tain intermediate points on their lines, provided that the 
rates to intermediate points from Lake Michigan ports shall 
not exceed the rates on like traffic from Duluth and that 
present rates to said intermediate points are not exceeded. 

3. Rates on bituminous coal in carloads from various producing 
points in Illinois and from St. Louis, Mo., and points taking 
the same rates to La Crosse, Wis., found to have been jus- 


tified by defendants. 
4, The requirement of a differential between screenings and 
other sizes of bituminous coal not found to be justified. 


*This report also embraces complaint in No. 8652, Same vs. 
Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. et al. 


MEYER, Commissioner: 

These two cases, which were heard consecutively and 
will be disposed of in one report, relate to rates on bitum- 
inous coal in carloads to La Crosse, Wis. The complaints 
were filed by the La Crosse Shippers’ Association on be- 
half of various shippers of coal located at La Crosse. The 
complaint in No. 8622, filed January 27, 1916, involves rates 
from producing points in the state of West Virginia. The 
complaint in No. 8652, filed February 12, 1916, involves 
rates from producing points in the state of Illinois and 
from St. Louis, Mo., and points taking the same rates. 
Both complaints challenge the rates as unreasonable, un- 
justly discriminatory and unduly prejudicial in violation of 
sections 1, 2 and 3 of the act. Both complaints contain re- 
quests for reparation, but the prayer for reparation in No. 
8652 was abandoned at the hearing. 

The complaint in No. 8622, moreover, alleges a violation 
of the fourth section of the act in that the rates involved 
exceed the rates to Red Wing, Minn., Eau Claire, Meno- 
monie, and Chippewa Falls, Wis. Accordingly those por- 
tions of Fourth Section Applications, Nos. 39 and 2874, 
filed respectively by the Chicago & North-Western and 
by the Chicago, Milwaukee & St. Paul railways, by which 
authority is sought to charge rates on bituminous coal, in 
carloads, from Chicago, Ill., Milwaukee, Manitowoc and 
Sheboygan, Wis., to Red Wing, Eau Claire, Menomonie, 
Menomonie Junction and Chippewa Falls lower than the 
rates contemporaneously maintained on like traffic to La 
Crosse, and other intermediate points, applicable on bitum- 
inous coal originating at points in West Virginia, were 
set for hearing with the complaint. That portion of ap- 


plication No. 2874 relating to lower rates to Red Wing 
than to intermediate points was considered in Coal to Red 
Wing, Minn., 41 I. C. C., 309 (The Traffic World, September 
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23, 1916, p. 656), and fourth section relief denied. ‘There 
was assigned for hearing at the same time application No, 
2930 of the Chicago, Milwaukee & St. Paul, but it appears 
that this application did not cover rates involved hereip, 

La Crosse is on the east bank of the Mississippi River 
263 miles northwest of Chicago, 196 miles west of Mi. 
waukee, 282 miles south of Duluth, Minn., and 131 miles 
southeast of St. Paul, Minn. It is served by the Chicago 
Milwaukee & St. Paul Railway, hereinafter called the 
Milwaukee; the Chicago, Burlington & Quincy Railroad 
hereinafter called the Burlington; and the Chicago & North 
Western Railway, hereinafter called the North Wester, 
Rates are stated in this report in dollars per net ion gp 
the carload basis. 
















No. 8622 


Shipments of bituminous coal from mines in West Vir. 
ginia to La Crosse may move all rail via Chicago or rail 
and car ferry via west bank Lake Michigan ports, namely, 
Milwaukee and Manitowoc. There are no joint rates jp 
effect from the mines in West Virginia to La Crosse, the 
through charges being the lowest combination of local or 
proportional rates applicable either via Chicago or via 
the Wisconsin ports enumerated above. The proportional 
rate on the traffic involved over the Burlington from Chi- 
cago to La Crosse is $1.35; the rates over both the Mil. 
waukee.and the North Western from Chicago and west 
bank Lake Michigan ports to La Crosse are the same. 

Complainant confines its evidence to the rates from Chi- 
cago and west bank Lake Michigan ports to La Crosse, con- 
tending that $1.25 would be a reasonable rates from all 
the gateways involved. In support of this contention an 
exhibit is submitted showing the average distance from 
Chicago and Milwaukee to La Crosse over the Milwaukee, 
the North Western and the Burlington to be 207 miles, and 
the average distance from the same points to Red Wing 
over the Milwaukee and the Chicago Great Western Rail- 
road to be 354 miles. Based on these distances, complain- 
ant computes the average ton-mile revenue on coal to La 
Crosse to be 6.52 mills and to Red Wing 3.67 mills. It is 
observed, however, that complainant’s figures with respect 
to Red Wing are derived by the use of a rate of $1.30, no 
longer in effect. The rate now applicable on bituminous 
coal over the Milwaukee from Chicago and Milwaukee to 
Red Wing is $1.60, which yields ton-mile earnings in ex- 
cess of complainant’s figures. Complainant also offers a 
statement showing car-mile earnings on bituminous coal 
from Chicago, Milwaukee and Manitowoc to La Crosse. 
Two retail coal dealers and one manufacturer, al! located 
in La Crosse, testified as to the amount of coal they. used 
annually and the payment of freight charges. No substan- 
tial evidence is offered to show wherein the rates assailed 
contravene sections 2 and 3 of the act. Apparently com: 
plainant’s allegations with respect to these sections are 
predicated upon the departures from the rule of the fourth 
section hereinafter discussed. 


Defendants object to the sufficiency of complainant's 
evidence because limited to those factors of the through 
charges applicable beyond Chicago and west bank Lake 
Michigan gateways. Complainant in this case brings in 
issue the charges applicable to the through shipments 
from the mines in West Virginia and all the participating 
carriers appear to be named as defendants. Defendants’ 
objection is not sustained. Stevens Grocer Co. vs. St. L 
I. M. & S. Ry. Co., 42 I. C. C., 396 (The Traffic World, 
January 13, 1917, p. 73). 


Defendants testify that rates on coal from eastern points 
of origin to destinations in Wisconsin in practically all 
instances are made on a combination basis via Chicago, 
at which point they are compelled to meet the rates mail- 
tained by carriers serving the coal mines of Illinois and 
Indiana, which produce an enormous amount of bituminous 
coal. The keenness of this competition at Chicago, it 1s 
asserted, has compelled the establishment of rates on coal 
from points in Ohio, Pennsylvania, West Virginia and Kel 
tucky to Chicago on an exceedingly low basis. Moreovel, 
the Chicago rate is applied via the cross-lake routes of 
the Grand Trunk, Pere Marquette and Ann Arbor rail 
ways proportionally from Manitowoc and Milwaukee. 
is contended that the normal basis of rates on coal into 
La Crosse would be the aggregate of the locals io and 
from Chicago. 

Defendants contend, furthermore, that the preset! 
through charges on the traffic involved are 5-cents per tol 
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pelow the normal basis. It is testified that in accordance the latter ports are normally lower than rates from Lake 
with ‘he permission granted in 1915 Western Rate Ad- Michigan ports, and petitioners testify that they have 
yance Case, 35 I. C. C., 497, 611 (The Traffic World, August been compelled to reduce the rates from Lake Michigan 
14, 1915, p. 320), the local rate on bituminous coal from _ ports in order to secure an equality with Lake Superior 
Chicago to La Crosse was increased from $1.35 to $1.40 and __ ports. 

applications filed with the Railroad Commission of Wiscon- The following table shows the distances from Duluth 
sin for authority to publish from Milwaukee, Sheboygan, and Superior, representative Lake Superior ports, via the 
Manitowoc and Green Bay to La Crosse a rate on coal the route of the Chicago, St. Paul, Minneapolis & Omaha and 
same in amount, under the Wisconsin law, no increase in the North Western railways; also the distances from 
intrastate rates being allowed without the consent of the Milwaukee, Sheboygan and Manitowoc: 

state commission. This is stated to be the reason for the ; To 
continuance of the rate of $1.35 from the Wisconsin ports To ToChip- Menom- To 


and made possible the protection of arate from the eastern = xyrom— — so —~ 


mines to La Crosse 5 cents per ton less than could be Duluth 158 148 


F rj i ij- Superior 144 
applied via Chicago. On traffic to La Crosse the Mil 1 
waukee and the North Western have Milwaukee as a gate- {yiyaukee a 


way in addition to Chicago, but the Burlington is limited Manitowoc 268 

to Chicago. In order to participate in the coal traffic on : — ; 
the same basis of through charges.as was applicable over The tay ha a enumerated above via 
the Milwaukee and the North Western via Milwaukee, the the route indicated from the west bank Lake Michigan 
Burlington established the present proportional rate of Ports are in every instance 50 per cent or more greater 
$1.35. Desiring to engage in some of the traffic from the than the distances to the same points from Duluth and 


st to La Crosse via the Chicago gateway, the Milwau- Superior. 
we and the North Western subsequently met the Burling- . The rate from Lake Superior ports to the points named 
ton’s proportional rate of $1.35 from Chicago. It is stated, ‘ the foregoing table and the rate which petitioners de- 
however, that if the Railroad Commission of Wisconsin ‘ire to continue from Lake Michigan ports to the same 
acts favorably upon their applications, the North Western Points is $1. The highest rate*to any intermediate point 
and the Milwaukee will cancel the present rate of $1.35 and 38 $1.40. The rates to intermediate points approximately 


is f $1.40 from Chicago and Milwaukee t the same distance from Lake Michigan ports that the 
gone rete of 91.40 — a competitive points named above are from Duluth do not 


The following table, submitted as an exhibit by defend- exceed the rate of $1 applicable at said competitive points. 


‘ P It appears, however, that to some of the intermediate 
ants, shows the distances, rates and revenues per ton-mile . : . : s 
from three representative eastern producing districts to POimts on the Chicago, St. Paul, Minneapolis & Omaha it 
La Crosse in comparison with the distances, rates, and iS desired to continue higher rates from Lake Michigan 
revenue per ton-mile from the same points of origin to ports than from Duluth to the same points, as will be seen 


points in Minnesota, lowa and Missouri: from the Sellewing tate: Weems 
—_ From Milwaukee, 

Duluth, Sheboygan, 
To— Superior. Manitowoc. 


Pittsburgh district to La Crosse Give Junction : $1.00 


New River group No. 1 to La Crosse 8 a x Rusk 

Kanawha groups Nos. 2 and 3 to La CroSse.. “ ls Elk Mound 

Pittsburgh district to 78 Altoona 

New River group No. 1 to Winona " s Fall Creek 

Kanawha groups Nos. to and 3 to Winona... i i Rodell 

Pittsburgh district to St. Paul 8 

-New River group No. 1 to St. Paul 

Kanawha groups Nos. 2 and 3 to St. Paul.... 

Pittsburgh district to Cedar Rapids 

New River group No. 1 to Cedar Rapids 

a groups Nos. 2 and 3 to Cedar Rap- 
ids 

Pittsburgh district to Marshalltown 

New River group No. 1 to Marshalltown 

he groups Nos. 2 and 3 to Marshall- 
own 

Pittsburgh district to Mexico, Mo 

New River group No. 1 to Mexico, Mo 

Kanawha groups Nos. 2 and 3 to Mexico, Mo. 

Pittsburgh district to Moberly, Mo 

New River group No. 1 to Moberly, Mo 

Kanawha groups Nos. 2 and 3 to Moberly, Mo. 


Junction. 
181 


Fairchild to Warren 

Valley Junction 

Wyeville 

Camp Douglas 

Elroy 

po Ee eer ee rere ee ere 
Marshfield 


Xoo 
crsooc 


If the rates from Duluth are met at Eau Claire and Menom- 
onie Junction, thére appears to be no reason, so far as the 
record discloses, for not meeting them at the intermediate 
points. 

Upon the facts of record we find that petitioners should 
be permitted to continue and to establish the same rates 
on bituminous coal from the Lake Michigan ports under 
consideration to Eau Claire, Chippewa Falls, Menomonie 
Junction and Menomonie as are in effect from Duluth to 
the same destinations, and to continue higher rates to 
certain intermediate points on their lines, provided that 
the rates to intermediate points from Lake Michigan 

anne “A eee ports shall not exceed the rates on like traffic from Duluth 
or oe as ts ae a as to justify a lower 4 that the present rates to said intermediate points are 

° not exceeded. 

Upon the facts of record we find the rates challenged No. 8652 


have not been shown to be unreasonable, unjustly dis- mplainant’s ntenti : 

criminatory or unduly prejudicial, and the complaint will osaumal ame rie te rn) ge yee pc 
be dismissed. to La Crosse are unreasonable when compared with rates 
_Coming now to those portions of Fourth Section Applica- to other points in the same territory, particularly St. Paul. 
tions Nos. 39 and 2874 remaining for consideration, the No testimony is adduced to show specifically the form of 
Situation appears to be substantially similar via both the’ the alleged violation of sections 2 and 3. Complainant 
North Western and the Milwaukee, and the petitions will rests its allegation on the statement that “the discrimina- 
be considered together. The phrase “Lake Michigan tion under sections 2 and 3 is that for the same service 
ports,” .s hereinafter used, includes only Milwaukee, She- over the same lines for approximately the same distance, 
boygan and Manitowoc. In justification of their lower and in cases less, the rates on coal from Illinois points to 
Tates to Hau Claire, Menomonie, Menomonie Junction and La Crosse are greater than they are to St. Paul.” The 
Chippewa Falls than to intermediate points, petitioners Commission is requested to reduce the rates involved 15 
State that the rates to these destinations, which are in cents per ton from all the points of origin involved and 
closer roximity to Lake Superior ports than to Lake to establish a differential in rates of 15 cents per ton be- 
Michigan ports, are made the same as the rates applicable tween screenings and other grades of bituminous coal. 
on coa! originating in West. Virginia and moving via Du- Screenings is defined as coal passed through screens not 
luth, \!:on., and other Lake Superior ports. Rates from exceeding 1% inches between bars or through 2-inch 
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Another exhibit of record filed by defendants shows 
that the rates and earnings per ton-mile on the traffic in- 
volved herein compare favorably with the rates and earn- 
inge per ton-mile on coal traffic from the same points of 
origin named in the foregoing table to Milwaukee and to 
Dubuque and Clinton, Iowa, at which points, it is asserted, 
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round holes. As the rates assailed herein were increased 
subsequent to January 1, 1910, defendants have the bur- 
den of proving them just and reasonable. 

For rate-making purposes coal mines in Illinois are 
grouped. The northernmost group is in the vicinity of La 
Salle and Streator, Ill., and is familiarly known as the third 
vein or northern Illinois district. The rate from this 
group to points in Minnesota and Wisconsin is the base 
rate upon which rates from the other groups are made by 
the addition of certain fixed arbitraries. The rate to La 
Crosse from the northern Illinois district is $1.40; the 
differential of mines in the central or so-called Spring- 
field district over the northern district is 40 cents per 
ton, and of those in the southern district 70 cents per 
ton. As no attack is made upon this system of grouping 
mines in Illinois or upon the existing relationship between 
the rates from the various groups, the rate of $1.40 from 
the northern Illinois group maybe considered as typical 
of the situation presented. The Burlington serves points 
in all Illinois groups, the North Western points in the 
northern Illinois and Springfield groups, and the Milwaukee 
points in the northern Illinois group. Most of the coal 
from the mines in Illinois to La Crosse is hauled by the 
Burlington. During 1915 it handled approximately 1,900 
ears out of an approximate total via all lines of 2,000 
cars. 

The record discloses that the rates on coal to La Crosse 
from points of origin in the several groups described above 
are in every instance lower than the rates to St. Paul from 
the same points. The following table, taken from an ex- 
hibit submitted by defendants, shows the rate changes to 
La Crosse and to St. Paul during the past six years: 


To— 1910. 1915. 1916. 
NT POET TTT TT ETT TTC Cee OCT $1.35 rer $1.40 
St ME <4: cluacaa Bi Wee owt ah mech e eee eee 1.40 $1.50 1.60 


It will be observed that the successive changes have 
resulted in increasing the spread of rates between La 
Crosse and St. Paul. The present rate of $1.60 to St. Poul 
applies to lump coal; the rate to St. Poul on screenings 
is $1.46. The rate of $1.40 to La Crosse applies on all 
grades of coal. 

The evidence offered by complainant consists chiefly of 
a number of exhibits in which comparisons are made of 
the rates, distances, and ton-mile earnings to La Crosse 
from various producing points in Illinois with the rates, 
distances, and ton-mile earnings to St. Paul from the same 
and other points; comparisons with rates, distances, and 
earnings to various points in Wisconsin, lowa, and Minne- 
sota; and comparisons with rates to points in Mississippi 
Valley territory from mines in Illinois, Kentucky, and Ala- 
bama. In a number of instances complainant’s exhibits 
are based upon comparisons of rates from one group of 
origin to St. Paul with rates from points in a different 
group of origin to La Crosse. As complainant does not 
challenge the differential adjustment of rates from the 
Illinois coal fields, such comparisons are of no probative 
force in this proceeding. As a matter of fact, the rates 
on coal from points in Illinois to La Crosse are in every 
instance lower than the rates to St. Paul, provided com- 
parisons are made between points in the same groups of 
origin. In one exhibit complainant shows that from cer- 
tain selected points in Illinois to La Crosse via the routes 
indicated the percentage of mileage in Illinois is greater 
than in Wisconsin, while the contrary is true in some 
instances with respect to hauls to St. Paul. On the as- 
sumption that the density of tonnage in Illinois is greater 
than in Wisconsin, it is argued this exhibit indicates that 
the rates to La Crosse should be on a considerably lower 
basis than the rates to St. Paul. However, too few as- 
pects of the situation are presented to justify complain- 
ant’s conclusions. 

The following table submitted by defendants shows rep- 
resentative points in the northern Illinois group from 
which the base rate is applicable, together with various 
routes, distances, and per ton-mile earnings; the earnings 
based on the rates which complainant seeks to have es- 


tablished are also given: 
—_————Claim ed——_—_——_ 


Per. Per Per 
Dis- Cur-  ton- ton- ton- 
To La Crosse’ tance, rent mile, Soft mile, Fine mile, 
from— miles. rate. mills. coal. mills. coal. mills. 

Cc. B. & Q.: 
Chicago ....... 298 $1.40 4.69 $1.25 4.19 $1.10 3.69 


BME sessccces 234 1.40 5.98 1.25 5,32 1.10 4.79 
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La Salle ..... 245 1.40 5.71 2 a a 1.49 
Streator ...... 271 1.40 5.16. 1.25 4.61 1.10 4.05 
Peovia, .....60¢ 308 1.400 4.540 11.250 4.05 1.10 357 
Farmington .. 284 1.40 4.92 1.25 4.40 110 23's 
3 ee 295 1.40 4.74 1.25 4.23 1.10 2 my 
Guba.......c+. 96 140 4.74 1235- 498 110 2% 
C. & N. W.: oe 
Spring Valley. 271 1.40 5.16 1.25 4.61 1.10 4.05 
one 3191.40 «4.3880 1.250 «3.911.104 
C. M. & St. P.: j 
| ee 281 1.40 4.98 1.25 4.44 1.10 3.91 
CRO. a s0css 284 1.400 «4.92 1.250 4.400 1.10 3.97 
The table next below shows the same data with r<pect 


to the Springfield and southern Illinois groups as dos the 
preceding table with respect to the northern Illinois “royp: 





— Claimed— oe 
Per Per Per 
Dis- Cur- ton- ton- ton- 
To La Crosse __ tance, rent mile, Soft mile, Fine mile 
from— miles. rate. mills. coal. mills. coal. mills’ 

C. B. & Q.: 
.. Seana 383 = $1.80 4.69 $1.65 4.30 $1.50 3.91 
a 387 1.80 4.65— 1.65 4.26 1.50 3.87 
Litchfield .... 407 1.80 4.42 1.65 4.05 1.50 3.68 
Sorento ....... 420 1.80 4.28 1.63 3.92 1.50 3.57 
POMGERR. .cccee 423 1.80 4.25 1.65 3.90 1.50 3.54 
Centralia ....... 464 2.00 4.31 a siaieie ae 
OO ee 496 2.10 4.23 1.95 3.93 1.81 3.62 
Cristopher ...... 504 2.10 4.10 1.95 3.86 1.80 3.57 
OO >— aE, 516 2.10 4.06 1.95 3.77 1.8 3.48 


Defendants submit other exhibits showing rates and ton- 
mile earnings from representative shipping points in all 
the principal groups involved herein to St. Paul, also ex- 
hibits comparing the rates and ton-mile earnings from 
representative group points to other points in the same 
general territory for similar distances. Comparisons of 
rates and earnings on coal transported similar distances 
between points in central freight association and eastern 
trunk line territories are also presented. Still another ex- 
hibit shows the Illinois, Iowa, Nebraska and Missouri 
distance tariff rates on coal for 276 miles, the average 
distance from points in the northern Illinois group to La 
Crosse. 

It is not considered necessary to set forth and discuss 
in detail the various exhibits submitted by complainant 
and defendants. They have all been carefully considered 
in connection with the testimony of all parties, and upon 
the whole record we are of opinion and find that the rates 
assailed have not been shown to be unreasonable, unjustly 
discriminatory, or unduly prejudicial, and have been justi- 
fied by defendants. The complaint will be dismissed. 

There remains for consideration the question of a dif- 
ferential between screenings and other sizes of bituminous 
coal. In justification of the rate of $1.46 applicable on 
screenings defendants testify that for a number of years 
the relationship between the northern Illinois group rate 
and the rate on coal moving from the docks at Duluth, 
Minn., to St. Paul was maintained on the basis of $1.40 
from northern Illinois mines and 90 cents from Duluth. 
In 1914 the rate from Duluth was increased to 96 cents 
and the rate from Illinois mines to $1.50. In Septem- 
ber, 1915, the rate from northern Illinois mines 
was further advanced to $1.60, resulting in a total 
increase of 20 cents per ton on coal from [Illinois 
points as opposed to an increase of but 6 cents per ton 
on coal from Duluth. It is testified that in order to enable 
the Illinois producers to sell in competition with the docks 
at Duluth it was decided to reduce the rate on screen 
ings from mines in northern Illinois to the present basis 
so as to make the net increase over the original rate the 
same as the increase from Duluth. Defendants state that 
this adjustment is occasioned solely by the competitive 
conditions existing at St. Paul. It is testified that the 
situation at La Crosse is entirely different; that to La 
Crosse the net increase on coal of all grades has been 
only 5 cents per ton from the Illinois group and diiferen- 
tially from the other groups; and that at the presen! time 
the rate on screenings to St. Paul is 6 cents per ton in 
excess of the rate on screenings to La Crosse, Defend: 
ants assert, moreover, that it has not been their general 
policy to maintain rates on coal to points in Wisconsil 
and Minnesota based on differences in size. Comp!ainant 
offers no persuasive evidence in support of its request for 
a differential adjustment, nor does it appear tha: the 
present rate of $1.45 on screenings to St. Paul, su!)jects 
La Crosse to any undue prejudice. The record in this case 
discloses no necessity for the establishment of the «.iffer- 
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entia) between screenings and other sizes of coal sought 
py complainant. 

Orders will be entered in accordance with the views 
herein expressed. 

(The fourth section orders are Nos. 6605 and 6606.) 


SAND FROM INDIANA STATIONS 
(NO. 2) 


In |. & S. No. 882, Sand from Indiana stations, No. 2, 
Opinion No. 4372, 43 I. C. C. 619-21, the Commission has 
found that the proposed increased rates on sand loam and 
plack dirt from Dock Siding, Gary, McCools, Miller and 
Willow Creek, Ind., to points in the Chicago switching lim- 
its had not been justified. The proposal was to advance 
the rates from 42 to 53 cents. The carriers must cancel 
the proposed advance from 42 to 53 cents on or before 
May 7. They, however, may republish on five days’ notice 
rates of 21 and 26 cents to the one line delivery points 
which are carried in the tariffs that must be canceled, to 
take the place of rates of 20 and 25 cents. Commissioners 
Clarke and Harlan dissented. 


ROUGH ROLLED GLASS 


The Commission has dismissed No. 8399, Sergeant Glass 
Company: vs. P. R. R. Co. et al., opinion No. 4373, 43 
I. C. C., 622-4, holding that rates on rough rolled glass, 
Cc. L. and L. C. L., from Sergeant, Pa., to Toronto and 
Montreal, Can., had not been shown to be unreasonable, 
unjustly discriminatory or unduly prejudicia. 


RATES ON COTTON TOWELS 


The Commission, in a report by Commissioner Harlan 
on No. 8458, Cannon Manufacturing Company vs. Southern 
Railway et al. and fourth section application No. 1548, 
Opinion No. 4374, 43 I. C. C. 625-629, has condemned as 
unreasonable all-rail and rail-and-water rates on cotton 
towels from Kannapolis and Concord, N. C., to eastern 
port cities and interior eastern cities to the extent that 
they exceed by more than three cents per 100 lbs. the 
contemporaneous rates on cotton piece goods between the 
same points. The carriers are required to establish rates 
on cotton towels, not more than three cents higher on cot- 
ton piece goods, on or before July 16. The fourth section 
relief sought as to the condemned. rates was denied in 
fourth section order No. 6607, as of July 16, on which day 
the arbitrary on towels over cotton piece goods is to be 
reduced to three cents. 

In Southern Classification, which governed the traffic, 
cotton towels. are rated first class and cotton piece goods 
fourth class. The Commission found that with the excep- 
tion of shipments moving from Kannapolis and Concord, 
cotton towels generally take only three cents higher than 
cotton piece goods when they do not move on the same 
rates hence the decision that three cents should be the 
major of the rates on cotton towels above cotton piece 
goods. 


RATES ON LUMBER 


The Commission has dismissed No. 8286, Northwestern 
Cooperage & Lumber Company vs. Minneapolis, St. Paul & 
Sault Ste. Marie et al., Opinion No. 4375, 43 I. C. C. 629-32, 

“holding that the rates on lumber and products from Glad- 
stone, Mich., and group to Chicago, Milwaukee and other 
points in Wisconsin and Illinois had not been shown to be 
either unreasonable, unjustly discriminatory or unduly 
prejudicial, 





RATES ON CROSSTIES 


In No. 8045, G. S. Baxter & Co. et al. vs. Florida, Ala- 
bama < Gulf et al., and No. 8046, Same against Louis- 


» 


ville & Nashville, opinion No. 4376, 43 I. C. C., 633-5, the 
Commi: sion has condemned rates on crossties from points 
im Alabama and Florida to Pensacola as unreasonable to 
the extent that they exceed and exceeded the rates on 
lumber of the same kind of wood between the same points. 


An order of reparation will be made as soon as proper 
data are filed. 
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NEW ENGLAND LUMBER RATES (No.2) 


I. AND S. NO. 895 (43 I. C. C., 641-653) 
Submitted Jan. 18, 1917. Opinion No. 4378. 
Respondents have established the propriety of proposed in- 
creased rates on lumber and articles taking the lumber rates 
from points of production in the state of Maine and in eastern 
Canada to destinations in central and southern New Eng- 

land and in the eastern part of the state of New_York. 


HARLAN, Commissioner: 

In the northern part of the state of Maine and in south- 
eastern Canada are extensive forests of spruce timber, the 
manufacture of which into wood pulp and lumber con- 
stitutes the principal occupation of the inhabitants of that 
region. On the numerous rivers flowing through the ter- 
ritory are sawmills, where the spruce logs are converted 
into lumber and shipped principally to the cities in central 
and southern New England. 

Four of the carriers serving this territory, the Bangor 
& Aroostook Railroad Company, the Maine Central Rail- 
road Company, the Canadian Pacific Railway Company and 
the Canadian Government Railways, are before us here in 
support of their proposals to increase the rates on lumber 
and articles taking the lumber rates, from certain points 
of origin on their lines in the northern part of the state 
of Maine and in eastern Canada to points of destination in 
the states of Massachusetts, Rhode Island and Connecticut, 
and to a number of stations in the eastern part of the 
state of New York. The proposed rates are opposed under 
protests made by various lumber companies and associa- 
tions. Before proceeding to examine separately the tariffs 
filed by each of the respondent carriers, it may be well to 
call attention to certain considerations of a general char- 
acter that will serve as a background for the details to 
follow. 

In the first place it should be stated that the market for 
the New England lumber is restricted to the New England 
states and the eastern part of the state of New York. 
Even in this territory it meets severe competition, espe- 
cially on low-grade boards and “roofers” from the Caro- 
linas, which are laid down at points on Long Island Sound 
and even-at interior points in New England at prices 
which the New England producers despair of meeting. In 
dimension timbers and the higher grade lumber used in 
building, New England, on the other hand, apparently has 
an advantage which the Carolinas are unable to overcome. 
When bottoms were plentiful and ocean rates low, fir from 
the Pacific Coast was shipped to New England and sold there 
at relatively low prices. Spruce from eastern Canada and 
hemlock from Pennsylvania also contribute to the com- 
petition which the protestants in this proceeding must 
meet. 

Both the protestants and the respondents direct our at- 
tention to the rising level of prices and the increasing cost 
of operation; the protestants for the purpose of impressing 
upon us the inadvisability of adding an increase in freight 
rates to their competitive and other difficulties; the re- 
spondents for the purpose of showing that only an increase 
in their revenues can prevent the further narrowing of 
the margin between their receipts and expenses. The price 
of stumpage has almost trebled in the last 20 years and 
more recently there have been material increases in the 
cost of labor and supplies. The Bangor & Aroostook Rail- 
road, on the other hand, estimates that the increase in 
the cost of necessary materials for the current fiscal year 
will be between $85,000 and $100,000; while the Maine 
Central estimates that its operating expenses for the cur- 
rent year will be $1,040,000 in excess of those for the pre- 
vious year. The respondents remind us, also, that our 
findings in The Five Per Cent Case, 32 I. C. C., 325 (The 
Traffic World, Dec. 26, 1914, p. 1152), did not apply to the 
rates here under consideration, although rates from com- 
peting territories were increased under the .conclusions 
reached in that case. At the time of the hearing the value 
of spruce lumber was between $29 and $30 per thousand 
feet, the highest price ever attained. 

We proceed now to a consideration of the increases pro- 
posed by each of the four originating carriers. 

The Bangor & Aroostook Railroad Company. 

The Bangor & Aroostook traverses a sparsely settled 
region in which the operating conditions are anything but 
favorable. The largest town on its rails is Houlton, in 
the state of Maine, with a population of 5,800. In the 
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part of its territory where lumber is most extensively 
produced it is necessary to contend with heavy falls of 
snow throughout the winter months, and the extremely 
low temperature presents serious problems to the carrier’s 
operating department. Like most lines extending through 
a sparsely settled territory, the Bangor & Aroostook de- 
rives its revenues from the transportation of a few com- 
modities. Products of the forest constitute more than 41 
per cent of its total freight traffic, lumber alone furnish- 
ing 22.8 per cent; while the products of agriculture amount 
to more than 23 per cent of the total tonnage. 

In constructing the rates on lumber from points on its 
line to southern New England this respondent has di- 
vided the territory of origin into a number of rate groups. 
The largest shipping points are Van Buren and Keegan, 
in the extreme northern part of the state of Maine on the 
St. John River, in what is known as the Van Buren group, 
which extends as far as Phair, approximately 55 miles 
south. There are several other similar groups, varying 
somewhat in size, and in most instances the rates from a 
given group exceed by one-half cent the rates from the 
group adjoining it on the south. In the following table, 
compiled from one of respondents’ exhibits, are shown the 
present rates and the proposed rates from Van Buren and 
Houlton, representative points of two groups on the Bangor 
& Aroostook Railroad, to typical destinations, together with 
the distances and the earnings per car-mile: 


From Van Buren, Me. 
Pres- Pres- 


ent earning ent earning 
To— Present per Proposed per 

Miles. rate. car-mile.* rate. car-mile.* 

Cents. Cents. Cents. Cents. 
Boston, Mass. ..... 456.1 15 13.81 16 14.73 
Springfield, Mass. .. 553 16 12.15 17 12.91 
Mle Misneneeve 609 15 10.34 17 «o 11.72 
Providence, R. I.... 527 17 13.55 19 15.14 
New Haven, Conn.. : 612 18 12.35 20.5 14.07 
Hartford, Conn. .... 564 20 14.89 . 19 14.15 
Harlem River, N. Y. 680 18 11.12 21.5 13.2 

From Houlton, Me. 

Boston, Mass. ...... 371.7 14 15.82 15 16.95 
Springfield, Mass. .. 468.6 15 13.44 16 14.34 
I Baanenecoes 524.6 14 11.21 16 12.81 
Providence, R. I.... 442.6 16 15.18 18 17.08 
New Haven, Conn.. 527.6 17 13.53 19.5 15.52 
Hartford, Conn. .... 479.6 19 16.64 18 15.29 
Harlem River, N. Y. 595.6 17 11.99 20.5 14.36 





*Based on average loading of 42,000 pounds. 


Points on the Boston & Maine Railroad, such as Boston 
and Springfield, in the state of Massachusetts, and Troy, 
in the state of New York, may be reached from Van Buren 
and Houlton only by a three-line haul; and the haul to 
destinations on the New York, New Haven & Hartford 
Railroad requires the participation of four carriers. The 
rates to the latter territory are especially important to the 
protestants not only because the numerous cities on the 
New Haven near Long Island Sound offer an excellent 
market for lumber, but because the competition of south- 
ern lumber is felt most keenly at the points reached by 
water. It will be observed that the increases proposed to 
these points, of which New Haven and Harlem River are 
typical, greatly exceed the increases to destinations in the 
interior. 

The Bangor & Aroostook reaches tidewater at Stockton 
harbor, in the state of Maine, at which point it may trans- 
fer lumber to boats and barges for delivery at any points 
conveniently reached by water. For a number of years 
it has published relatively low all-rail rates to points on 
Long Island Sound to enable its connections to compete 


with the water carriers, but it is to the advantage of the 


Bangor & Aroostook to have its lumber transferred to 


vessels at Stockton harbor because the prompt return of 
its equipment is thereby assured, whereas it may be de- 
prived indefinitely of the use of its cars, especially during 
periods of car shortage, if they are turned over to con- 


necting lines for an all-rail movement. 


Because of the scarcity of bottoms at the present time 
and the consequent increase in the rates by water from 
Stockton harbor to points on Long Island Sound, the pres- 
ent all-rail rates on lumber from points on the Bangor & 
Aroostook to those destinations are lower than the rail- 
The rate from Van Buren to Stockton 
harbor is said to be equivalent to $2 per thousand feet. 
The present rate by water from Stockton harbor to Harlem 
River is approximately $4.50 per thousand feet. There 


and-water rates. 
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are other costs, for handling and insurance, amounting to 
approximately 75 cents per thousand feet, makin<« the 
total rail-and-water cost from Van Buren to Harlem tiyer 
approximately $7.25 per thousand feet. The presen: al]. 
rail rate of 18 cents per 100 pounds from Van Buren to 
Harlem River is approximately $5.40 per thousand feet, 
while the proposed rate of 21.5 cents per 100 pounds is 
equivalent to $6.45 per thousand feet. It will be seen that 
even the proposed all-rail rate produces a lower aggregate 
charge than the rail-and-water .combination. 

The protestants do not deny that the all-rail rates ip 
question were directiy affected by water competition, but 
they feel that the carriers should not be permitted to 
abandon their policy of meeting the water competition, 
especially because of the long maintenance of the rates 
and the commercial necessities of the lumber dealers and 
manufacturers. The Commission has frequently expressed 
the view, however, that it may not require the maintenance 
of low rates whose publication is directly attributable to 
competitive influences. That thought found expression, 
for example, in Rates on Scrap Iron From Gulf Ports, 
33 I. C. C., 668 (The Traffic World, May 22, 1915, p. 1113), 
where the Commission said: 


It is further urged that water competition still exists and for 
that reason the rail rates should not be increased. We have 
uniformly held that it is for the carrier to determine whether 
or not it will meet such competition. If it elects to discontinue 
this practice at any point and increase its rates, we are con- 
cerned only in the question whether or not the increased rates 
are just, reasonable and proper. 


The same conclusion must be reached in the case now 
before us. The rates and earnings to the points in ques- 
tion cannot be regarded as excessive for the service per- 
formed, especially when consideration is given to the diffi- 
culties of operation experienced by the initial line, the 
fact that a four-line haul is involved, and the further fact 
that the proposed rates are lower than the lowest ayvail- 
able rates by water and rail. 

Until the publication of the tariffs under suspension the 
rates to points on the New Haven were not made on a 
logical or consistent basis. The proposed rates to those 
points are constructed by adding certain factors, based on 
mileage, to the rates to the junction points such as North- 
ampton, Springfield and Worcester, all in the state of 
Massachusetts, at which the lumber is turned over to the 
New Haven by the Boston & Maine. These arbitraries 


over the junction point rates are as follows:* 
Cents. 


NS O05 505s lo a Nara Goda alarmeleme-welen 
a as aus y natin ole Saw OG: Kiel ele Ate a eS de 3 
ee ee os Sara's aie 3 & acorerh Guba a arenek SS eee Geen bees 3} 
el i ks ow id aw Wau dw a eee Geka bahia basa 4 
ao Sens ei bl aide UN awn one Deine 4 
Over 140 miles (except New York, N. Y.)......ccccecceeeeces 5 





*The New York, New Haven & Hartford Railroad uniformly 
receives as its divisions 2 cents per 100 pounds more than the 
arbitraries here shown, the other lines shrinking their earnings 


by that amount. 


These additions to the rates to the junction points, re 
ferred to as arbitraries throughout the record, and for 
convenience so designated in this report, are not pub 
lished as arbitraries; they are simply factors used by the 
respondents in compiling the tariffs under consideration. 
They have been discussed at length upon the record, and 
a number of the protestants regard the increase in the 
arbitraries as pecularily prejudicial to their interests. 
Lumber is usually sold in New England on the Boston 
basis; that is to say, the Boston price is the standard 
price and includes the freight rate to Boston. The price 
of lumber at more distant points, such as Providence, il 
the state of Rhode Island, is determined by adding to the 
Boston price the amount of the so-called arbitrary, the 
rate to Boston being usually the same as the rate to the 
junction points previously mentioned. If the rate to Bos 
ton is 15 cents and the rate to Providence is 17 cents, 
the price of lumber in Providence will be higher than the 
Boston price by approximately 2 cents per 100 pounds, o 
60 cents per thousand feet. If the arbitrary is increased 
from 2 cents to 3 cents there will be a corresponding it 
crease in the price of lumber at Providence, making it 
more difficult for the New England manufacturers to sell 
their product at that point in competition with lumber 
from other producing sections. In the tariffs under sus 
pension in this proceeding the arbitraries are increased. 
At the present time, for example, the rate from Van Burel 
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to Boston and the other junction points is 15 cents, and 
the rate to Harlem River is 18 cents, making the arbitrary 
3 cents and the price at Harlem River approximately 90 
cents per thousand feet higher than the Boston price. In 
the suspended tariff the proposed rate from Van Buren to 
Boston is 16 cents and to Harlem River 21% cents, mak- 
ing the arbitrary 5% cents and the price at Harlem River 
approximately $1.65 per thousand feet higher than the 
Boston price. 

Manifestly, the only question presented here for our 
determination is the propriety of the proposed through 
rates; and the amount of the arbitraries cannot be re- 
garded as an issue in this proceeding. Admitting that the 
amount of the arbitraries is of peculiar interest to these 
protestants because of the method in vogue for fixing the 
lumber prices, it is clear that commercial considerations 
of that character cannot be regarded as controlling in 
determining the reasonableness of the proposed rates for 
the service performed. 

The Bangor & Aroostook relies in part upon its financial 
condition in justification of the rates proposed. An un- 
usually large percentage of its outstanding securities con- 
sists of bonds and car trust obligations, which amount to 
$25,521,000, while the capital stock aggregates only $3,448,- 
600. The company has regularly paid 5 per cent interest 
on its bonds. For the five years beginning with 1908 it 
paid dividends of 4 per cent. During the past four years 
ihe dividend has been 3 per cent each year, except 1914, 
when it was 31%4 per cent. These earnings cannot be re- 
garded as excessive, and assuming that the road is not 
overcapitalized they can hardly be regarded as constituting 
an adequate return upon the carrier’s investment. The 
surplus at the end of the last fiscal year was $403,956.19, 
which the company regards as inadequate. 


The Bangor & Aroostook attaches some importance also 
to the fact that its proposed rates constitute a part of a 
comprehensive rate structure, and it contends that their 
propriety cannot be determined without taking into con- 
sideration the rates of other carriers serving the same 
general territory. The Canadian Government Railways 
traverse the region immediately north of that served by 
the Bangor & Aroostook, and on the Canadian side of the 
St. John River the lines of the two companies parallel 
each other for some distance. Prior to the filing of the 
tariffs suspended in this proceeding the rates from sta- 
tions on the Canadian Government Railways were mate- 
rially higher than the rates from points on the Bangor & 
Aroostook, so much higher, in fact, that they were re- 
garded by the Canadian shippers as unduly prejudicial. 


When advised that the New England lines were about 
to propose new rates on lumber to points in southern New 
England the Canadian Government Railways undertook a 
complete revision of their rates to points on the line of 
the New York, New- Haven & Hartford Railroad, publish- 
ing many new rates, increasing some, reducing others, and 
endeavoring to bring their whole adjustment more nearly 
into harmony with that of the New England lines. Their 
tariff, which was suspended with those of the Bangor & 
Aroostook, the Maine Central, and the Canadian Pacific, is 
constructed on the same basis as those of the other car- 
riers; and for equal distances the new rates are practically 
the same as those proposed by the other respondents. No 
protest whatever was made against the rates proposed by 
the Canadian Government Railways, and many shippers 
have expressly approved them. A question asked at the 
hearing, which was largely attended by lumber dealers 
and manufacturers, as to whether there was any objection 
to these rates met with no response; but later a repre- 
sentative of John Fenderson & Company, a Canadian cor- 
poration manufacturing lumber at Sayabec, Val Brilliant, 
Amqui and Lac au Saumon, on the Canadian Government 
Railways in the province of Quebec, expressed its approval 
of the adjustment proposed and asked that it be permitted 
to become effective, principally because it is substantially 
the same as that proposed by the Bangor & Aroostook, 
thereby eliminating the undue preference which shippers 
on the line of the latter carrier are thought to have en- 
Joyed. Subsequently the Canadian Government Railways 
requesied the Commission to permit their proposed ad- 
Justment to become effective, and the orders previously 
entere:| suspending the operation of those rates were va- 
cated. Our attention is also directed to the fact that the 
Temiscouata Railway, which also parallels the Bangor & 
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Aroostook on the Canadian side of the St. John River, 
and extends from Edmundston Junction to Riviere du 
Loup, in the province of Quebec, filed a tariff similar to 
those filed by the other originating carriers, and that it 
has become effective without protest. - 


The Maine Central Railroad. 


The principal increases proposed by the Maine Central 
Railroad may be roughly divided into two classes, (a) 
those which result from a revision of the rates from 
branch lines and from a regrouping of producing points, 
and (b) those to points on the New York, New Haven & 
Hartford Railroad resulting from the application of the 
mileage arbitraries previously mentioned. 

In New England Lumber Rates, 31 I. C. C., 553 (The 
Traffic World, July to December, 1914, p. 499), we ap- 


"proved certain increased rates on lumber from points on 


the Maine Central to points on the Boston & Maine. As 
a result of the readjustment proposed by the Maine Cen- 
tral in this proceeding some of the rates from branch-line 
stations on the line of that carrier to points on the Boston 
& Maine are further increased in the tariffs under sus- 
pension. 

A large part of the Maine Central within the state of 
Maine consists of branch lines, extending to such points 
as Rockland, Belfast, Dover, Harmony, Skowhegan, Kineo 
station and Kennebago. It has been this carrier’s practice 
to apply the same rates from. a number of these branch 
lines as from Bangor, disregarding the additional service 
performed. In the tariff under suspension it is proposed 
to make the rates from most of the branch lines one-half 
cent higher than the Bangor rate. On the Dover branch, 
for example, the rate to Boston is increased from 12 cents 
to 12% cents. The same adjustment is made on the Har- 
mony branch, ‘which is similarly located. From stations 
on the Kineo branch north of Solon it is proposed to in- 
crease the rates by one-half cent, making them from 1% 
cents to 21% cents higher than the rate from Bangor, and a 
corresponding change is made from Frye to Oquossoc on 
the Kennebago branch. The rates from stations on these 
branch lines do not seem to have been constructed upon 
a uniform basis, and the respondents concede that some 
of them could be changed with advantage. No particular 
objection is made by shippers, however, to the relationship 
between the rates from the various branch lines, except 
as hereinafter indicated. 

On the line running northeast from Bangor the Bangor 
rates now apply as far as Lincoln, while the rates from 
stations east of Lincoln as far as Vanceboro are 1 cent 
higher, the two groups extending approximately 119 miles. 
These groups were considered somewhat large, and it is 
proposed to divide the stations in question into three 
groups instead of two, the rates being one-half cent, 1 cent 
and 1% cents higher than the rates from Bangor. Other 
readjustments somewhat similar in character have been 
made. One of the protestants calls attention to the fact 
that the proposed rates from points on the Belfast branch 
are 1 cent higher than the rates from points on the main 
line. This respondent concedes that a spread of one-half 
cent would be more consistent, and expressed its willing: 
ness to bring about that result by increasing the rate from 
the Belfast branch by one-half cent instead of 1 cent. 

The following table shows the distances, the present and 
proposed rates, and the earnings per car-mile from Vance- 
boro, Harmony and Deadwater, typical points on the Maine 
Central in the state of Maine, to representative destina- 
tions. In considering the earnings it should be borne in 
mind that Harmony and Deadwater are on branch lines; 
that a two-line haul is involved to all stations on the Bos- 
ton & Maine; and that points on the New Haven may be 
reached only by a three-line haul: 


Pres- Proposed 
ent earning earning 

Present per Proposed per 
Miles. rate. car-mile.* rate. car-mile.* 


Cents. Cents. Cents. Cents. 


From— 


Vanceboro to— 


Svringfield, Mass. .... 456 14 13.8 14.5 14.3 
Worcester. Mass. ..... 386 13 15.2 13.5 15.7 
ri eee 512 14 12.3 14.5 12.7 
Providence, R. I....... 430 15 15.7 16.5 17:3 
New Haven, Conn..... 515 15 13.1 18 15.7 
(Hartford. Conn. ...... 467 17.5 16.9 16.5 15.8 
Harlem River, N. Y... 582 15 11.6 19 14.6 
Harmony to— 

Springfield, Mass. .... 325 13 18 13.5 18.7 
Worcester, Mass. ..... 255 12 21.2 12.5 22 

_ << 2 eee 381 14 16.5 14 16.5 
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Providence, R. I...... 9S 21.1 15.5 23.3 
New Haven, Conn..... 384 15 17.6 17 19.9 
Hartford, Conn. ...... 336 16.5 22.1 15.5 20.7 
Harlem River, N. Y... 452 15 14.9 17 16.8 
Deadwater to— 
Springfield, Mass. .... 332 14 18.9 14.5 19.6 
Worcester, Mass. ..... 262 13 22.3 13.5 23.2 
> Se arr 388 14 16.2 14.5 16.8 
Providence, R. I....... 306 14.5 21.3 16.5 24.2 
New Haven, Conn..... 391 5 17.3 18 20.7 
Bsartford, Conn. ...... 343 17 22.3 16.5 21.6 
Harlem River, N. Y... 455 15 14.7 19 18.6 





*Based on loading of 45,000 pounds per car. 

It is estimated that the increase in revenue that would 
accrue under -the proposed rates to the carriers participat- 
ing in the movement would amount to 2.04 per cent on 
traffic to stations on the Boston & Maine and 4.6 per cent 
to stations on the New Haven. 

Although lumber moves from New England to points 
west of the Hudson River on full sixth-class rates, the 
rates proposed in the tariff under suspension are in most 
instances less than sixth class. The proposed rates and 
the sixth-class rates from Vanceboro to representative 


destinations are as follows: 
Proposed rate Sixth-class 


on lumber. rate. 
RE oe NE IE OR Ee CP ee Te 13% 17 
I os ned aac-dmecee inp ee wane 13% 18 
i <i @ ane cane aDe Mead eae mace 13% 18 
ES NN ald, acer aceilgs de andasmihal aie. oa/ wR aie 14% 18 


This respondent emphasizes the importance of the in- 
creases in the cost of the materials which it uses, “be- 
ginning with lead pencils and ending with fuel.” As pre- 
viously stated, it estimates that its operating expenses 
for the current year will be greater by $1,040,000 than 
those of the preceding year, and it contends that lumber, 
one of the principal commodities which it carries, should 
bear at least a part of the additional expense. 


The Canadian Pacific Railway. 


What is known as the Atlantic division of the Canadian 
Pacific Railway embraces the lines of that carrier east of 
Megantic, in the province of Quebec. Like the Bangor & 
Aroostook, with which it connects at a number of points, 
it traverses a sparsely settled territory, the inhabitants of 
which are engaged principally in forestry, in the manu- 
facture of lumber, and in farming. The principal ton- 
nage consists of lumber, potatoes, hay and starch. The 
lumber traffic amounts to approximately 200,000 tons an- 
nually; of potatoes there are 70,000 tons, of hay 6,000 tons 
and of starch 1,000 tons. The inbound tonnage, consisting 
largely of fertilizer and cement, is very light. 

The only important lumber-shipping points on the line 
of this carrier in the United States are Jackman and 
Presque Isle, both in the state of Maine. Attention was 
centered at the hearing particularly upon the rates from 
points in Canada on the line extending north from Mc- 
Adam, New Brunswick, to Edmundston, in the province of 
Quebec. Increases ranging from 1 cent to 2% cents per 
100 pounds are proposed from points on the Atlantic di- 
vision to destinations in central and southern New Eng- 
land. 

The following table, compiled in part from one of the 
exhibits filed of record by this respondent, shows the pres- 
ent and proposed rates and the distances from Hartland, 
in the province of New Brunswick, a representative ship- 
ping point, to typical destinations, together with the earn- 
ings per ton-mile and per car-mile: 

From Hartland, New Brunswick 


Pres- Proposed 
ent earning earning 


To— Present Proposed per per 
Miles. rate. rate. ton-mile. ton-mile. 
Cents. Cents. Mills. Mills. 
a iv anes ts 425 14 15 6.6 7 
Springfield ........ 526 15 16 5.7 6.1 
Providence .......-. 500 16 18 6.4 7.2 
BEOUESOEE ccccccoess OF 19 18 ack 6.7 
New London ..... 517 17 18.5 6.5 7.1 
New Haven ...... 585 17 19.5 5.8 6.6 
ED  Kadecucnwevaes 582 14 16 4.8 5. 
From Hartland, New Brunswick 
Pres- Proposed 
ent earning earning 
To— Present Proposed _ per per 
Miles. rate. rate. car-mile.* car-mile.* 
Cents. Cents. Cents. Cents. 
Cre 425 14 15 3.8 14.8 
Springfield ........ 526 15 16 12 12.8 
Providence ........ 500 16 18 13.5 15.1 
pe ree 19 18 14.9 14.1 
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New London ..... 517 17 18.5 13.8 15.1 
New Haven ....... 585 17 19.5 12.2 14 
DN akpeebinden ea 582 14 16 - 10.1 11.5 





*Based on average loading of 42,150 pounds. 


The rates proposed from these Canadian Pacific stations 
are lower than the rates to the same destinations {;om 
shipping points on the line of the same carrier wes: of 
Megantic. The proposed rate from Jackman to Springtield, 
379 miles, is 15% cents; the present rate from Lanoraie, 
in the province of Quebec, west of Megantic, to the same 
destination is 16.8 cents, the distance being exactly the 
samé. The proposed rate from Jackman to Boston, 380 
miles, is 14% cents; the present rate to Boston from Ste. 
Adele, in the province of Quebec, west of Mégantic, is 17.9 
cents, the distance being 379 miles. One of the exhibits 
offered in evidence by this respondent shows that these 
comparisons showing a similar relationship may be ex- 
tended almost indefinitely. Moreover, the rates from the 
stations west of Megantic were recently increased 5 per 
cent, while no corresponding increase has been made in 
the rates from stations on the Atlantic division. 

With respect to the financial condition of its Atlantic 
division the Canadian Pacific refers us to the report of the 
Board of Railway Commissioners for Canada in what is 
known as the Eastern Rates Case.* In dealing with the 
need of the carriers in eastern Canada for additional rey- 
enue the Canadian commission, speaking through the chief 
commissioner, said: 





*Canadian Railway Cases, advanced sheets of July 1, 1916. 


The Atlantic division includes all the lines between St. John 
in the east and Megantic, Quebec. * * * In the same two 
years (1913 and 1914) the gross earnings on the Atlantic division 
amounted to $2,336,002 and $2,297,485, respectively. Speaking 
generally, the Atlantic division is operated at a loss, the operat- 
ing ratio running from 98.7 cents in 1909 to 110.3 cents in 1912. 
This ratio, of course, just simply means the expenses incident 
to earning $1 of revenue, with the result that in the first in- 
stance the company netted over and above its operating ex- 
penses 1.3 cents and in the next instance was out of pocket 
{0.3 cents for each dollar that it took in. ‘ 

In so far as the Atlantic division is concerned, if the Canadian 
Pacific’s figures were to be accepted throughout, a prima facie 
case is made out for very radical advances in all rates. 


The contention that the rates published by each of the 
initial lines should be regarded as but a part of a compre 
hensive rate structure applies with particular force to the 
Canadian Pacific Railway. The part of its line traversing 
the state of Maine crosses the line of the Maine Central 
at two points and forms a connection with it at Vance- 
boro. The line extending north from McAdam to Ed- 
mundston parallels the Bangor & Aroostook for nearly the 
whole distance, and a number of points, such as Houlton, 
Caribou, Presque Isle, and St. Leonard, are served by both 
carriers. In several instances also it serves the same terri- 
tory that is reached by the Canadian Government Railways. 


The Canadian Government Railways. 


In the preceding discussion of the rates proposed by the 
Bangor & Aroostook we pointed out the relationship be- 
tween the rates of that carrier and the rates of the Ca 
nadian Government Railways, referring particularly to the 
fact that there were no protests filed against the rates of 
the latter line and that they became effective when the 
Commission vacated its orders suspending their operation. 
These rates being no longer under suspension, we may re- 
gard their propriety as not being in issue. 


The Protestants’ Evidence. 


Most of the evidence submitted by the protestants deals 
with commercial conditions, and particularly with the diff- 
culties the lumber manufacturers encounter in endeavoring 
to overcome the ever-increasing cost of production. We 
are told, for example, that the cost of manufacturing lum- 
ber and marketing it so closely approaches the price ob- 
tained for it as to leave little or no profit to the manufac- 
turer; and the record abounds with evidence, previously 
referred to, showing the severity of the competition from 
other sources of production. Southern lumber reaches Long 
Island Sound points on an all-rail rate of 15.8 cents from 
Norfolk, and is sold so successfully in the New England 
markets that some of the protestants are unable to dispose 
of their low-grade boards. One of the larger manufactur- 
ers has found it necessary, because of his inability to sell 
his boards at a satisfactory price, to erect a factory for 
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manufacturing them into box material. The protestants 
ynite in expressing the fear that the rate increases pro- 
posed will make it still more difficult to overcome the 
obstacles which confront them, and that the result would 
pe a further restriction of their already limited market. 
They also emphasize the fact that a number of the rates in 
question have been considerably increased in recent years. 


The following comparison of the present and proposed 
rates with ton-mile revenues on shipments of lumber to 
Bridgeport, in the state of Connecticut, from points on the 
Bangor & Aroostook, may be regarded as illustrative of a 
number of exhibits filed by the protestants: 


To Bridgeport, Conn. 
Present Proposed 
earnings earnings 
Present Proposed per per 
Miles. rate. rate. ton-mile. ton-mile. 
Cents. Cents. Mills. Mills. 
Ashland, Me. .... 17.5 6.9 
Eagle Lake, Me.. E 20.5 
Guilford, Me. ... : ‘ 
Island Falls, Me. 527 
Portage, Me. 592 
Presque Isle, Me. 599 
Shirley, Me. 459 
Van Buren, Me.. 647 


From— 
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Other exhibits show that the rate from Van Buren to 
Boston, for example, which was 13% cents in 1907, was 
increased to 15 cents in 1910, and it is now proposed to 
increase it to 16 cents, making an aggregate increase of 
more than 2%, cents since 1907. The rates from many 
other points of origin to other destinations. have likewise 
been increased materially in recent years. The percentages 
of increase are, of course, much greater than the absolute 
increase. The respondents show, however, that the in- 
creases in the rates of transportation have not been at all 
comparable to the increases in the cost of commodities 
generally; and this is supported by the testimony of the 
protestants showing that the price of stumpage has in- 
creased from approximately $2 per thousand feet in 1893 
to at least $5 per thousand feet in 1916, an increase of 
150 per cent; and that the value of spruce lumber itself 
has increased from $12.50 in 1893 to more than $29 at the 
time of the hearing, an increase of more than 130 per cent. 
The respondents show further that a study of the history 
of the rates covering a somewhat longer period discloses 
in many instances a result quite different from that sug- 
gested by the protestants. In 1898, for example, the rate 
from Van Buren to Troy was 20.4 cents; the proposed rate 
is 17 cents. In 1900 the rate from Van Buren to Spring- 
field was 17.1 cents; the proposed rate is 17 cents. In 
1901 the rate from Houlton to Hartford was 18.5 cents; the 
proposed rate is 18 cents. The proposed rate from Van 
Buren to Harlem River, though 8.5 cents higher than the 
present rate, is less than 1 cent higher than the rate in 
effect in 1902. 

In determining the issues presented for our considera- 
tion in a case of this character we should, in fairness to 
all of the parties, take a comprehensive view of the whole 
situation. In gauging the reasonablness of the rates pro- 
posed by one of the carriers respondent we must consider 
the rates of other carriers serving the same general terri- 
tory; and especially significant in the present proceeding 
is the fact that the rates of some of these lines are ap- 
proved by shippers and have already been permitted to 
become effective. We should consider also the general 
character of the territory traversed by the respondents’ 
lines, and the fact that they encounter during a part of 
the year unusual operating difficulties. We must also bear 
in mind the fact that products of the field and forest con- 
Stitute a large part of the total tonnage of some of these 
carriers, and that there are throughout this territory many 
branch lines with difficulties of operation common to roads 
constricted through sparsely settled areas. The evidence 
shows, also, that the rates proposed compare favorably with 
the rates on lumber in other parts of the country, where 
the Operating conditions can hardly be less favorable than 
those in the northern part of New England. Upon careful 
Consideration of this evidence, and of the testimony and 
exhibit: submitted by all of the parties, we conclude and 
find thei the respondents have established the propriety of 
all the rates proposed, except as previously noted, and the 
orders of suspension will accordingly be vacated. 


s 
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JOHNSTOWN, PA., SWITCHING 


1. AND S. NO. 862 (43 I. C. C., 654-661) 


VALLEY SMOKELESS COAL COMPANY ET AL. VS. 
PENNSYLVANIA RAILROAD COMPANY ET AL. 
CASE NO. 8956 
Submitted Nov. 2, 1916. Opinion No. 4379. 


1. Proposed increase in through rates on coal from mines on 
the Johnstown & Stony Creek R. R., within the Clearfield 
district, to eastern destinations, found not justified. 

. Refusal of the defendants to apply the Clearfield district 
rates to eastern interstate destinations on coal from mines 
served by the Johnstown & Stony Creek R. R., while ex- 
tending such rates to other mines generally throughout the 
Clearfield district, found to result in undue prejudice and 
disadvantage to complainants. 

3. Defendants required to extend the Clearfield district rates to 
apply from mines of complainants by means of absorption 
or joint rates which shall not exceed the existing Clearfield 
district rates to eastern interstate destinations. 

4. Reparation awarded. 


BY THE COMMISSION: 

These cases are related, were consolidated at the hear- 
ing, and will ‘be disposed of in this report. 

By schedules filed to take effect June 15, 1916, the 
Johnstown & Stony Creek Railroad Company, hereinafter 
called the Johnstown & Stony Creek, proposed to increase 
its charges on all commodities interchanged by it with 
the Baltimore & Ohio Railroad and the Pennsylvania 
Railroad at Johnstown, Pa., and moving to or from sid- 
ings and industries on or connected with its tracks, from 
4% cents per ton, net or gross, as rated in connecting lines’ 
tariffs, minimum charge 45 cents per car, to 6% cents per 
ton, minimum charge 65 cents per car. Upon protest filed 
by the Valley Smokeless Coal Company, the Ideal Coal 
Company and the Sunnyside Coal Company, the schedules 
were suspended until October 13, 1916. The suspension 
was vacated July 8, 1916, except in so far as the sus- 
pended schedules seek to increase the rates and charges on 
coal and coke in carloads originating at points on the lines 
of the Johnstown & Stony Creek and destined to points 
on the lines of the Pennsylvania Railroad Company, here- 
inafter called the Pennsylvania, or to points on other lines 
reached by the lines of the Pennsylvania as an intermedi- 
ate carrier. As thus modified, the suspension was later 
extended to April 13, 1917. All rates on coal herein 
stated apply to tons of 2,240 pounds, unless otherwise 
specified. 

The Valley Smokeless Coal Company, the Ideal Coal 
Company, and the Sunnyside Coal Company are corpora- 
tions owning, or engaged in the operation of, coal mines 
located on the Johnstown & Stony Creek, or having rail 
connection therewith, in or near the city of Johnstown. 
By complaint filed June 5, 1916, they allege: (1) That 
the through rates on bituminous coal from mines on the 
Johnstown & Stony Creek to eastern destinations, con- 
sisting of the Johnstown & Stony Creek’s local 
rate of 4% cents plus the Clearfield district rates 
published by the Pennsylvania, are unjust and unreason- 
able to the extent that they exceed the district rates: (2) 
that the Pennsylvania, by refusing to extend the Clear- 
field district rates on bituminous coal to eastern destina- 


“tions from coal mines located on the Johnstown & Stony 


Creek, subjects complainants to undue prejudice and dis- 
advantage and gives to competing coal companies whose 
mines are located upon other connecting railroads, to which 
the Pennsylvania extends its Clearfield blanket rates, un- 
due preference and advantage; (3) that the refusal of the 
Pennsylvania to absorb the local charge of the Johnstown 
& Stony Creek on outbound coal while absorbing its local 
charges on all other commodities, inbound and outbound, 
including inbound coal and coke, subjects outbound coal 
traffic to undue prejudice and disadvantage. Included in 
the complaint was the protest upon which we suspended 
the rate of 6% cents as stated above. The complaint 
prayed that the carriers be ordered to cease and desist 
from the alleged violations of the act. They asked for the 
establishment of the flat Clearfield rates from complain- 
ants’ mines, and for reparation. 

For many years the Pennsylvania and the Baltimore & 
Ohio Railroad Company, hereinafter called the Baltimore & 
Ohio, absorbed the Johnstown & Stony Creek’s charges out 
of the prevailing district rates on all traffic except coal 
and coke, and except the traffic of the Lorain Steel Com- 
pany. The stock of the Johnstown & Stony Creek and 
of the Lorain Steel Company is owned by the Federal Steel 
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Company, a constituent company of the United States 
Steel Corporation. Subsequent to the Industrial Railways 
Case, 29 I. C. C., 212 (The Traffic World, January 31, 1914, 
p. 218), the carriers filed tariffs to become effective April 
1, 1914, canceling these absorptions. The cancellations 
were suspended pending our report in Second Industrial 
Railways Case, 34 I. C. C., 596 (The Traffic World, July 
17, 1915, p. 123). Prior to May 8, 1916, the Johnstown & 
Stony Creek’s charge for all interchange traffic, including 
coal, was $1.50 per car. On that date, acting upon advice 
that the trunk lines would absorb 414 cents per ton out of 
the prevailing district rates, the Johnstown & Stony 
Creek changed its local charge from $1.50 per car to 4% 
cents per ton on all carload traffic. The Pennsylvania, by 
tariffs effective the same date, provided for the absorption 
of the charge of 4% cents per ton on all freight, including 
the traffic of the Lorain Steel Company, but not includ- 
ing coal and coke; and effective May 20, 1916, it provided 
for the absorption of charges on inbound coal and coke. 
By the schedules under investigation, filed to become ef- 
fective June 15, 1916, the Johnstown & Stony Creek pro- 
posed to increase its rates from 414 cents to 6% cents a 
ton on all carload traffic. This action followed upon advice 
that the trunk lines would absorb 6% cents per ton. By 
tariffs effective on the same date, the Pennsylvania pro- 
vided for the absorption of the charge of 6% cents on all 
freight except coal and coke; and effective June 20, 1916, it 
provided for the absorption of charges on inbound coal 
and coke. There is no outbound movement of coke, and 
the Pennsylvania never has absorbed the Johnstown & 
Stony Creek’s charges on outbound coal. As stated, the 
suspension of the schedules carrying the increased charges 
was vacated except in so far as outbound coal and coke 
routed ‘by way of the Pennsylvania is concerned. 


Johnstown is situated within the bituminous coal-pro- 
ducing area of western Pennsylvania, embracing about 
8,000 square miles, known for freight rate purposes as the 
Clearfield district. The Pennsylvania applies a blanket 
rate on coal from all the mines in this district which are 
located on its main lines and branches; and the Clearfield 
district, being the farthest east of the bituminous coal 
districts, has the lowest rate from Pennsylvania bituminous 
fields to eastern destinations. 

Johnstown is also located in the group of coal-produc- 
ing stations of the Baltimore & Ohio known as the Meyers- 
dale or Somerset group. From this section the Pennsyl- 
vania has no joint rates on coal with the Baltimore & 
Ohio, upon the flat district basis. Shippers located only 
upon the Baltimore & Ohio cannot ship coal to points on 
the Pennsylvania at the flat Meyersdale rates, and ship- 
pers located only upon the Pennsylvania cannot ship at 
the flat Clearfield rate to points on the Baltimore & Ohio. 
The Clearfield, Meyersdale or Somerset district rates, 
while generally the same to eastern destinations are not 
always identical. The complainants’ principal markets are 
in eastern Pensylvania, New Jersey, New York and New 
England. Some of the typical destination points involved 
in this proceeding are South Amboy, Manville, Garwood 
and Elizabeth, N. J. 

The mines of complainant, the Valley Smokeless Coal 
Company, are located in the vicinity of Johnstown, and 
are connected with the Johnstown & Stony Creek and 
with the Baltimore & Ohio by the private tracks of the 
coal company. These tracks are available for the move- 
ment of traffic to either the Johnstown & Stony Creek 
or the Baltimore & Ohio, and each with its own power 
places empty cars at the tipples and takes out the loads. 
On shipments made directly over the Baltimore & Ohid 
the Meyersdale district rates are applied. For shipments 
over the Pennsylvania, however, the inbound empty cars 
and outbound loads must be switched by the Johnstown & 
Stony Creek, from or to its present interchange with the 
Pennsylvania at their junction. The mines of complain- 
ants, the Ideal Coal Company and the Sunnyside Coal 
Company, are located exclusively on the tracks of the 
Johnstown & Stony Creek and have no outlet to the Penn- 
sylvania or the Baltimore & Ohio except over the rails 
of the Johnstown & Stony Creek. 

Clearfield district rates are not applied on coal shipped 
from mines on the Johnstown & Stony Creek when routed 
via the Pennsylvania Railroad, but it is stated of record 
that when routed via the Baltimore & Ohio the flat Mey- 
ersdale district rate is applied, and the Baltimore & Ohio 
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absorbs the charges of the Johnstown & Stony Creek 
out of that rate. With respect to this latter statement it 
is shown by tariffs on file with the Commission that prior 
to October 20, 1916, the Baltimore & Ohio absorbed the 
charge of the Johnstown & Stony Creek of 6% cents per 
ton on coal originating on that line, but this absorption 
was not made applicable to coal shipped from the mines 
of the Valley Smokeless Coal Company which, as before 
stated, is shipped directly over the rails of the Baltimore & 
Ohio. By tariff effective October 20, 1916, the allowance 
on coal originating on the Johnstown & Stony Creek des. 
tined to points on or via the Baltimore & Ohio was can. 
celed, and since that date no allowance has been made 
by the Baltimore & Ohio to the Johnstown & Stony Creek 
on outbound coal. The Baltimore & Ohio is not a party 
to this proceeding, and the order suspending the 61/-cent 
switching charge on outbound coal does not apply to ship. 
ments switched by the Johnstown & Stony Creek to the 
Baltimore & Ohio. 

The Johnstown & Stony Creek is a common-carrier 
switching line that interchanges traffic with the Baltimore 
& Ohio and the Pennsylvania at Johnstown, as set forth 
in Johnstown & Stony Creek R. R. Co. Case, 41 I. C. C., 46 
(The Traffic World, August 19, 1916, p. 430). Since the 
record in that proceeding was closed, there have been cer- 
tain changes in the line of that road; these changes, hoyw- 
ever, are physical only and need not here be particular- 
ized, as the rights of the coal shippers served are not af- 
fected. In that report, however, on pages 51 and 52, we 
said: 

Coal mines on the Baltimore & Ohio at Johnstown are in the 
Meyersdale district. The Baltimore & Ohio may therefore prop- 
erly decline to apply its Johnstown locality rates to and from 
points on the Johnstown & Stony Creek, provided no unlawful 
discrimination is practiced. We observe in this connection that 
the Baltimore & Ohio maintains joint rates with the Pennsyl- 
vania between locations at Johnstown on the Pennsylvania and 
local and common points on its lines that are _ sub- 
stantially higher than its rates between locations at 
Johnstown on its own rails and the same common 
and local points. Discrimination is alleged in that the Meyers- 
dale district rates on coal apply from the tipples of the Valley 
Smokeless Coal Company when the Baltimore & Ohio handles 
the traffic directly, hauling it south over the coal company’s 
track to the point where it connects with the Baltimore & 
Ohio’s rails, whereas, if the traffic is handled north by the 
Johnstown & Stony Creek and then delivered to the Baltimore 
& Ohio, the Johnstown & Stony Creek’s charge of $1.50 per 
car is added to the Meyersdale district rate and is not absorbed. 
The very fact, however, that an independent terminal carrier 
participates in the traffic in one case and not in the other dif- 
ferentiates the two cases, especially as the direct service by the 
Baltimore & Ohio is available except occasionally in times of 


car shortage. 
ok * * * 


7 
The evidence fails to establish that the Pennsylvania would 
unduly prejudice shippers on the Johnstown & Stony Creek by 
refusing to apply its Johnstown locality rates to and from 
points on the Johnstown & Stony Creek, and in the absence 
of discrimination such action would not be improper. 


The record before us shows that the Pennsylvania now 
applies its Johnstown rates to industries located on the 
Johnstown & Stony Creek on all traffic inbound and out- 
bound, with the exception of outbound shipments of coal 
and coke. It is also shown that the Clearfield district rate 
is applied to practically all mines within that district, 
whether located on the main lines of the Pennsylvania, on 
its branches, or on laterals having no other outlet than 
by way of the Pennsylvania. It is contended by the Pent- 
sylvania that to extend the Clearfield group rates to coal 
mines on the Johnstown & Stony Creek would unduly 
prefer such mines, as some of them are now served direct: 
ly by the Baltimore & Ohio, and all of them can find out- 
lets over both trunk lines. Such double outlet at the flat 
district rates, it is claimed, would give these mines ex 
cessive car supply during times of shortage and enable 
them to market coal over wider areas of distribution than 
their competitors can reach. The answer to this conten- 
tion is to be found in In re Irregularities in Mine Ratings, 
25 I. C. C., 286 (The Traffic World, December 21, 1912, P. 
1019), at page 298; the trunk lines may not be permitted 
to continue discriminatory practices upon the alleged feat 
that the correction would lead them into other violations 
of the law when the way to avoid such other irregularities 
has already been pointed out by the Commission. ©. 

Complainants attempted to show that the rates from 
mines on the Johnstown & Stony Creek to interstate des 
tinations are unreasonable to the extent that they exceé 
the district rates, using the rates to Philadelphia, Pa., by 
the intrastate route of the Pennsylvania, as illustrative. 
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The testimony introduced for this purpose, however, would 
serve more directly to indicate undue prejudice and dis- 
advantage. The following table shows the distances to 
Philadelphia from Johnstown and from the most distant 
points on the main and branch lines of the Pennsylvania 
which take the Clearfield rate eastbound: 


Distance 

To Philadelphia* from— (miles). Rate 
MOWR TH TMD) cs cdincccctecccesseseseos 280 $1.60 
RR ee err 317 1.60 
Cairnbrook (South Fork branch)..........0.seee0. 300 1.60 
Tunnelton (Conemaugh branch).........-seeeeeee 316 1.60 
Camere, CIMIBMR DFAMICE)  ..cccieciccccctcccceeee 324 1.60 
Fordham (Fordham branch) 300 1.60 
Dutta (HU TAU DIBBGCR) 0.606s ccccccdcecece sect! Oe 1.60 
Grampian (TYTONG: DTANCH) .....cccccccece <o mee 1.60 
Cherry Tree (Cresson branch) 285 1.60 





*Distances shown are those to West Philadelphia. 


The rate of $1.60 also applies to Camden, N. J., and to 
Baltimore, Md. 

The following table shows the average distances to 
junction points with the main line of the Pennsylvania, 
average distances to Philadelphia and to South Amboy, 
N. J., and the through rates applicable from mines on short 
and lateral railroads connecting with the Pennsylvania: 


Distance to 
junction 
with main Distance 


line of to Phila- Rate to 
Pa. R.R., delphia, Phila- 

From mines on the— miles. miles. delphia. 
Huntingdon & Broad Top Mountain 

DU ain ciaraiath cine aan & aniawa-comta said lteret 237 $1.60 
 s.,  &, 2 ee eee 29 225 1.60 
wetata & Bouthern B.. Bes ..ccccccsecs 19.5 226.5 1.60 
o£ ee 4.6 251.6 1.60 
Glen White Coal and Lumber Co. 

SR eee Se Eee 249 1.60 
Cherry Tree & Dixonville R. R....... 25-29 310 1.60 
NN ae 8 RS 0 327 1.70 
Johnstown & Stony Creek R. R....... 2 282 71.6615 

Distance to 
junction 
with main Distance 
line of to South Rate to 
. Pa. B. EB. Amboy, South 

From mines on the— miles. miles. Amboy 
Huntingdon & Broad Top Mountain 

REE. dan cade de Nal ba'ts se subesdocw es Ke 30 294 $1.85 
et OP ere 29 282 1.85 
Juniata & Southern R. R...........6. 19.5 283 1.85 
eS SS ree 4.6 308 1.85 
Glen White Coal and Lumber Co. 

Nr ee ee ae eee 2 306 1.85 
Cherry Tree & Dixonville R. R....... 25-29 367 1.85 
ed gt ES *10 384 1.95 
Johnstown & Stony Creek R. R...... 2 339 1.91% 





*In the Greensburg district. 

jProposed combination of $1.60 plus 6% cents. 
ton-mile, 5.9 mills. 

tRevenue per ton-mile, 5.6 mills. 


Revenue per 


The Johnstown & Stony Creek attempted to justify the 
reasonableness of its present and proposed local charges 
as applied to interstate transportation by a showing that 
its gross operating revenue is inadequate. The respond- 
ent, however, has not segregated the cost of the coal 
traffic from other traffic, and we are not satisfied with the 
attempt made to apportion the cost of the intraplant 
movement at the Lorain Steel Works in accordance with 
the principles announced in the Chicago, West Pullman 
& Southern R. R. Co. Case, 37 I. C. C., 408 (The Traffic 
World, January 29, 1916, p. 241). The test made was a 
check of the actual number of hours the engines were 
engaged in purely intraplant service for a period of one 
week only. The result was applied to the intraplant busi- 
ness for a year. The yearly cost so computed was de- 
ducted from the total cost of operations, and the balance 
assumed to be the cost of the interchange movement. The 


test covered too short a period to afford an accurate basis ~ 


for computing the costs of intraplant and interchange busi- 
ness. The result of the test is not entitled to weighty con- 
sideration. 


In so far as the proposed increased rates are a part 
of the combination through rates on coal to eastern des- 
tinations, we find that the proposed rates have not been 
Justified. In view of our findings and order in connection 
With No. 8956, an order will be entered discontinuing this 
Proceeding. This action is without prejudice, however, to 
respondent’s right to readjust its divisions or proportional 
Switching charges after the findings and orders in connec- 
tion with No. 8956 have been compiled with. In condemn- 
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ing the 6.5-cent rate proposed by the Johnstown & Stony 
Creek on outbound coal and coke we have in mind that 
the Commission is interested in the maximum rather than 
the minimum earnings of industrial roads, and it is our 
duty to see that their earnings as a whole and on particu- 
lar descriptions of traffic do not exceed a fair return for 
the services performed. 

We find that the mines of complainants are located with- 
in the Clearfield rate district; that it is a practice of de-— 
fendant Pennsylvania Railroad Company to extend its 
Clearfield district rates on coal to eastern destinations from 
points on connecting lateral lines and from points on con- 
necting industrial railroads by means of absorption, or of 
divisions to such as are common carriers, or by means 
of allowances to owners of property transported, when the 
outlet to eastern markets is solely by way of its line. We 
further find that defendants by refusing to extend the 
Clearfield district rates on outbound coal from the mines 
of complainants located on the Johnstown & Stony Creek, 
while extending the district rates to other mines generally 
throughout the Clearfield district, give undue preference 
and advantage to complainants’ competitors engaged in 
mining and selling coal in the same territory and subject 
complainants to undue prejudice and disadvantage. An 
order will be entered requiring defendants to publish and 
maintain for the transportation of bituminous coal from 
mines located upon the Johnstown & Stony Creek Rail- 
road to eastern interstate destinations rates which shall 
not exceed the rates contemporaneously maintained and 
applied by defendant Pennsylvania Railroad Company for 
the transportation of bituminous coal from points within 
the Clearfield rate district to eastern interstate destina- 
tions. 

Reparation is asked upon all shipments of coal moving 
from complainants’ mines to various eastbound interstate 
destinations during the two years prior to filing the com- 
plaint and since that time. Complainants are in open and 
acute competition with other coal mines throughout the 
Clearfield district. The character of the coal produced 
by complainants is the same as that produced throughout 
the region and is used for the same purposes. In order to 
meet this competition complainants were and are forced 
to sell their coal at the same market prices as their com- 
petitors sell and to absorb the local charges of the John- 
stown & Stony Creek out of their profits. We find that 
complainants made the shipments as described in the state- 
ments filed as exhibits; that they have paid and borne 
the charges thereon at the rates herein found unduly 
prejudicial and disadvantageous; that they have been dam- 
aged to the extent that the charges paid exceeded the 
charges that would have accrued at the Clearfield district 
rate; and that they are entitled to reparation, with inter- 
est. The exact amount of reparation cannot be determined 
on this record. Complainant should prepare a statement 
showing the details of the shipments in accordance with 
rule V of the Rules of Practice, which statement should be 
submitted to the defendants for verification. Upon receipt 
of a statement so prepared and verified we shall consider 
the entry of an order awarding reparation. 

Appropriate orders will be entered. 


GRAIN AND GRAIN PRODUCTS 


CASE NO. 8542* (43 I. C. C., 662-679) 


R. H. GREEN ET AL. VS. ALABAMA & VICKSBURG 
RAILWAY CO. 


Submitted July 10, 1916. Opinion No. 4380. 


1. Rate of 8 cents per 100 pounds on coarse grain and grain 
products from Vicksburg, Miss., when originating at St. 
Louis, Mo., to Jackson, Miss., justified. 

2. Reshipping rate of 20 cents per 100 pounds on coarse grain 
and grain products from St. Louis, Mo., to Jackson and 
Meridian, Miss., justified, 

3. Authority to continue rates on grain and grain products from 
Vicksburg to Mobile, Ala., lower than the rates contempo- 
raneously applicable on like traffic to Jackson and points 
intermediate thereto, denied. 








*This proceeding also embraces compldin in No. 8542 (Sub. 
No. 1), Jackson Board of Trade et al. vs. Illinois Central R. R. 
Co. et al., and portion < ee & Vicksburg Ry.’s Fourth 


" Section Application No. 601. 


CLARK, Commissioner: 

These cases are closely related, were heard together, and 
will be disposed of in one report. The complaint in No. 
8542 was filed December 23, 1915, by R. H. Green, the Han- 
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nah Distributing Co., wholesale dealers in grain and grain 
products, and the Royal Feed & Milling Co., engaged in the 
manufacture and sale of mixed feed, all of Jackson, Miss. 
The Alabama & Vicksburg Railway Co., hereinafter referred 
to as the Alabama & Vicksburg, is the sole defendant. The 
complaint in No. 8542 (Sub-No. 1) was filed January 13, 
1916, by the boards of trade of Jackson and Meridian, Miss., 
against the Alabama & Vicksburg, the Illinois Central Rail- 
road Co., hereinafter referred to as the Illinois Central, and 
the Mobile & Ohio Railroad Co., hereinafter referred to as 
the Mobile & Ohio. These cases will hereinafter be referred 
to respectively as the first and second proceedings. Rates 
are stated in cents per 100 pounds. 

In the first proceeding it is alleged that the proportional 
rate of 8 cents on coarse grain and grain products from 
Vicksburg, Miss., to Jackson is unreasonable and that with 
a rate of 12 cents from St. Louis, Mo., to Vicksburg par- 
ticipated in by defendant it.results in a combination rate 
of 20 cents, which gives unreasonable preference and ad- 
vantage to complainants’ competitors located at Vicksburg, 
and to Vicksburg and surrounding territory, and is unduly 
prejudicial and disadvantageous to complainants. 

In the second proceeding it is alleged that the reshipping 
rate of 20 cents on coarse grain and grain products main- 
tained by defendants from St. Louis, Mo., to Jackson and 
Meridian is unreasonable, and that it discriminates unjustly 
in favor of Vicksburg and Gulfport, Miss., Mobile, Ala., and 
Slidell and New Orleans, La., to the disadvantage of com- 
plainants and grain dealers located at Jackson and Mer- 
idian. Rates of 2.5 cents from Vicksburg to Jackson and 
14.5 cents from St. Louis to Jackson and Meridian are 


asked. 


In the second proceeding only the rate from St. Louis is. 


attacked, but the record indicates that that point is taken 
as representative, there being relationships between the 
rates from St. Louis and from Cairo, Ill., Memphis, Tenn., 
Omaha, Neb., and certain other points to Mississippi Valley 
territory, and that any change in the St. Louis rate would 
necessarily involve changes in rates from those points. 

The Memphis Merchants’ Exchange intervened in the 
first proceeding and asks that the present relationship of 
rates under which’ Memphis has a 6-cent differential under 
St. Louis be preserved. The Southern Illinois Millers’ As- 
sociation and a number of other milling concerns having 
mills at St. Louis and at East St. Louis and other points 
in southern Illinois, intervened in the second proceeding, 
alleging discrimination by reason of there being no reship- 
ping rates applicable to the transportation of wheat and 
flour from St. Louis to Jackson. They ask, generally, that 
whatever rate is approved by the Commission in these pro- 
ceedings from St. Louis to Jackson be established on wheat 
and flour. Specifically they ask for a rate of 15 cents, based 
on the rate of 12 cents to Vicksburg plus an intra-state rate 
of 3 cents applicable on flour from Vicksburg to Jackson. 
The Board of Trade of Brookhaven, Miss., intervened in 
both proceedings for the purpose of securing a continuance 
of the present adjustment as between Brokhaven on the one 
hand and Jackson and Meridian on the other, and asks that 
if any reduction be made in the rates to these points a cor- 
responding reduction be made in the rates to Brookhaven. 

That portion of Alabama & Vickburg Railway Co.’s Fourth 
Section Application No. 601, by which authority is sought 
to continue rates on grain and grain products from Vicks- 
burg to Laurel and Hattiesburg, Miss., and to Mobile lower 
than the rates contemporaneously applicable on like traffic 
to Jackson and other intermediate points was set for hear- 
ing with the complaints. 

The defendants renew in their brief an objection urged at 
the hearing that the matters involved in the intervening 
petition of the Southern Illinois Millers’ Association and 
certain other milling interests are entirely beyond and seek 
to enlarge the scope of the complaint in the original pro- 
ceeding inasmuch as the rates on wheat and flour are not 
attacked in either of the complaints. The rates on wheat 
and flour are sometimes the same as those on coarse grain 
and grain products, but it cannot be said that they must 
necessarily be the same. We think that defendants’ position 
is well taken. Rates on Grain and Grain Products, 33 


L C. C., 618 (The Traffic World, May 8, 1915, p. 1003); 
Moore & Thompson Paper Co. vs. B. & M. R. R. Co., 34 
I. C. C., 323 (The Traffic World, July 3, 1915, p. 16); and 
Jennison Co. vs. Great Northern Ry. Co., 18 I. C. C., 113 
(The Traffic World, April 2, 1910, .p. 402). 


. 
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The rates in issue were increased subsequently to Jan .ary 
1, _— and the burden of justifying them is upon defend. 
ants. 

Jackson is the capital of the state of Mississippi and Mer- 
idian is said to be the metropolis of the state. Both pvints 
are manufacturing centers, and complainants contend that 
the conditions thereat, geographically and otherwis:. are 
unique and different from conditions at any other pla:e in 
the United States. They assert that grain and grain prod- 
ucts represent by far the largest items of tonnage into Jack. 
son and Meridian; that the present adjustment will divert 
this business to other points, drive grain and grain products’ 
dealers out of business and result in large losses to dvalers 
who have warehouses and equipment for handling such 
business. 

The Alabama & Vicksburg extends almost due east from 
Vicksburg through Jackson to Meridian. The distances to 
Jackson and to Meridian are 44 miles and 140 miles, re. 
spectively. The Illinois Central runs in a southerly direc. 
tion from St. Louis through Jackson to New Orleans. The 
Mobile & Ohio runs in a southerly direction from St. Louis 
through Meridian to Mobile. These are the direct routes 
from St. Louis to Jackson and Meridian, and via these 
routes the distances are, respectively, 518 miles to Jackson 
and 513 miles to Meridian. The distances from Jackson 
and Meridian to New Orleans and Mobile, via these lines, 
are 183 and 135 miles, respectively. The New Orleans 
Great Northern and the New Orleans & Northeastern rail- 
ways extend from New Orleans, the former to Jackson, and 
the latter to Meridian. Slidell is located at a junction of 
these two lines, 29 miles from New Orleans. The Gulf & 
Ship Island Railroad extends from Jackson to Gulfport, 
Miss., on the Gulf of Mexico. 

The Alabama & Vicksburg, or, as it was then known, the 
Meridian & Vicksburg Railroad, was completed to Jackson 
about the year 1841 and to Meridian about 1860, and as 
there were at that time no direct lines from the Ohio River 
to Jackson or Meridian, the natural route from the grain 
fields to these points was via boat from the upper Missis- 
sippi and Ohio rivers to Vicksburg, and thence over the 
Alabama & Vicksburg. This movement, it appears, was 
under joint water-and-rail rates. Later the Illinois Central 
and the Mobile & Ohio were extended from the Ohio River 
to Jackson and Meridian, respectively. Defendant repre- 
sents that intense competition then ensued between the 
direct rail routes and the Vicksburg water-and-rail route, 
and likewise between the rival rail lines; that due to this 
competition the all-rail rates from St. Louis to Jackson 
and Meridian were at times as low as the water rates to 
Vicksburg, which latter rates were also depressed by com- 
petition of different boat lines; and that the divisions ac- 
cruing to the Alabama & Vicksburg out of the joint rates 
with the boat lines were at times reduced to 2.5 cents to 
Jackson and 3.5 cents to Meridian. It appears that the 
rates from Vicksburg to these points later became the 
same as the then divisions of the joint rates with the boat 
lines. They are represented as having become fastened 
upon the Alabama & Vicksburg. 

The very early history of these rates is not fully estab 
lished. We gather, however, from the somewhat conflict- 
ing evidence as to their history and from the tariffs on 
file, the following facts, some of which are referred to in 
Commercial Club of Hattiesburg vs. A. G. S. R. R. Co., 16 
I. C. C., 584 (The Traffic World, July 10, 1909, p. 59), 
and other previous cases before us: Immediately prior 
to September 22, 1889, rates on grain of 5 cents to Jack- 
son and 10 cents to Meridian were maintained. On that 
date the rates were materially increased, whereupon com: 
plaints were filed with the Mississippi Railroad Commis 
sion by the boards of. trade of Jackson and Meridian. 


‘ That Commission, on October 22, 1889, ordered raies on 


grain to these points of 10 cents. What the rates were 
between that date and March 12, 1900, does not appear, but 
effective on the last-named date rates of 2.5 cents to Jack 
son and 3.5 cents to Meridian were established, applying as 
rebilling rates on shipments moving to Vicksburg via the 
Alabama & Vicksburg and the Vicksburg, Shreveport & 
Pacific Railway. Defendant asserts that in 1890 the state 
commission ordered’ the establishment of these rates, but 
this statement is not substantiated on the record. Ef 
fective December 12, 1901, the rates were again increas 

to 5 cents to Jackson and Meridian. Another complaint 
was filed with the state commission, and, by order effectivé 
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July 3, 1902, it required the establishment of flat rates on 
grain and grain products of 3 cents to Jackson and 3.5 
cents to Meridian. That order was suspended on request 
of defendant, and later was canceled upon defendant’s 
agreeing to publish those rates as rebilling ratex Effective 
July 28, 1902, proportional rates of 2.5 cents to Jackson 
and 3.5 cents to Meridian, restricted to the movement of 
shipments reaching Vicksburg via the Vicksburg, Shreve- 
port & Pacific Railway, which line was under the same 
management as that of defendant, were established. The 
Meridian interests then filed a further proceeding before 
the Mississippi commission, complaining of discrimination 
in favor of Vicksburg and seeking to have the rate to 
Meridian made applicable as a flat rate, and by order of 
that commission of November 16, 1903, the petition was 
granted. The validity of this order was sustained by the 
Supreme Court of Mississippi and later by the Supreme 
Court of the United States. Alabama & Vicksburg Ry. Co. 
ys. Mississippi Railroad Commission, 203 U. S., 496. The 
order of the Mississippi commission stood enjoined until 
the decision was rendered by the Supreme Court of the 
United States. The rate of 3.5 cents to Meridian was 
thereupon published, effective December 17, 1906, as a flat 
rate applicable on intrastate traffic, and was in force at 
the date of the hearing. The proportional rate of 2.5 cents 
to Jackson was first filed with this Commission effective 
February 27, 1907, and remained in force until April 25, 
1915, when it was canceled, leaving in effect, applicable 
to interstate shipments, a proportional rate of 8 cents. For 
a number of years defendant maintained flat interstate and 
intrastate rates of 8 cents and 10 cents from Vicksburg to 
Jackson and Meridian, respectively. On November 22, 
1915, the intrastate rate to Jackson was reduced to 3 cents 
by order of the Mississippi commission. The interstate 
rate of 10 cents to Meridian was reduced to 8 cents, ef- 
fective January 1, 1916, and on the same date the pro- 
portional rate of 8 vents to Jackson was canceled. It will 
thus be noted that when the complaint was filed a pro- 
portional rate of 8 cents was in force, and that while the 
same rate is now in force, it is published as a local rate. 

Complainants contend that all the rates from Vicksburg 
to Jackson were voluntary rates, but they particularly 
insist that the rates in effect prior to September 22, 1889, 
and those established March 12, 1900, and July 23, 1902, 
were not required by order of the state commission, but 
were established by voluntary acts of the defendant. They 
urge that the rates ordered by the Mississippi commission 
in 1889 were in excess of the rate formerly maintained, 
and point out that the rate of 2.5 cents established to Jack- 
son and maintained until 1915 was one-half cent less than 
the rate required by the state commission in 1902. They 
urge that the rate of 2.5 cents formerly in force was a part 
of a through rate and that it should not therefore have 
been increased. This is also reflected in their statement 
that the rate should only be “a reasonable differential over 
Vicksburg,” and as supporting this contention reference is 
made to Board of Trade of Carrollton, Ga., vs. C. of G. 
Ry. Co., 28 I. C. C., 154 (The Traffic World, Aug. 9, 1913, 
pD. 322). The rates there involved were made by adding to 
the joint rates to Atlanta certain differentials. We found 
that in making rates on long-distance traffic to the points 
m question the differentials or arbitraries beyond the bas- 
Ing point were too high. The question whether or not, 
because it is a portion of a through rate, the rate here in 
question should be lower than a reasonable local rate from 
Vicksburg appears to be the key to this complaint and 
to the rates over the direct lines from St. Louis to Jack- 
son anc Meridian. 


In determining the reasonableness of a portion of a 
through rate many facts in connection with the through 
rate of which it is a part must be considered. The shipper 
'8 ordinarily concerned only with the through charges. 
Interior lowa Cities Case, 28 I. C. C., 64 (The Traffic World, 
Aug. 2, 1913, p. 254). The rate from Vicksburg to Mer- 
idian is not at issue in this proceeding, but, as stated in 
Commercial Club of Hattiesburg vs. A. G. S. R. R. Co., 
supra, «1d as shown by the present record, there is a re- 
lations! i) of rates as between Jackson and Meridian. Mer- 
idian hus insisted upon preserving this relationship and is 
here un ting with Jackson in asking for the same rate by 
the direct lines from St. Louis. In considering the ques- 
tion of a proper rate from Vicksburg to Jackson to be 
applied in connection with the rate on these commodities 
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from St. Louis to Vicksburg, we may not therefore be un- 
mindful of the fact that the rate from Vicksburg to Mer- 
idian cannot well be materially higher than that to Jack- 
son and that the combination rates to these points are 
now depressed by reason of the low factor to Vicksburg. 

Complainants point to the commercial interests of Jackson 
and Meridian and their importance as distributing centers; 
also to the proximity of these points to the low-rated points 
in Mississippi Valley territory and the past adjustment of 
rates to these various points. 

They contend that the defendant’s intrastate distance 
seale of rates applicable on grain and grain products, any 
quantity, for a.distance of 44 miles is only 8 cents. They 
refer to rates of 6 cents participated in by defendant from 
Vicksburg to Mobile, 7 cents Vicksburg to Hattiesburg and 
Laurel, and 6 cents from Memphis to Vicksburg, and also 
to rates of 6 cents applicable over the lines of other car- 
riers from Memphis to Natchez, Slidell, New Orleans, Gulf- 
port, Greenville, and Mobile. The short-line distance over 
which certain of the 6-cent rates are applicable is ap- 
proximately 400 miles, but complainants point to the much 
longer routes over which some of these rates applied, that 
of the Mobile & Ohio and the Southern Railway through 
Cornith from Memphis to Mobile, for example, being ap- 
proximately 500 miles. Each of the rates from the low- 
rated points referred to are parts of through rates, and 
the principle invoked by complainants would apply equally 
in connection with the rates over each of those routes and 
would result in a change in the whole Mississippi Valley 
adjustment. 

The defendant contends— 

(1) That the rates formerly maintained from Vicksburg 
of 2.5 cents to Jackson and 3.5 cents to Meridian were ab- 
normally low and unremunerative and at no time estab- 
lished by its voluntary action but always under the direct 
order of or threatened order of the Mississippi commis- 
sion; . 

(2) That if it were true that the rates from Vicksburg 
to Jackson and Meridian had been voluntarily established, 
it has continuously and repeatedly endeavored to escape 
from and to increase them, and that there is no warrant 
for their continued enforcement; 

(3) That the present rates are reasonable both in and 
of themselves and as compared with other rates in this 
and other territory and do not subject Jackson and Mer- 
idian to unjust discrimination. 

It states that the divisions of 2.5 cents to Jackson and 
3.5 cents to Meridian, accruing out of the through rates, 
were the minimum divisions which it at any time ac- 
cepted on such traffic and were agreed to only with thé 
view of keeping the route open. It contends that the rate 
established to Jackson in 1902 was made 2.5 cents and not 
3 cents, because it was notified by the state commission 
that unless the former rate were restored the establish- 
ment of a flat rate to Meridian of 3.5 cents would. be re- 
quired, whereupon it agreed to establish and did establish 
a proportional rate from Vicksburg to these points equal 
to the difference between the rate from St. Louis to Vicks- 
burg and the rate from St. Louis to Jackson and Mer- 
idian. It represents that the 2.5-cent rate was continued 
to Jackson, because it was clear from the litigation con- 
cerning the rate to Meridian that it would not be permitted 
to increase that rate, and to further substantiate this view 
it refers to the reduction of the rate to 3 cents by the state 
commission in 1915, following the cancellation of the re- 
billing rate of 2.5 cents. It points out that only the dis- 
criminatory feature of the former rate to Meridian was 
before the Supreme Court of the State of Mississippi and 
the Supreme Court of the United States, and that the dis- 
crimination there found does not exist under the present 
rates. . 

Defendant says that the 8-cent intrastate rate was orig- 
inally established under a compromise with the Missis- 
sippi commission, which is stated to have approved that 
rate for distances not exceeding 50 miles, and was made 
applicable to both carload and less-than-carload shipments 
at the request of that commission. This rate has re- 
mained in effect from Meridian, Jackson, and Vicksburg to 
points on the line of defendant within 50 miles of those 
respective points, except that it was reduced, as has been 
stated, during the year 1915 to 3 cents to Jackson by order 
of the Mississippi commission and in 1906 to 3.5 cents to 
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Meridian following the decision of the Supreme Court of 
the United States. 

Defendant shows that the average loading of these com- 
modities handled by it from and through Vicksburg to 
Jackson is approximately 35,000 pounds per car, and that 
a rate of 2.5 cents represents a per car revenue for the 
haul of $8.75, including terminal expenses at both Vicks- 
burg and Jackson; and the rate of 8 cents, a per car 
revenue of $28. 

With respect to the rates from Memphis noted, we are 
referred to Memphis Grain & Hay Asso. vs. St. L. & S. F. 
R. R. Co., 24 I. C. C., 609 (The Traffic World, Aug. 3, 1912, 
p. 218), in which proceeding we found that Memphis was at 
a disadvantage as compared with St. Louis and other mar- 
kets having reshipping rates to Mississippi Valley points, 
and required that discrimination removed. Each of the 
rates from Memphis referred to is to a water competitive 
point, to which the rate from St. Louis is 12 cents, and it 
is stated that they were established, at least by certain 
of the lines, as a result of our finding in that proceeding. 
Admittedly all such rates are depressed rates and may 
not be made the “exact measure” of the rate from Vicks- 
burg to Jackson. The contention, in reality, is that if 
those rates are remunerative the rate under attack is too 
high. Defendant does not participate in the rate from 
Memphis to Mobile, and after that reshipping rate was put 
into effect it established as a competitive measure a sim- 
ilar rate from Vicksburg to Mobile, as there is consider- 
able movement of Texas oats through the various Missis- 
sippi River crossings, the rate on which is 20 cents to 
both Vicksburg and Memphis. The rate of 7 cents from 
Vicksburg to Hattiesburg and Laurel was established under 
an order of the Mississippi commission directed against 
defendant and the New Orleans & Northeastern Railroad, 
and when it was established the lines from Gulfport, Mo- 
bile, New Orleans, Vicksburg, and Natchez, in order to par- 
ticipate in the traffic, established the same rate from those 
points to Hattiesburg and Laurel. Defendant has shown 
the rates from substantially all of the low-rated points 
mentioned to interior points on the lines of numerous car- 
riers, also between a great number of other points in this 
territory, for varying distances, and particularly for 
distances similar to those from Vicksburg to Jackson and 
to Meridian. Attention is called to the fact that many of 
these rates are to commercial centers and some to points 
equal in commercial importance to Jackson. 


Complainants insist that the rates referred to are not 
a fair measure of the rate from Vicksburg to Jackson, and, 
while this view is predicated chiefly upon the general con- 
tentions hereinbefore referred to, attention is also directed 
to the fact that defendant is one of the oldest railroads in 
the state, with a financial condition much more favorable 
than that of lines over which many of the rates referred 
to are applicable. Numerous rates referred to by defend- 
ant are not fairly comparable with the rate under con- 
sideration, but, with due regard to the circumstances and 
conditions affecting these various rates, it cannot be said 
that the rate in question compares unfavorably with the 
general basis of rates between points in Mississippi Valley 
territory. The rate to Jackson does not appear to be 
materially higher, distance considered, than many rates 
shown in New England and Central Freight Association 
territories, nor as high as the scale of rates prescribed 
intrastate in Texas, except a lower scale there on corn, 
oats, kafir corn, and milo maize. It is not materially 
higher for the distance than the scale of intrastate rates 
prescribed in Mississippi on native grown corn and ‘oats, 
of 6 cents for 44 miles and 9 cents for 140 miles. The 
rate under this scale for 5 miles or under is 4 cents. 


In support of the allegation that the rates attacked in 
th e second proceeding are unreasonable complainants rely 
upon the disparity between the rates from St. Louis to 
Jackson and Meridian on the one hand and to the various 
low-rated points named in the Mississippi Valley territory 
on the other hand, pointing out that .ae distances via 
certain of the routes over which the 12-cent rates apply 
approximate 700 miles, the movement being through Jack- 
son or Meridian. Defendants state that the rates under 


consideration are lower than they would otherwise be 
except for the depressed rate to Vicksburg. In the south- 
ern classification these commodities are rated class D, 
any quantity, which is.a departure from the usual class 
basis, being in substance an exception to the normal class. 








The class D rates, which would apply in this territory ex. 
cept for conditions due to water competition, from St. 
Louis to Vicksburg are 20 cents, and to Jackson and Meri- 
dian 31 cents. Defendants show that, with the exception 
of a few points to which the rates are slightly reduced by 
reason of a lower combination prevailing, the reshipping 
rates of 20 cents are carried to points on the Illinois 
Central north of Jackson, to and including Michigan City, 
205 miles from Jackson, and that to a number of points 
still farther north, to which no reshipping rates are pub- 
lished, the “going” rate is 20 cents; also that the reship. 
ping rates of 20 cents are carried to points on the Mobile 
& Ohio, north of Meridian, to and including Pinson, Miss,, 
239 miles from Meridian. They show the rates from St. 
Louis to points generally in Mississippi Valley territory 
and numerous representative points east of that territory, 


For instance, the rates and short-line distances from 
St. Louis are: To Birmingham, Ala., 25 cents, 475 miles; 
to Chattanooga, Tenn., 23 cents, 471 miles; to Tuscaloosa, 
Ala., 28 cents, 504 miles; to Montgomery, Ala., 25 cents, 
572 miles. The rate to Montgomery, it is stated, is held 
down by the Mobile combination and water competition. 
These rates are generally 1 cent higher than those ap 
proved by us in Morgan Grain Co. vs. A. C. L. R. R. Co,, 
19 I. C. C., 460 (The Traffic World, November 12, 1910, p. 
685). Many of the rates referred to are not reshipping 
rates. Some of them are any-quantity rates and many of 
them, particularly the rates to southeastern territory, from 
crossings other than St. Louis are class D rates; though 
most of them are the actual “going rates.” While some 
of these rates are not fairly comparable with those under 
consideration it clearly appears that the rates assailed are 
upon a lower basis than any of the other rates excepting 
those from St. Louis and related points to Mississippi Val- 
ley territory, and that they compare favorably with the 
rates to all points in that territory except those to points 
at which the rates are depressed by water competition, 
or to points at which the rates are held down 
by combination on such water competitive points. We 
stated in Rates on Grain and Grain Products, supra, that 
the reverse of this situation was formerly the case, and 
that from St. Louis the rates then in effect to Jackson 
and Meridian were lower than for hauls of equal or less 
distance to points generally in that territory. Complain- 
ants point to the inferior commercial importance of these 
other points, such as points north of Jackson and Meridian 
on defendants’ lines which take the 20-cent rate and say 
that they desire rates which will. enable Jackson and 
Meridian to job in competition with the water competitive 
points. 

Prior to changes made in accordance with our fourth sec- 
tion orders, hereinafter referred to, defendants’ rates on 
these commodities from St. Louis and related points to 
Jackson and Meridian, also their rates for interstate appli- 
cation from Vicksburg to these points, were lower than 
those to intermediate points, these adjustments being pro- 
tected by fourth section applications on file. It may be 
here noted that the rates prescribed by the Mississippi 
commission were not applied as maxima at intermediate 
points, and higher intrastate rates to-such points were 
and are now maintained. In Fourth Section Violations in 
the Southeast, 30 I. C. C., 153 (The Traffic World, May 
16, 1914, p. 943), authority for the direct lines to continue 
lower class and commodity rates from St. Louis to Jack- 
son and Meridian than to intermediate points was denied. 
In Rates on Grain and Grain Products, supra, we consid- 
ered the application of the Alabama & Vicksburg for 
authority to maintain vates from Vicksburg to Jackson 
and Meridian lower than to intermediate points, also a)- 
plications by which authority was sought to maintain rates 
from Omaha to Jackson lower than to intermediate points. 
We likewise gave further consideration to the carriers’ a)- 
plications by which authority was sought to maintain rates 
from St. Louis, Ohio River crossings, and other related 
points to Jackson and Meridian lower than to intermediate 
stations. We there found that no conditions were shown 
to exist at Jackson or Meridian which warranted the 
maintenance of interstate rates from Vicksburg to those 


‘points which were lower than rates on like traffi¢ to in- 


termediate points. The direct lines were authorized to 
continue rates to Jackson and Meridian not higher than 
the aggregates of the intermediate rates to and from 
Vicksburg contemporaneously maintained and to maintain 
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higher rates to intermediate points, provided the rates to 
such intermediate points conformed to requirements spe- 
cified in the order. The direct lines, however, did not 
avail themselves of that permission, but instead increased 
the rates to Jackson and to Meridian to 20 cents, at the 
game time adjusting their rates to intermediate points to 
conform to the rule of the fourth section. Shortly before 
that decision was rendered the 2.5-cent reshipping rate 
from Vicksburg to Jackson was canceled, leaving in effect, 
for interstate application, the 8-cent rate. 

Complainants have filed an extract from the transcript 
of the record in the proceedings just referred to and direct 


‘particular attention to the testimony there offered by the 


carriers Wherein they referred to the peculiar conditions 
existing at Jackson and Meridian and proposed to cancel 
the 2.5-cent rate to Jackson and to establish interstate 
factors applicable from Vicksburg to Jackson and Merid- 
jan of 3.5 cents and to increase the rates via the direct 
lines from St. Louis to these points from 14.5 cents to 
15.5 cents. Defendants offer the following in explanation 
of that testimony and in justification of the course pur- 
sued: 

(a) That as the law was then understood, shippers 
were able to bill their traffic to Vicksburg, pay the freight 
charges to that point and thus take constructive posses- 
sion of the car and ship out to other points under a new 
pill of lading at the intrastate rate, and during such 
period the carriers knew of no way in which interstate 
rates from Vicksburg to these destinations, higher than 
the existing intrastate rates, could be maintained and not 
be defeated in the making of through rates. 

(b) That it had been the settled policy of the Mobile 
& Ohio and Illinois Central to make rates from St. Louis 
the same to Jackson and Meridian; that this policy had 
been observed in making the rates to these points from 
all the Ohio and Mississippi River gateways from which 
the rates are made with relation to the rates from St. 
Louis; and that they were forced to make the rates via 
the direct lines to Jackson and Meridian no higher than 
the depressed rate to Vicksburg plus the intrastate rate 
beyond or withdraw from the traffic. 


(c) That the Alabama & Vicksburg handles consider- 
able traffic to points intermediate to Jackson and Meridian, 
and as the fourth section orders referred to did not per- 
mit the maintenance of rates to such points higher than 
to Jackson or Meridian, this carrier could not continue 
the basis formerly in effect to the last-named points, as 
they considered that a reduction of the rates to the in- 
termediate points would result in a reduction in the rates 
out of many other points, and thereby lower the whole 
scale of rates on these commodities in Mississippi Valley 
territory. Furthermore, that as those orders did not per- 
mit the maintenance of rates by the direct lines to points 
north of the southern boundary of the state of Tennessee, 
higher than to Jackson and Meridian, the continuance of 
the low basis formerly in effect to Jackson and Meridian 
would have forced reductions via the direct lines and also 
over routes not exceeding by 15 per cent the distance via 
the direct routes to substantially all points between the 
state boundary line mentioned and Jackson and Meridian. 
These reductions via the direct lines, it is stated, would 
have been in varying amounts up to 4.5 cents on the IIli- 
nois Central and 6.5 cents on the Mobile & Ohio, and 
would have seriously impaired the revenues of those car- 
riers. The points of origin affected by these orders were 
St. Louis, Ohio River crossings and related points, and 
it was feared that serious reductions would also result 
in the rates to points intermediate to Jackson and Meridian 
on routes from Louisville, Ky., Cincinnati, Ohio, etc., in- 
cluding such important intermediate points as Chattanooga, 
Tenn., Birmingham, Ala., Tuscaloosa, Ala., etc. 


_ Defendants refer in this connection to Kanotex Refin- 
ing Co. vs. A. T. & S. F. Ry. Co., 34 I. C. C., 271 (The 
Traffic World, June 26, 1915, p. 1389), decided June 8, 
1915, or shortly after the date of the Commission’s report 
m Rates on Grain and Grain Products, supra. In this 
case the Commission held that on any through carriage of 
traffic between interstate points the lawfully published 
interstate rate must be applied by the carrier and paid 
by the shipper, and that where the through interstate rate 
in effect between two points is higher than the aggregate 
of the intermediate rates any plan of first billing to an 
intermediate point a shipment that is really intended to 
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reach a destination beyond is simply a device for defeating 
the lawful through rate, and is unlawful. The Alabama & 
Vicksburg avers that this decision gave it, for the first 
time, an opportunity to establish a reasonable and re- 
munerative rate from Vicksburg to Jackson and Meridian. 
It should be noted, however, that the rate of 2.5 cents was 
canceled prior to that decision. 


Though only an element to be considered, and in no 
way conclusive, the history of rates involved in a pro- 
ceeding before us sometimes has a material bearing upon 
the question of what rates should properly apply. This 
is particularly true if the former rates are shown to have 
been voluntarily maintained. We have set out in some 
detail the history of the rates because of.the importance at- 
tached thereto by complainants. However, the question 
whether in a technical sense these various rates ‘were or 
were not voluntarily maintained is immaterial to a dis- 
position of these proceedings. The defendant in No. 8542 
has not shown any reasons other than competition which 
induced the establishment: of the rates in 1900. But it 
clearly appears that, at least since they were increased in 
1901, the rates from Vicksburg to both Jackson and Mer- 
idian were not voluntary in such a sense as to be con- 
trolling here. Morgan Grain Co. vs. A. C. L. R. R. Co., 
supra, and Atlanta Freight Bureau vs. N. C. & St L. Ry., 
29 I. C. C., 476 (The Traffic World, March 7, 1914, p. 458). 
It may also be said that many circumstances and condi- 
tions affecting these rates in past years were materially 
dissimilar to those affecting the present rates. The issues 
presented must therefore be determined, at least to a great 
extent, in the light of present conditions. 


From July, 1907, to January 1, 1916, the reshipping rates 
of the Illinois Central and the Mobile & Ohio from St. 
Louis to Jackson and Meridian were 14.5 cents. On the 
latter date they were increased to 20 cents. At times be- 
tween 1902 and 1907 these rates were lower than 14.5 
cents. The rates also apply and have applied via the 
Illinois Central and the Alabama & Vicksburg through 
Jackson to Meridian, and via the Mobile & Ohio and the 
Alabama & Vicksburg through Meridian to Jackson. 


The rates from St. Louis to Jackson and Meridian by the 
direct lines are, and for many years past have been, the 
same or substantially the same as the Vicksburg combina- 
tion, and under the fourth section orders referred to a 
strict observance of the rule of the fourth section was re- 
quired unless such rates were made on that combination. 
The record shows that there is little movement of grain 
and grain products from St. Louis to Jackson and Meridian 
except via the direct lines, and defendants urgently in- 
sist that the only object of the first proceeding is to force 
a reduction in the rates via those lines. There are state- 
ments in connection with the evidence offered by the Mer- 
idian Board of Trade which tend to support defendants’ 
views in this respect. This purpose is denied by the 
complainants in the first proceeding, who assert that the 
rate from Vicksburg is important to apply on grain and 
grain products from points in St. Louis and Omaha terrt1- 
tories, from which no through rates are published and are 
necessary to permit Jackson to draw oats, milo maize and 
kafir corn from Texas and other points in the Southwest 
from which no joint rates to Jackson are maintained. It 
is repeatedly stated in complainants’ evidence that the 
purpose of the first proceeding is to procure the estab- 
lishment of a 2.5-cent proportional rate that will apply on 
all shipments reaching Vicksburg from west of the river. 
The scope of the complaint cannot, however, be broadened 
by these considerations. As this rate, however, has been 
an important consideration in fixing the through rate by 
the direct lines to Jackson and as defendant’s objections in 
this particular are chiefly directed to a consideration of 
the rate as a factor of the through rate from points other 
than St. Louis, we shall regard the complaint as present- 
ing an attack upon the rate from Vicksburg to Jackson 
in connection with the combination rate from St. Louis 
to Jackson. 

The matter of alleged discrimination remains to be con- 
sidered, and a discussion of this question with reference 
to the second proceeding will be sufficient, as the same 
character of discrimination against Jackson is there al- 
leged as in the first proceeding. With certain minor ex- 
ceptions, unnecessary to mention, the rates outbound from 
Jackson and Meridian, admittedly are upon as favorable 
a basis as the outbound rates from the points referred to. 
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The discrimination complained of also grows out of the 
present relation of the rates from St. Louis to Jackson 
and Meridian and the rates from St. Louis to the water 
competitive points named. Complainants have graphically 
shown the territory in which they could formerly sell on 
equal terms with these competitive points and also the 
relatively restricted territory in which they may now sell 
on such terms. In numerous exhibits they have shown the 
aggregate of charges to the Jackson and Meridian dealers 
as compared with the aggregate of charges to dealers at 
such competitive points, these being computed at the car- 
load rates to these respective points and the less-than- 
carload rates to the various points of consumption. Neces- 
sarily, with outbound rates from different points upon the 
same basis, a difference in the inbound rates to the dis- 
tributing point will be reflected in the aggregate of charges 
to the point of ultimate destination, and necessarily such 
a percentage of increase as has been made in the rates 
from St. Louis to Jackson and Meridian will materially 
affect the trade territory of these points. For this reason 
and because we may not measure the reasonableness of 
rates by the commercial necessities of the shipper it is 
unnecessary to go into detail regarding complainants’ evi- 
dence on this subject. 

The rates from St. Louis to many of the water competi- 
tive points mentioned have been considered in numerous 
of our decisions, including Fourth Section Violations in the 
Southeast, supra. Fourth section relief has been granted 
with respect to the rates to each of the competitive points 
referred to in the complaint except Slidell. This point, 
though not specifically considered in the case just referred 
to, has water competition through Lake Pontchartrain, and 
for many years has taken the New Orleans basis of rates 
from all points of origin here involved. As stated, com- 
plainants do not question the propriety of the rate basis 
to the low-rated points. It is admitted by their chief wit- 
ness that the Illinois Central and the Mobile & Ohio have 
necessarily made low rates to the water competitive points 
named, and if the existing rates to those points were can- 
celed by the east side lines it would not prevent dealers 
at such points from obtaining their grain and grain prod- 
ucts at the present rates by barge on the Mississippi River 
or by the west side lines. Under these circumstances it 
cannot be said that defendants’ rates to these points sub- 
ject Jackson and Meridian or complainants to undue preju- 
dice unless defendants’ rates to Jackson and Meridian are 
too high, and that matter we have considered. 


Complainants refer to an intrastate rate of the Gulf & 
Ship Island Railroad of 5 cents from Gulfport to Jackson 
in effect when the complaint was filed applicable to traffic 
destined beyond Jackson. They undertake to show at great 
length how the 5-cent rate referred to enables the Gulfport 
dealer to undersell the Jackson dealer even at points north 
of Jackson on the Illinois Central. This rate, however, 
when applicable in connection with a movement beyond 
Jackson, was only a factor in a combination rate made on 
Jackson, the Illinois Central separately publishing its local 
rates beyond Jackson. No complaint is made as to the 
local rates of the Illinois Central. The Gulf & Ship Island 
Railroad is not a defendant herein. Furthermore, it ap- 
pears that there has been no movement under these rates 
and that they are not now in effect. 

With respect generally to these complaints it may be 
said that while much evidence has been directed to the dis- 
parity between the rates assailed and the other rates re- 
ferred to, it is clear that the contention for a more favor- 
able relationship or adjustment is based upon the history 
of these rates and the prior adjustment. Complainants 
say that they “do not know what effect the relief asked 
would have on the rates to other points, ‘but whatever the 
effect may be is no concern to Jackson and Meridian or 
to the consuming public in these territories.” Defendants 
assert with much emphasis that the low rates formerly in 
effect to Jackson and Meridian were a constant source of 
complaint by other cities in this and contiguous territory, 
and refer to Monroe Progressive League vs. St. L. I. M. & 
S. Ry. Co., 15 I. C. C., 534 (The Traffic World, March 20, 
1909, p. 430), and Commercial Club of Hattiesburg vs. 
A. G. S. R. R. Co., supra, in which cases’ the cities of 
Monroe and Hattiesburg, respectively, also demanded lower 
rates because of their proximity to the Mississippi River, 
and that their rates from St. Louis be no higher than those 
to Jackson and Meridisn. They also refer to the pending 
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proceeding of Tuscaloosa Board of Trade vs. A. G. S. R. R. 


Co., Docket No. 8873, in which Tuscaloosa interests, show. ° 


ing that this point is only 119 miles northeast of Me: dian, 
have made similar demands. They also point to the petition 


* of shippers to the Mississippi commission in 1902 thet the 


rate of 7 cents previously referred to be established from 
Vicksburg to Hattiesburg, which was based in part upon 
the existence of the low rates from Vicksburg to Ja: kson, 
and to the annual reports of the Mississippi commission for 
the years 1905 and 1907, setting forth the order of tha: com- 
mission prescribing a 4.5-cent rate from Vicksburg i. Hat- 
tiesburg, which recites that “the Alabama & Vic ksburg 
Railway Company, under the control of the Queen & Cres. 
cent system, is now and has been for several years charg- 
ing and receiving a rate from Vicksburg to Jackson of 
2.5 cents on grain and grain products in carload lois, and 
for the haul Vicksburg to Meridian 3.5 cents on the same.” 
The enforcement of this order, it is stated, was enjoined 
by judicial proceedings. 

The basing-point system of rates, so generally employed 
by carriers.in the territory south of the Ohio and Potomac 
and east of the Mississippi rivers, under which rates to 
the basing points, generally commercial centers, were 
lower than to intermediate points on the same lines, was 
condemned by the fourth section of the original act. As 
this section, under the construction given it by the Su- 
preme Court of the United States, did not prove efficacious 
in correcting the evils sought to be corrected by it, the 
Congress, under the 1910 amendment, laid an absolute in- 
hibition upon a departure from the long-and-short-haul 
rule, subject only to the exception that this Commission 
might in special cases authorize a departure from this 
rule. The fourth section orders hereinbefore referred to 
were entered under the existing law. Necessarily, in an 
extensive readjustment of rates involving the application 
of principles materially different from those governing the 
former adjustment, some points will receive a more favor- 
able adjustment and other points a less favorable adjust- 
ment than theretofore existed. 

It is our conclusion, and we find, that the rates involved 
in each of these proceedings have not been shown to be 
unreasonable or unjustly discriminatory, and that they 
have been justified by the defendants. : 


We have referred to rates participated in by the Ala- 
bama & Vicksburg of 6 cents from Vicksburg to Mobile 
and to the rates formerly in effect of 7 cents, Vicksburg 
to Hattiesburg and Laurel. No allegations of discrimina- 
tion in the complaint are predicated upon these rates, 
except that it is stated that the rates are applicable over 
routes through Jackson, to which point the higher rate 
applies. The adjustments referred to were protected by 
Alabama & Vicksburg application No. 601, which, to the 
extent it is involved, was assigned for hearing with this 
complaint. The routes to Mobile are: 


(1) Alabama & Vicksburg through Jackson to Newton, 
Miss., thence New Orleans, Mobile & Chicago; (2) Ala- 
bama & Vicksburg through Jackson to Meridian, thence 
Mobile & Ohio. Laurel and Hattiesburg are on the New 
Orleans & Northeastern,.and the rates to these two points 
apply over the Alabama & Vicksburg through Jackson to 
Meridian and the New Orleans & Northeastern. Laurel is 
also on the New Orleans, Mobile & Chicago, and to this 
point the rate also applies via the line of this carrier and 
the Alabama & Vicksburg through Newton. 


The Alabama & Vicksburg’s explanation respecting the 
establishment of the rate to Mobile has been referred to. 
It is represented that relief has been granted under fourth 
section proceedings from Ohio and Mississippi river cross- 
ings to the Gulf ports, including Mobile, and while the 
route from Vicksburg to Mobile was not specifically con- 
sidered, similar routes involving similar conditions were 
specifically considered and relief granted, and that the cal- 
riers have construed relief as having been granted from 
Vicksburg to Mobile. It is sufficient to say that authority 
has not been granted this defendant to maintain lower 
rates from Vicksburg to Mobile than to Jackson and in- 
termediate points. Defendant has expressed a_ willing 
ness to cancel this rate if it be found discriminatory. We 
may make no order in this proceeding respecting tlie rate, 
except with reference to the fourth section application 
noted. However, in view of the relatively short haul to 
Jackson as compared with the haul from Vicksburg to 
Mobile, we are unable to find that this defendant has just 
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fied tho maintenance of a lower rate to Mobile on these 
commodities than to Jackson and other intermediate points. 
Its application for relief in this respect will be denied. 

As has been stated, the rates to Hattiesburg and Laurel 
are now 9 cents, and the Alabama & Vicksburg does not 
seek to defend lower rates to these points than to Jackson 
and intermediate points. It, however, desires to open a 
route through Jackson in connection with the Gulf & 
Ship Island to Hattiesburg and Laurel, there being no 
rates in effect via such route, and it desire to main- 
tain via that route rates that are lower than to intermedi- 
ate points on the Gulf & Ship Island Railroad. That mat- 
ter, however, is not before us upon this record. 

The complaints in both proceedings and the various in- 
tervening petitions will be dismissed and an appropriate 
fourth section order will be entered. 

(The fourth section order is No. 6608.) 


COAL AND COKE FROM NEW MEXICO 


In a report on I. & S. No. 892, Coal and Coke from New 
Mexico Points, written by Commissioner Clements, Opin- 
ion No. 4392, 43 I. GC. C., 681-6, the Commission has disal- 
lowed advances proposed by the A. T. & S. F. and the 
Colorado & Southern on coal and coke from mines in Col- 
orado and New Mexico to destinations in Texas, Okla- 
home and Louisiana, with a certain exception. That ex- 
ception consists of rates from the Colorado districts to 
points in Texas carried by the Colorado & Southern. 
Through error in publication that carrier did not obtain the 
benefit of increases allowed by the Commission in its re- 
port in 1915 Rate Advance Case, 35 I. C. C., 497-603. At 
the hearing, protestants asserted they had no objection to 
the increased rates in the suspended schedules made in 
compliance with the findings of the Commission in the 
advanced rate case. The rates to which no exception was 
taken are as follows: Increases of 5 cents to stations 
Enid to Renfrow, Okla., inclusive, on the Chicago, Rock 
Island & Pacific, and 10 cents to stations Niblock to Men- 
ard, Tex., inclusive, on the Fort Worth & Rio Grande; to 
stations Crisp to Kaufman, inclusive, on the Texas Mid- 
land, and on slack coal only to Andarko, Okla., on the C. R. 
I.& P. It was testified that these increases would put the 
rates in line with the advanced rates to related points or 
to points in the same general region permitted in the ad- 
vanced rate case. The supplements, except as to rates as 
to the points mentioned, must be canceled on or before 
May 28. 


AN EMBARGO QUESTION 


CASE NO. 9100 (43 I. C. C. 696-699) 
PRUDENTIAL OIL CORPORATION VS. MERCHANTS’ 
AND MINERS’ TRANSPORTATION COM- 

PANY ET AL. 

Submitted Feb. 15, 1917. Opinion No. 4386. 


1. A showing that there was no accumulation of a particular 
commodity which was embargoed by a carrier does not of 
itself justify a finding of undue prejudice and disadvantage 
to shippers of said commodity in a case where there was 
an excessive accumulation of other freight. Whether or not 
an embargo resulted in undue prejudice and disadvantage is 
determinable only upon consideration of all of the facts, 

, ,crcumstances and conditions in a particular case. 

“. An embargo on fuller’s earth by the Merchants’ and Miners’ 
Transportation Co, not shown to have been unduly preju- 
dicial. Complaint dismissed. 


CLEMENTS, Commissioner: 

The question presented for our determination in this 
case are whether or not an embargo declared by the Mer- 
chants’ and Miners’ Transportation Company on fuller’s 
earth from Jacksonville, Fla., and Savannah, Ga., to Balti- 
more, Md., during the period from March 24 to August 2, 
1916, subjected the complainant to undue prejudice and 
disadvantage; and, if so, whether or not the complainant is 
entitled to reparation. The complainant is a corporation 
engaged in the refining of petroleum products, its principal 
Office cing at New York, N. Y., and its refinery and ship- 
ping point at Wagner’s Point, near Baltimore, Md. In the 
proces. of refining it uses fuller’s earth, of which it derives 
its suvply from ‘Attapulgus, Ga., and Ellenton, Midway 
(Gads, en county), and Quincy, Fla. Its shipments are 
routed via the steamers of the Merchants’ and Miners’ 
Trans; rtation Company, hereinafter referred to as the 
Merchants and Miners, from either Jacksonville or Savan- 
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nah to Baltimore, and are switched from the steamship 
piers at Baltimore to Wagner’s Point. Joint through rates 
are published from points of origin to destination. 

The Merchants’ and Miners’ has been in existence since 
the fifties, and now operates six lines of steamers between 
various Atlantic ports, one of them running from Jackson- 
ville and Savannah to Baltimore and one from Jackson- 
ville and Savannah to Philadelphia, Pa. Prior to 1916 it 
had never imposed an embargo on any commodity. In 
the early part of that year the freight congestion affecting 
large areas of this country began to be felt by the boat 
lines, and the accumulation of rail traffic déstined to New 
England, especially to points on the lines of the New 
York, New Haven & Hartford Railroad Company, resulted 
in the diversion to the New England lines of the Mer- 
chants and Miners of an enormous tonnage. In spite of 
extra sailings that company’s facilities were overtaxed 
and from February 22 to March 13, 1916, it embargoed all 
freight northbound on its Providence line. 

About the same time the congestion, which had been 
added to by the disappearance of tramp steamers formerly 
engaged in the transportation of lumber, was also felt on 
its lines from Savannah and Jacksonville to Baltimore and 
Philadelphia. Early in February, 1916, 4,000,000 feet of 
lumber had accumulated at Jacksonville for shipment via 
the Merchants’ and Miners’ line to Baltimore, in addition 
to 4,500,000 feet destined to Philadelphia. By April 27 this 
accumulation had increased to approximately 13,000,000 
feet. Though lumber was the principal commodity, there 
was also a congestion of other freight at this port. There 
was, however, no accumulation of fuller’s earth at Jack- 
sonville, Savannah or Baltimore. 

The congestion at Savannah was not as severe as at 
Jacksonville, but as. the boats first take freight at Jack-. 
sonville and then go to Savannah, the congestion at the 
former port was necessarily felt at the latter and if the 
embargo had been imposed only at Jacksonville much of 
the traffic usually routed via that port would have been 
diverted to Savannah and the situation would not have 
been materially changed. 

The Clyde line, operating from Jacksonville, Fila., 
Charleston, S. C., and Wilmington, N. C., to New York 
and Boston, Mass., embargoed fuller’s earth from Decem- 
ber 25, 1915, to January 10, 1916, and from March 11 to 
April 1, 1916. The Ocean Steamship Company, which has 
lines from Savannah to New York and Boston, also em- 
bargoed this commodity from April 5 to August 31, 1916. 

On January 28, 1916, the Merchants’ and Miners’ em- 
bargoed scrap iron on its Philadelphia-Savannah-Jackson- 
ville line northbound, and on March 9 the embargo was ex- 
tended to include all northbound freight on this line except 
perishables. It was modified March 20 to permit the 
movement of all freight except clay, cotton waste, cotton 
factory sweepings, cotton linters, lumber, pig iron and 
scrap iron. Fuller’s earth was-added ‘to this March 24. 

The first embargo on the Baltimore-Savannah-Jackson- 
ville line was placed on scrap iron, northbound, effective 
February 23, 1916. Cotton linters were added to this 
March 8; cotton waste and cotton factory sweepings, 
March 16; clay and lumber of less than certain specified 
dimensions, March 23, and fuller’s earth, March 24. The 
effect of these embargoes was to bar practically all freight 
from connecting lines at Jacksonville except perishables. 
Pig iron does not move via Jacksonville and has not been 
embargoed from Savannah to Baltimore. 


On August 2, 1916, when the congestion was somewhat 
relieved, the embargo on fuller’s earth was modified to 
permit the shipment of one car per week to complainant 
and of four cars per week to a firm at Philadelphia. On 
August 21 the embargo on this commodity was completely 
lifted. 

As a result of the embargo complainant had to ship, at 
higher rates, via other rail-and-water routes or via all- 
rail routes, and the reparation it now seeks is this differ- 
ence in charges on shipments of fuller’s earth moving 
during the period of the embargo. 

The complainant does not raise any question as to the 
right of a carrier, under certain circumstances, to embargo 
all freight or any particular commodity which has accum- 
ulated in a substantial amount, and admits that the cir- 
cumstances in the present case justified an embargo. It 
contends, however, and asks us to find, that in a case 
where a carrier does not embargo all freight it is unduly 
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prejudicial to embargo a commodity of which there is no 
accumulation at its termini, 

The Merchants’ and Miners’ contends that the embargo 
of fuller’s was not unduly prejudicial, but was made neces- 
sary by the traffic situation at Jacksonville and Savannah. 
Its witness pointed out that it could neither foresee nor 
limit the amount of freight which was being forwarded by 
its connections, and testified that under the conditions 
existing in March, 1916, his company took into considera- 
tion the nature and probable tonnage of the various com- 
modities likely to be tendered for movement via its steam- 
ers, its facilities for handling such commodities, the proper 
loading of its boats, and the extent of the congestion at its 
ports. He denied that the low earnings on fuller’s earth 
had influenced his company in placing the embargo and in 
this connection called attention to the fact that scrap iron, 
linters, cotton waste and lumber were embargoed prior 
to March 24, although the earnings are greater on those 
commodities than on fuller’s earth, and that when the 
embargo was lifted on fuller’s earth it remained in effect 
on some of the commodities named. 

Complainant lays stress upon the fact that pig iron 
from Savannah to Baltimore was not embargoed. This 
commodity, as stated above, does not move via Jackson- 
ville, and the Merchants’ and Miners’ reasons for not em- 
bargoing it from Savannah were that its movement was 
not sufficiently large to cause embarrassment, and that 
owing to its great density it makes very desirable bottom 
ballast. The total movement of this commodity from 
Savannah to Baltimore from March 21 to October 1, 1916, 
was 1,300 tons. The revenue from pig iron is but little 
greater than from fuller’s earth. Fuller’s earth usually 
constitutes 30 per cent of the freight received by the 
Merchants’ and Miners’ from connecting lines at Jackson- 
ville and 20 per cent at Savannah, but so large a propor- 
tion of the company’s freight is local that this commodity 
amounts to only 8 per cent of its total tonnage from 
Jacksonville. From March 1, 1915, to March 24, 1916, the 
movement of fuller’s earth from Savannah and Jackson- 
ville to Baltimore aggregated more than 10,000 tons. 


The question whether or not an embargo unduly preju- 
diced those who desired to ship a particular commodity 
upon which it was in effect is one of fact, determinable 
only upon consideration of all of the facts, circumstances 
and conditions in a particular case, and a showing that 
there was no accumulation of that commodity at a car- 
rier’s termini does not of itself justify a finding of undue 
prejudice and disadvantage in a case where there was an 
excessive accumulation of other freight. Upon considera- 
tion of all the facts, circumstances and conditions in this 
case we are of opinion, and find, that the embargo on fuller’s 
earth is not shown to have subjected complainant to undue 
prejudice and disadvantage and that the complaint should 
be dismissed. It will be so ordered. 


RATES ON DAIRY PRODUCTS 


In denying increases in rates on dairy products pro- 
posed in I, and S. No. 880, Western Trunk Line Rate In- 
creases; I. and S. No. 887, Dressed Poultry for Export; 
I. and S. No. 934, Eggs to El Paso; I. and S. No. 969, Dairy 
Products to Montana, and formal docket No. 8952, Kansas 
Egg Shippers’ Association vs. A. T. & S. F. et al., Opinion 
No. 4387, 43 I. C. C., 700-23, Commissioner McChord, speak- 
ing for the Commission, said the carriers had not justified 
their proposal to eliminate all commodity rates on dairy 
products moving between points west of Chicago and Mis- 
sissippi River crossings, and applying the classification 
rating of third class. In their effort to justify, carriers 
pointed to the fact that with few exceptions the third-class 
basis applies in Western Trunk Line territory, east of the 
Missouri River; that the third-class basis was approved. on 
live poultry in “Rating on Live Poultry in Western Trunk 
Line Territory,” 32 I. C. C. 380; and that second-class 
any quantity rating applies generally throughout Official 
Classification territory. The railroads contended that third 
class is the proper rating on dairy products from a classi- 
fication standpoint. 

In an effort to come to an understanding with shippers 
“out of court” a meeting was held in October, 1916, all 
parties in interest, except the complainants in No. 8952. 
No agreement was reached, although the carriers since 
that meeting have restored the old concentrating arrange- 
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ment under which the average carload rate from the points 
of origin of the less than carload shipments was applied 
to final destination of the carload shipments, subject to 
certain restrictions and rules. One of the new rules is an 
increase from 5 to 7.5 cents in the concentration charge, 
The shippers consented to an increase in the minimum 
from 20,000 to 21,000 pounds. 

Commissioner McChord, in stating the conclusion of the 
Commission that the carriers had not justified the ad. 
vances, said the record is almost barren of evidence show- 
ing or tending to show that the nature, value, car loading, 
volume of movement, method of handling, insurance risk 
and other classification characteristics of dairy products, 
in carloads, are such that dairy products should be placed 
in the same category with other commodities now rated 
third and actually charged third-class rates. Among the 
articles in third class, which actually pay third-class rates, 
the report says, are books, advertising matter, glass lamp 
chimneys, toys and go-carts, coffins and petroleum in tank 
cars, the circumstances and conditions surrounding the 
movement of which, says the report, are so obviously dis- 
similar from those surrounding the movement of eggs that 
the comparisons are without probative force. Fresh meats 
and certain kinds of fruit are the only commodities now 
classified third as to which any showing was made in re- 
spect of the general circumstances and conditions sur-. 
rounding their movement. These commodities, the Com- 
mission observed, however, do not move on third-class 
rates, but on commodity rates lower than those now ap- 
plicable on dairy products. 

“In fact, every commodity produced in large quantities 
in the territory in question,” says the report, “moves to 
market in carloads on less than the Western Classification 
basis, and we know of no reason why an exception should 
be made against dairy products.” 


CLASSIFICATION LEGAL 


An order of dismissal has been entered in No. 7578, Rich- 
ard Mayer Company vs. Southern et al., Opinion No. 4390, 
43 I. C. C., 727-8, the Commission holding that the fifth- 
class rate of 63 cents per hundred pounds was legally ap- 
plicable on shipments from Worcester, Mass., to Athens 
and Sweet Water, Tenn., because they were found to have 
consisted of manufactured cotton, woolen and jute waste 
and subject to a higher rate than on the cheap wastes from 
which the mixed product was made. The shipper will have 
to pay an undercharge instead of obtaining the reparation 
for which he asked. 


CORE COMPOUND AND FOUNDRY 
FLOUR 


The Commission has dismissed No. 9001, Foundry Supply 
Manufacturers’ Assn. vs. Ann Arbor et al., I. and S. No. 
884, Core Compound and Foundry Flour in Official Classi- 
fication Territory, Opinion No. 4393, 43 I. C. C., 734-7. The 
decision is that the sixth-class rating on foundry facings 
between points in Central Freight Association territory 
had not been shown to have been or to be unreasonable. 
In the suspension case the Commission decided that the 
increases on core compound and foundry flour rates pro- 
posed in the tariffs suspended in I. and S. No. 884 had 
been justified. The order of suspension, therefore, will be 
vacated and set aside as of May 11. 


GRAIN FROM MISSOURI POINTS 


Advances on grain and grain products from points in 
southeastern Missouri on the St. Louis, Iron Mountain & 
Southern by way of Cairo, and Memphis to Jackson, Mer- 
idian, Natchez and Vicksburg, Miss., Baton Rouge, NeW 
Orleans, Port Chalmette and Slidell, La., will become ef 
fective in accordance with tariffs under investigation ™ 
I. and S. No. 890, Opinion No. 4394, 41 I. C. C., 737-40. The 
Commission decided in that case that the carriers had 
justified their proposal to cancel the rate of 22 cents to 
Jackson and Meridian and 14 cents to Natchez and Vicks 
burg, Baton Rouge, New Orleans, Port Chalmette and 
Slidell. After May 19 the rates will be made on com 
bination. 

The contest was between the Iron Mountain, which a& 
sumed the burden of proof, and grain men at Memphis, 
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who claimed that the closing of the routes via Memphis 
and Cairo on grain originating on the Iron Mountain in 
southeastern Missouri would shut them out of the Missis- 
sippi Valley territory and out of the export market on that 
southeastern territory, through New Orleans. The Iron 
Mountain desired to close the Memphis gateway because 
otherwise it will be short hauled. The Illinois Central 
jointed it in that move by closing the Cairo gateway, which, 
however, was little used. The short hauling now in effect 
is the result of a failure properly to limit the tariffs. The 
Commission said the routes that would be left open are 
not unreasonably long and therefore it could not order 
the establishment of the through routes and joint rates 
which the Iron Mountain and Illinois Central proposed to 
eliminate. Therefore, it said it could not prevent the 
cancellation, which will become effective on May 19. Com- 
missioner Hall dissented from the opinion, but did not state 
his reasons. 


DECISION AFFIRMED 


A reaffirmation of the original findings and order was 
made on rehearing in No. 6955, G. I. Moore vs. St. Louis & 
San Francisco et al., and portion of Fourth Section Ap- 
plication No. 3241, Opinion No. 4398, 43 I. C. C., 749-52. The 
case Was reopened on the application of the St. Louis 
Southwestern, which was not a party to the original pro- 
ceeding. In the original case the Commission found the 
rate on coal from southern Illinois to Hazel Spur, Mo., 
had not been shown to be unreasonable or otherwise in vio- 
lation of the law. The Commission denied the Fourth Sec- 
tion Application of the Chicago & Eastern Illinois to con- 
tinue rates on coal from those mines to Chaffee and Cape 
Girardeau, Mo., lower than the rates contemporaneously 
applicable to Illinois, Missouri and other intermediate 
points. That denial was reaffirmed on the rehearing. The 
effect of the original finding and order was to increase the 
rates to Chaffee and Cape Girardeau from 60 to 75 cents. 
The reopened proceeding has therefore been dismissed. 


PERE MARQUETTE AND C. H. & D. 


In the report in re Pere Marquette R. R. Co. and Cin- 
cinnati, Hamilton & Dayton Ry. Co., case No. 6833, opinion 
No. 4402, 44 I. C. C., 1-263, sent by the Commission to the 
House Committee on Interstate and Foreign Commerce 
April 20, the Commission reviewed all the transactions in 
the acquisition, so-called exploitation and reorganization 
of the properties mentioned, in which J. P. Morgan & 
Company, Hollins & Company, Eugene Zimmerman, the 
Baltimore & Ohio, and Erie figured as the financial back- 
ers of the various schemes. In conclusion the Commis- 
sion said: 

“The exploitation in 1903, 1904 and 1905 of the Pere 
Marquette and the C., H. & D. was not an incident of 
railroad construction. The properties had long been es- 
tablished. Whatever control or regulation of the issue of 
railroad securities was exercised by the states in which 
these roads operate was inadequate to prevent the ex- 
ploiting or to. forestall subsequent hasty and unwise re- 
organization. To the extent that these flotations ulti- 
mately lodged in the hands of innocent investors, whether 
here or abroad, the public was deeply wronged. Whatever 
control or regulation was had of the properties and opera- 
tions of the two roads was not sufficient to keep them in 
condition to satisfactorily serve the population dependent 
upon them. ‘The result has been the same with each, 
financial disaster to the carriers, serious loss to the hold- 
ers of their securities, deterioration of their physical prop- 
erties, and a marked impairment of ability to perform 
their functions as public servants. 

“Nothing disclosed in the record before us is to be more 
Tegretted than the readiness of great banking institutions 
i our financial centers to loan enormous sums of money 
upon exceedingly precarious security in- aid of such 
Schemes as have been devised in the wrecking of these rail- 
Toads. Not only this, but the high officers of such institu- 
tions, while acting ostensibly as directors of the railroads, 
have in fact been little more than tools and dummies for 
the promoters. The trustees of other people’s money 
Seem to have had little compunction about violations of 


their trusts for the benefit of the promoters, and at their 
demand, 
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“Can the like of what has befallen these two roads be 
made impossible hereafter? Perhaps not entirely, so long 
as financial circles continue complaisant toward financial 
exploitations which prove successful. But it will help if 
minority stockholders are more watchful of their inter- 
ests and if bondholders assert their rights before their 
security fades away for lack of upkeep, purposely neglected 
in order to pay interest and dividends unearned. It would, 
in our opinion, render such exploitation more difficult if 
the issuance and marketing of all securities of common 
carriers were subject to federal regulation. As to that 
we renew the recommendations repeatedly made to the 
Congress in our annual reports. We also point to the 
lesson, here again taught, that access to correspondence 
files is indispensable for a thorough and accurate under- 
standing of the motives and purposes which underlie the 
formal entries made in accounts and records. 

“Unwise management contributed to the downfall of 
these roads, but breach of trust by corporate officials, often 
for personal gain, was the main cause here, as in the 
records developed in other investigations. Consolidations 
and Combinations of Carriers, 12 I. C. C., 277; The New 
England Investigation, 27 I. C. C., 560; St. Louis & San 
Francisco Railroad Investigation, 29 I. C. C., 139; Finan- 
cial Investigation of N. Y., N. H. & H. R. R. Co., 31 I. C. 
C., 32; Financial Transactions C., R. I. & P. Ry. Co., 36 I. 
C. C., 48. That downfall, with its deplorable consequences, 
can be traced only to betrayal within, and not to com- 
pulsion from without. Neither rivalry, nor rate level, nor 
regulation, nor all combined, can be found on this record 
to have contributed in any appreciable degree to the 
disaster. 

“In discussion of transportation conditions during the 
last two years or more much has been made of the fact 
that over 40,000 miles of our railroads were under receiver- 
ship. A recent publication lists 69 railroads, among them 
the Pere Marquette and C., H. & D., as in the hands of 
receivers on Dec. 31, 1916. Their combined operations 
cover 34,559 miles. Over 40 per cent of that mileage is in 
systems which, as shown by our investigations, have suf- 
fered principally from financial misamanagement and ex- 
ploitation. Over 40 per cent more, of which a large part 
is located in Texas, is comprised in two southwestern 
systems. The remaining 5,800 miles are distributed among 
fifty-odd carriers in different parts of the country.” 


TAP LINE PRINCIPLE APPLIED 


CASE NO. 9146 (43 I. C. C., 581-587) 


McGOWAN-FOSHEE LUMBER COMPANY VS. FLORIDA, 
ALABAMA & GULF RAILROAD COMPANY ET AL. 
1. AND S. NO. 913 


FOREST PRODUCTS FROM FALCO, ALA. 


Submitted Jan. 15, 1917. Opinion No. 4367. 


Rates on yellow-pine lumber from Falco, Ala., on the Florida, 
Alabama & Gulf R. R., twenty-six miles from Galliver, 
Fla., its junction with the Louisville & Nashville R. R., to 
various destinations north of the Ohio River found un- 
reasonable and unduly prejudicial to the extent that since 
January 1, 1916, they have exceeded the rates from Galliver 
by more than 2 cents per 100 pounds, and for the future 
unduly prejudicial in so far as they exceed the rates con- 
temporaneously in effect from Galliver. Reparation awarded. 


CLARK, Commissioner: 

Falco, Ala., is the northern terminus of the Florida, Ala- 
bama & Gulf Railroad which extends southwardly to, and 
connects with, the Louisville & Nashville Railroad at 
Galliver, Fla., 26 miles from Falco. Joint through rates 
on yellow-pine lumber are published from Falco to Ohio 
River crossings and to points on the last-named line in Ken- 
tucky and Tennessee on the basis of an arbitrary of 3% 
cents per 100 pounds, which is also the local rate from 
Falco to Galliver, over the rates from Galliver, and to des- 
tinations north of the Ohio River, east of the Mississippi 
River and west of and including the so-called Buffalo- 
Pittsburgh zone, on the basis of an arbitrary of 2 cents 
per 100 pounds over the rates from Galliver. Joint through 
rates are not published from Falco to points in trunk line 
territory, through rates from Falco to that territory being 
constructed on the Galliver combination. 

The complaint in No. 9146, filed by a corporation engaged 
in the manufacture of yellow-pine lumber at Falco, attacks 
the through rates from that point to all the destinations 
above referred to as unjust, unreasonable and unjustly 


THE TRAFFIC WORLD 











920 THE TRAFFIC WORLD 






discriminatory, and asks for through rates in lieu thereof 
which shall not exceed those in effect from Galliver, and 
for reparation. By the schedules involved in Investiga- 
gation and Suspension Docket No. 913, which were pub- 
lished to become effective September 4, 1916, but sus- 
pended on protest of complainant herein to July 2, 1917, 
an increase from 2 cents to 3% cents per 100 pounds is 
proposed in the arbitrary added to the joint through rates 
from Galliver to points in Central Freight Association and 
Buffalo-Pittsburgh territories to make through rates from 
Falco. In other words, it is proposed to place the through 
rates from Falco to points in those territories on the Gal- 
liver combination, the basis now in effect to the other 
destination territories above referred to. The two cases 
were heard together and will be disposed of in one report. 

Complainant’s mill has a capacity of about 70 cars of 
lumber per month. The lumber is manufactured from 
timber standing between Falco and Galliver and brought to 
the mill at Falco by the Florida, Alabama & Gulf Railroad. 
Complainant purchased the mill and timber from the 
Florida & Alabama Land Company, which was then con- 
trolled by the same interests that owned the railroad. 
There is no connection, however, between complainant and 
the railroad. 

Of complainant’s output of lumber approximately one- 
half is shipped to points in the states of Alabama, Ken- 
tucky and Tennessee and in Central Freight Association, 
Buffalo-Pittsburgh, and trunk line territories. In these con- 
suming territories complainant comes into competition with 
other mills located in a large yellow-pine blanket terri- 
tory. Roughly described, this blanket comprises all points 
located on the so-called trunk lines and some short lines 
in the states of Louisiana, Mississippi, Alabama and Flor- 
ida, east of the Mississippi River, south of a line drawn 
from Vicksburg, Miss., through Jackson and Meridian, 
Miss., Thelma, Montgomery and Opelika, Ala., to the Chatta- 
hoochee River and west of the Chattahoochee River to the 
Gulf of Mexico, a lumber-producing territory extending ap- 
proximately 400 miles east and west and 150 miles north 
and south. The only trunk line traversing this territory 
that is a party to these proceedings is the Louisville & 
Nashville Railroad, and it was the competition of mills 
on that line that complainant particularly referred to at 
the hearing. 

Rates on lumber from all points on that line in the 
above-described territory are blanketed to Ohio River 
crossings and destinations in Kentucky and Tennessee 
and in Central Freight Association, Buffalo-Pittsburgh and 
trunk line territories. Complainant demands that the 
through rates from Falco to those destinations be made 
on the blanket basis; that is, the same basis as applies 
from Galliver and all mill points on the main line and 
branch lines of the Louisville & Nashville Railroad south 
of Montgomery. The delivered prices quoted by mills lo- 
cated at points which are accorded the blanket basis of 
rates must be met by complainant, with the result that 
complainant receives from 50 cents to $1 per 1,000 feet 
less for its lumber than its competitors receive for the 
same kind of lumber. 

The average distance from points on the Louisville & 
Nashville within the yellow-pine blanket south of Mont- 
gomery to Cincinnati, a representative Ohio River cross- 
ing, as shown by an exhibit filed by witness for the Louis- 
ville & Nashville in Southeastern Lumber, 42 I. C. C., 548 
(The Traffic World, January 20, 1917, p. 129), and referred 
to in this record, is approximately 762 miles. The largest 
production of yellow-pine lumber on this line is on the 
Alabama & Florida division, which extends from Georgiana, 
Ala., to Graceville, Fla. The next largest production is on 
the Pensacola & Atlantic division, which extends from 
Pensacola through Galliver to River Junction, Fla. It is 
estimated that the distance from Mobile to Cincinnati, 777 
miles, approximates the average weighted haul from the 
blanket territory to Cincinnati. While the distance from 
Falco to Cincinnati, 828 miles, is slightly greater than the 
average weighted distance from the Louisville & Nash- 
ville blanket points, it is well within the outside limits of 
the blanket. This is shown by the following table of dis- 
tances from all main-line and branch-line termini on the 
Louisville & Nashville within the blanket: 
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The Louisville & Nashville participates in the Jlanket 
basis of rates from points on the Gulf & Ship island: 
Mississippi Central, New Orleans Great Northern, New 
Orleans, Mobile & Chicago, Central of Georgia, Atlantic 
Coast Line, and Seaboard Air Line railroads. Complain. 
ant contends that so long as the Louisville & Nashville ap. 
plies that basis from points'on other lines it should apply 
the same basis from Falco by participating in like joint 
through rates with the Florida, Alabama & Gulf Railroad. 

As stated, it is proposed, by the schedules under susper, 
sion, to increase the joint through rates from Falco to 
points in Central Freight Association and Buffalo-Pitts. 
burgh territories 1% cents per 100 pounds. Prior to July 
10, 1916, the joint through rates from Falco to points on 
the Louisville & Nashville in Alabama, Kentucky and 
Tennessee north of Decatur, Ala., and Knoxville, Tenn, 
were constructed on basis of an arbitrary of 2 cents per 
100 pounds over the rates from Galliver. On that date 
this arbitrary was increased to 34% cents per 100 pounds. 
The through rates from Falco to points in trunk line ter. 
ritory have always been made on the Galliver combina- 
tion, and on January 1, 1916, the lecal rate from Falco 
to Galliver was increased from 2 cents to 3% cents per 100 
pounds. As all of the rates involved have been increased 
since January 1, 1910, or are proposed to be increased by 
the schedules under suspension, the burden of proof is on 
defendants to show that the present and proposed in- 
creased rates are just and reasonable. The burden is on 
complainant in so far as the rates in effect prior to Janu- 
ary 1, 1916, are concerned. 

The Florida, Alabama & Gulf Railroad is a common car. 
rier and has been operated as such since its construction. 
It is now in the hands of a receiver. For the past two 
years its gross earnings have been less than its operating 
expenses. It therefore takes the position that the increase 
from 2 cents to 3% cents per 100 pounds in the charge 
for its service from Falco to Galliver is just and reason- 
able and fully justified by its financial condition. But the 
local rate from Falco to Galliver, as such, is not in issue. 


Complainant concedes that a division of 3 cents per 100 


pounds, prescribed by us in The Tap Line Case, 31 I. C. 
C., 490, 492 (The Traffic World, July to December, 1914, 
p. 451), for distances of 30 miles and over 20 miles, is prob- 
ably necessary to the profitable operation of the Florida, 
Alabama & Gulf Railroad. The Louisville & Nashville ad- 
mits that the rate from Falco to Galliver is no more than 
is just and reasonable. In view of these facts the ques- 
tion as to what is a reasonable charge for the service per- 
formed by the Florida, Alabama & Gulf need not be con- 
sidered. Complainant contends that on lumber from Falco 
to the destinations involved herein the earnings of that 
line should come out of the through rates as a division 
for originating the tonnage. 

The only other defendant represented at the hearing was 
the Louisville & Nashville, and its evidence was addressed 
largely to the reasonableness, from its viewpoint, of the 
basis used in constructing the through rates from Falco. 
Joint through rates from Falco were first published 0 
June 7, 1915, at the solicitation of the Florida, Alabama & 
Gulf Raflroad and for the convenience of its patrons. The 
basis for the through rates published has always been the 
Galliver combination, except to points in Central Freight 
Association and Buffalo-Pittsburgh territories since Janv 
ary 1, 1916, and except to points in Alabama, Kentucky, 
and Tennessee north of Decatur and Knoxville and to Ohio 
and Mississippi river crossings during the period January 
1 to July 10, 1916, unintentional exceptions due to dela! 
in publishing the tariff providing for increases in ihe joint 
through rates corresponding to the increase made on that 
date in the Falco-Galliver rate, 


There are numerous so-called short lines traversing thé 
blanket territory and connecting with the Louisville 
Nashville, but points on none of them are accorded the 
blanket basis of rates. It is the general policy of tht 
Louisville & Nashville Railroad to make the rates fro 
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points on short lines like the Florida, Alabama & Gulf 
Railroad higher than the rates from the junction points. 
To construct through rates from points on such short 
lines, Other than the Florida, Alabama & Gulf, varying 
arbitraries are added to the blanket basis applicable from 
the junction points, but defendant’s witness was unable to 


‘state whether those arbitraries are the same as or lower 


than the local rates from the short-line points to the junc- 
tion points. From points on the Apalachicola Northern, 
Marianna & Blountstown, Atlanta & St. Andrews Bay, and 
the Birmingham, Columbus & St. Andrews Bay railroads, 
the Louisville & Nashville shrinks the blanket rate 1 cent 
per 100 ponuds on lumber traffic to points on its line south 
of Nashville and 2 cents to points north thereof. These 
four short roads connect with the Pensacola & Atlantic 
division of the Louisville & Nashville and run in a south- 
erly direction to Gulf ports‘or to points on navigable 
rivers which empty into the Gulf of Mexico. There is a 
large movement of lumber from points on these lines to 
Gulf ports for export, on which the Louisville & Nashville 
secures no haul. The object of shrinking the blanket basis 
from the junction points with these short lines is to en- 
courage the movement of that lumber to the interior. 
Approximately one-half of complainant’s lumber moves 
to Pensacola for export on which the Louisville & Nash- 
ville secures a rate of only 3% cents per 100 pounds, but 
so far it has taken no action similar to that taken with 
the four short lines above mentioned to encourage the 
movement of complainant’s lumber to the interior. 

In explanation of its participation in joint through rates 
on the blanket basis from points on the Gulf & Ship 
Island, New Orleans Great Northern, Mississippi Central, 


New Orleans, Mobile & Chicago, Central of Georgia, At-~ 


lantic Coast Line, and Seaboard Air Line railroads and 
not from Falco on the Florida, Alabama & Gulf, the Louis- 
ville & Nashville contends that the first-named lines are 
trunk lines and should be considered in a different cate- 
gory from the last-named lines. It contends that these so- 
called trunk lines have direct connection with one or more 
other trunk lines reaching the Ohio River, and that the 
Louisville & Nashville is therefore compelled by competi- 
tion to participate in the blanket basis. On this question, 
however, the record does not show as to all the originat- 
ing lines above named whether, in participating in the 
blanket basis from points thereon, the Louisville & Nash- 
ville is meeting the competition of other trunk lines, or 
the other trunk lines the competition of the Louisville & 
Nashville. 

The Louisville & Nashville also contends that complain- 
ant is at a natural disadvantage on account of its mill 
being at the end of a 26-mile branch line instead of on a 
trunk line, and that defendants should not be held re- 
sponsible therefor. But the Louisville & Nashville applies 
the blanket basis from points on its own branch lines, 
many of which are farther removed from the destinations 
in issue than is Falco, and its only witness admitted that 
if the Florida, Alabama & Gulf were part of the Louisville 
& Nashville the blanket basis would be applied from Falco. 

A blanket basis of rates on yellow-pine lumber also ap- 
plies from points west of the Mississippi River and south 
of the Arkansas River to the destinations herein involved. 
In southwestern producing territory, as in southeastern 
producing territory, distances and hauls over more than 
one line are largely disregarded. In Ladd & Co. vs. Gould 
Southwestern Ry. Co., 36 I. C. C., 179-183 (The Traffic 
World, Oct. 23, 1915, p. 846), we had before us the rates 
from a mill at Furth, Ark., which is located on the Gould 
Southwestern Railway, a short line connecting at Gould, 
Ark., with the St. Louis, Iron Mountain & Southern Rail- 
way. The through rates complained of from Furth to 
interstate destinations were made by adding an. arbitrary 
of 2 cents per 100 pounds to the blanket basis of rates in 
effect from Gould. We were asked to require the establish- 
ment of the blanket basis from Furth, and the defendants 
presenied practically the same arguments as have been 
advanced herein. In granting the prayer of the complaint 


we Said: 


* * * the territory in which the Gould -Southwestern is 
located is one in which blanket rates as a rule prevail. The 
carriers making effective such a blanket rate can not be heard 
to say ‘hat it is applicable in general, but not applicable from 
Points on a short-line common carrier, such as the Gould 
Southw-stern. If this territory is to be blanketed, and the 
blanke: rate is to be applied without discrimination, the Iron 
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Mountain must expect to apply the blanket rate from points 
on short-line common carriers connecting with the Iron 
Mountain. The Iron Mountain has chosen to adopt a blanket 
system of making rates in this region, and under such a system 
distance and hauls over more than one line are, of course, in a 
great measure disregarded. 


A similar situation was involved in Joint Rates with 
the Washington Western Railway, 41 I. C. C., 649-652 (The 
Traffic World, Dec. 16, 1916, p. 1237). The respondent 
carriers applied a group basis of rates on lumber from 
points on their proprietary branch lines and from points 
on thé lines of other common carriers, but denied the same 
basis of rates from points on the Washington Western 
Railway, a short-line common carrier connecting with the 
Northern Pacific Railway and the Great Northern Railway 
at Machias and Woodruff, Wash., respectively. Among 
other things we held: 


That respondents’ denial of joint through rates on lumber 
and lumber articles originating at points on the Washington 
Western Ry., while they maintain such rates from points on 
their proprietary branches, from points on the lines of other 
common carriers, and from points on the Columbia River in 
connection with boat lines, subjects the Washington Western 
Ry. company and shippers located on its line to undue preju- 
dice and disadvantage; and that this violation of the act should 
be corrected. 


Upon consideration of all the facts of record we find 
that the defendants have not justified the increased rates 
or the proposed increased rates on yellow-pine lumber from 
Falco to the destinations involved herein. We further 
find that the rates on yellow-pine lumber from Falco to 
the destinations in question are, and since Jan. 1, 1916, 
have been, unreasonable and unduly prejudicial to com- 
plainant to the extent that they exceed or have exceeded 
the rates from Galliver by more than 2 cents per 100 
pounds, and that for the future they will be unduly preju- 
dicial to complainant to the extent to which they exceed 
the blanket basis of rates from Galliver to the same des- 
tinations. / 

The record shows that complainant has sold most of its 
lumber on a delivered basis; that on all shipments so sold 
it paid and bore the freight charges; and that on the lum- 
ber sold f. 0. b. Falco it was compelled to accept a reduc- 
tion in price equivalent to the prevailing freight arbitrary 
applicable from Falco over Galliver. 

Defendants having failed to justify the increased rates 
in question, we find that complainant has been damaged 
on all shipments of lumber made by it from Falco to the 
destinations involved herein since Jan. 1, 1916, to the 
extent that the freight charges paid and borne by it thereon 
were in excess of freight charges computed on 2 cents per 
100 pounds over the rate contemporaneously applicable 
from Galliver to the same destinations. Complainant 
should prepare a statement of the shipments upon which 
reparation is due under our findings showing the details 
of the shipments in accordance with rule V of the Rules of 
Practice, which statement should be submitted to defend- 
ants for verification. Upon receipt of a statement so pre- 
pared and verified we shall consider the entry of an order 
awarding reparation. 

An appropriate order will be entered. 


' CONFERENCE ON SHIPPING 


The Traffic World Washington Bureau. 

Although such a plan has been proposed, railroad-owned 
and other coastwise shipping will not be put into the 
transatlantic trade in a wholesale way. That was the 
outcome of a conference April 23 between the National 
Council of Defense, the Shipping Board, coastwise steam- 
ship men and representatives of the British commission 
in Washington. 

A committee on shipping was appointed by the National 
Council to confer with the Shipping Board as to the best 
methods of increasing the tonnage available for shipments 
to the allies. The committee is to report through Chair- 
man Denman of the Shipping Board. It consists of 
Mr. Denman; P. A. Franklin, of the International Mer- 
cantile Marine; H. Raymond, of the Clyde and Mallory 
lines; Navigation Commissioner Chamberlain, of the Com- 
merce Department; D. T. Warden, manager of the foreign 
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shipping department of the Standard Oil Company; L. H. 
Shearman, vice-president of W. R. Grace & Co.; E. M. 
Bull, vice-president of A. H. Bull & Co.; and Frank C. 
Munson, president of the Munson ship lines. 

The Shipping Board pointed out that complete diver- 
sion of ships from the coastwise trade would close am- 
munition works and light companies that are furnishing 
light and heat for munition factories. Haste will be made 
slowly in taking ships out of coastwise trade. 


WILL TAKE NO ACTION 


The Trafic World Washington Bureau. 

The Shipping Board will take no action on the com- 
plaint of the Eastern Shore of Virginia Produce Exchange 
vs. Baltimore, Chesapeake & Atlantic Railway Company 
until after there has been a final decision by the Inter- 
state Commerce Commission as to whether the railway 
company may continue to operate the steamers it owns. 
The complaint was filed by John B. Daish and is No. 1 
on the Shipping Board’s docket so far as complaints against 
rates are concerned. 

A. E. Beck, special counsel for the Merchants’ and Manu- 
facturers’ Association of Baltimore, asked the Board not 
to take any action on this complaint at the present time, 
but hold it in abeyance until the Interstate Commerce 
Commission had decided whether the B. C. & A. should 
be allowed to continue in its ownership and operation of 
its day line steamers. In notifying Mr. Beck of-its inten- 
tion to refrain from action, the Shipping Board said: 
“Under section 5 of the Act to regulate commerce as 
amended, in cases where the extension of time is granted 
a railway company during which it may continue to 
operate its steamers, the company must file with the Com- 
mission the rates, classifications, etc., of the boat line and 
the latter becomes in all respects subject to the jurisdic- 
tion of the Interstate Commerce Commission. In view of 
this fact, the Board feels that it should not take any 
action in connection with the matter until the final de- 
cision of the Interstate Commerce Commission is an- 
nounced.” 


ADVANCES ON ORE 


The Trafic World Washington Bureau. 


Protests were made April 23 before the Suspension Board 
by blast furnace interests against the proposal of the rail- 
roads to increase by 15 cents a ton the rates on iron ore 
from Lake Erie ports. The protestants included ore con- 
sumers of the Mahoning and Shenango valleys of Ohio and 
Pennsylvania, respectively, and the Hanging Rock district 
of Ohio and Kentucky; Joseph E. Thropp, operating mer- 
chant furnaces at Earlston and Saxton, Pa., and the Colum- 
bus Iron & Steel Company Columbus, O. It was observed 
that neither the United States Steel Corporation nor inde- 
pendent furnace interests in the Pittsburgh district ap- 
peared to make protests against the proposed advance. 

Jean Paul Muller, for the Thropp furnaces at Saxton and 
Earlston, was the only one that definitely protested against 
the proposed rates on the ground that they would be un- 
just and unreasonable in and of themselves. The other 
protests were more or less based on the allegation that 
until the Commission makes a definite report on its general 
iron ore investigation no attempt would be made to advance 
the ore rates, because if the general outline ofthe tentative 
report in that general investigation is followed by the 
Commission in its final report, the protesting interests 
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will be at a greater disadvantage than they were when the 
investigation was begun. 

Richard Jones, Jr., and Henry Moore, for the Shenango 
& Mahoning Valley, based nearly all their protest on the 
fact that if the 15c advance is allowed, the discrimination 
against which they formerly filed their complaints after 
Wheeling and Pittsburgh received the same rate, will be 
continued. In addition, they assented, if the lines of the 
tentative report are followed, the discrimination, by reason 
of the narrowing of the differential between Pittsburgh ang 
the valleys, will be increased to the southern part of the 
valleys’ territory, of which Leetonia is representative, 

H. W. Forward, general freight agent of the Erie at 
Chicago, was the first witness for the railroads, and his 
testimony was typical of that offered on behalf of other car. 
riers concerned. He said that, even if the advances which 
the railroads have asked are granted, the resulting revenue 
will probably fall considerably short of covering the in. 
creased expenses that will be incurred in 1917. He quoted 
the figures prepared by the Pennsylvania officials, showing 
that the advanced rates will give that system an increase 
in revenue amounting to about $38,500,000 annually, while 
the increase in expenses will be about $42,500,000. 

The blast furnace interests, particularly I. P. Blanton, 
for the Ashland-Hanging Rock district, and Mr. Jones for 
the valleys, suggested that, in the particular of increased 
expenses the furnaces could a tale unfold equally as har- 
rowing as that read to the board by the railroad witnesses. 

At the afternoon session the railroads made it clear that 

it was part of the general advance movement and that the 
addition was to be made to whatever rates the Commis- 
sion shall finally prescribe in its definite report in the 
general ore rate investigation. Speaking for the railroads 
generally, T. H. Burgess said the railroads had deliberately 
ignored distance as a factor in rate-making so as to avoid 
a charge of creating discriminations through the destruc- 
tion of rate relationships. He said that that charge is 
always leveled at the carriers when they propose percent: 
age advances and he had to admit that there was such 
destruction. 
* Mr. Burgess said that the complaint of ore consumers 
in the Shenango and Mahoning valleys was considered by 
the Commission and ignored by it in its tentative report 
in the general ore investigation case. The complaint was 
that the valley furnaces, ever since Pittsburgh and Wheel- 
ing were given the same rate on iron ore, have been pay- 
ing relatively more than they paid before that decision. 
Inasmuch as the Commission ignored that complaint, Mr. 
Burgess contended, it would not be meet for the Suspen- 
sion Board to give any consideration whatever to that 
point. 

As to the complaint of the furnace men in the Ashland- 
Ironton district, Mr. Burgess said their contention that 
ore serves to prevent an empty return movement of cars 
used in the coal trade constituted a confession that iron 
ore moving to Columbus and the Ashland-Ironton districts 
do not now pay a fair share of the cost of transportation. 


NEW YORK CANAL TRAFFIC AGENT. 


To promote the use of the enlarged state canals, and 
for the purpose of developing the commerce of these 
canals, the position of canal traffic agent will be created 
in the New York State Department of Public Works. The 
State Civil Service Commission announces that an e&© 
amination will be. held May 5, 1917, in various cities 
throughout the state for those who wish to try for the 
position. . 
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The Advanced Rate Case 


Commission Sets F irst Hearing for May 7—Permission Granted to File Simple Supplemental 
Tariffs—The Informal Hearing of Shippers April 20 


The Traffic World Washington Bureau. 
The Commission has readjusted its calendar for May so 
as to give the week beginning Monday, May 7, to hear- 
ings on the advanced rate case. The hearings will be 
at the Raleigh Hotel, Washington, D. C. The carriers are 
expected to put in their case then. The hearings will be 
resumed May 23, and it has been suggested that a full 
presentation of the carriers’ side may be facilitated if 
cross-examination of their witnesses is deferred until this 
subsequent hearing. This will give the shippers addi- 
tional opportunity to prepare to cross-examine as well as 
to prepare their case in chief. 


The hearings will be continued until adequate oppor- 
tunity has been afforded for the presentation of such mat- 
ters as, in the opinion of the Commission, may aid it in 
determining whether or not it should suspend all or any 
of the supplements carrying the proposed increases or 
require modification thereof as a condition of their be- 
coming effective July 1, their proposed effective date. 

The tariff supplements will not be ready by May 7, but 
that will be no hindrance. The carriers hope to have them 
ready three or four days later. 


The official history of the 1917 advanced rate case, the 
popular name for which will probably be the Fifteen 
Per Cent case, was begun April 25, when the Commission 
issued its special permission No. 41750 amending its tariff- 
filing rules so as to make legal the so-called simplified 
supplements; Fourth Section Order No. 6632, authorizing 
the railroads which had theretofore obtained permission 
to continue or to establish violation of the long-and-short- 
haul part of the fourth section, to increase discrimination 
at intermediate points beyond the maxima set in out- 
standing orders; and an explanation, to the public, which it 
called a “statement by the Interstate Commerce Commis- 
sion in the matter of the proposed fifteen per cent increase 
in freight rates.” The special permission is as follows: 


Special Permission. 


Whereas, The rail carriers generally have filed applica- 
tions for such modification of the rules and regulations of 


- the Commission as will permit them, in an economical and 


expeditious manner, to file supplements to tariffs in sim- 
ple form which will present. for consideration proposed 
general increases in freight rates and charges, and 


It appearing, That the Commission’s rules and regula- 
tions, Tariff Circular 18-A, in subdivision (i) of Rule 4 re- 
quire an explicit statement of the rates, in cents or in dol- 
lars and cents, per 100 pounds, per barrel or other pack- 
age, per ton or per car, together with the name or designa- 
tion of the places from and to which they apply; in sub- 
division (e) of Rule 9 limit the number of, or the volume 
of effective supplements to any tariff; and in subdivision 
(a) of Rule 54 provide that rates filed must be allowed to 
80 into effect, and can not be changed for at least thirty 
days after the date when the rates have become effective: 

It is ordered, That, excepting terminal rates, charges and 
allowances or absorptions and rates and charges for de- 
murrage, weighing, switching, car service, transfer, diver- 
sion, reconsignment, refrigeration, icing, storage, elevation 
and other transit or special services; and excepting com- 
Modity rates for the transportation in carloads of bitum- 
nous coal and coke from producing fields in Pennsylvania, 
Maryland, West Virginia, Virginia, Kentucky, Tennessee 
and Ohio to points in Central Freight, Trunk Line and New 
England Freight Association territories; anthracite coal 
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from producing fields in Trunk Line territory, and iron ore 
between points in Official Classification territory; carriers 
be and they are hereby permited to file special supplements 
to freight tariffs, upon not less than fifty (50) days’ notice 
to the Commission and to the general public, proposing to 
increase, effective July 1, 1917, rates and charges which 
are in effect on said July 1, 1917, but not thereafter, pro- 
vided that where the increase is by a percentage the sup- 
plements shall be subject to the rule hereinafter provided 
for the disposition of fractions, and in the form hereinafter 
set forth. 


It is further ordered, That any such supplement may be 
designated as supplement to one or more tariffs, includ- 
ing tariffs of less than five (5) pages, and may be filed 
without regard to the number of or the volume of the 
effective suplements to the tariff thus supplemented: Pro- 
vided, first, That no such supplement shall consist of more 
than twelve (12) pages; 


Second, That such supplement shall be posted with each 
tariff to which it is a supplement; 

Third, That such supplement may not contain any mat- 
ter other than the provisions for increasing rates as herein 
recited. 


It is further ordered, That the increased rates so filed 
may supersede and take the place of rates which shall 
have been filed with the Commission on or before the 
date hereof, to become effective on or before July 1, 1917, 
even though such filed rates may not have remained in 
effect full thirty (30) days from the date when they become 
effective. 


It is further ordered, First, That carriers be and they 
are hereby authorized to cancel, upon thirty (30) days’ 
notice to the Commission and to the general public, rates 
which shall have been filed with the Commission, on or be- 
fore the date hereof, to become effective subsequent to 
June 1, 1917: Provided, That such rates shall not have 
become effective. 


Second, That no supplement herein authorized to be 
filed shall at any time be reissued. 


Third, That no subsequently filed supplement to a tariff 
may be made subject to the rules or rates contained in the 
supplement herein authorized to be filed; and that each 
subsequent supplement shall bear above the upper mar- 
ginal line of its title-page the following notice, in bold type, 
viz.: “Rates and charges named in this supplement are 
not subject to increases shown in Special Supplement 
effective July 1, 1917.” 


Fourth, That any rate or rates contained in any effective 
supplement which shall have been filed with the Commis- 
sion on or before the date hereof may be included in 
supplements issued subsequent to the filing of. the special 
supplement herein authorized to be filed; provided, that 
each such rate or rates shall be given a new effective date 
upon not less than thirty (30) days’ notice to the Com- 
mission and to the general public; provided, further, that 
such rate or rates as may be reissued from previous effect- 
ive supplements, if the application of the basis for increases 
be thereafter continued, shall be revised so as not to in- 
crease such rate or rates by more than is proposed in the 
special supplement hereby permitted to be filed, subject to 
the rule for disposition of fractions hereinafter set forth, 
and by specifically publishing the exact rate or charge in 
the manner required by sub-division (i) of Rule 4, Tariff 
Circular 18-A, 

It is further ordered, That in publishing a percentage in- 
crease in rates the following rule for the disposition of 
fractions shall be observed: Fractions of less than 4% or 
.25, to be omitted; fractions of 44 or .25, or greater, but less 
than % or .75, to be shown as one-half (14); fractions of 
% or .75, or greater, to be increased to the next whole fig- 
ure; and the supplements shall be in form as follows: 

Note.—Rates or fractions not shown in current tariffs may be 


omitted from the table of rates in the supplement form herein 
authorized. 


925 





(Title-page.) 
Special Supplement to I. C. C. Nos. 
shown herein. 
Special Supplement to Tariffs 


Issued by 
(Name of Carrier, Carriers, or Agent) 


Applying in connection with participating carriers shown 
in tariffs and supplements thereto enumerated herein. 


Increase in Rates. 


Rates named in tariffs and supplements thereto, listed 
on pages — to —, inclusive, are hereby increased to the 
rates shown in column B of rate table on pages — to —, 
inclusive. 

(See application of rates, page 2.) 


This supplement contains rates that are higher for 
shorter distances than for longer distances over the same 
route; such departure from the terms of the amended 
fourth section of the Act to regulate commerce is per- 
mitted by authority of Interstate Commerce Commission, 
Fourth Section Order No. 6632 of April 23, 1917. 

The form of this supplement is permitted by authority 
of Interstate Commerce Commission Special Permission 
No. 41750 of April 23, 1917. 





(Page 2.) 
Application of Rates. 


Effective July 1, 1917, all rates then in effect named 
in tariffs enumerated herein and in prior supplements 
thereto, as indicated, to each of which tariffs this is a 
supplement, are increased to the rates shown in column 
B in Table of Rates on pages — to —, inclusive, hereof. 

Exceptions. 
. This supplement does not increase— 

ist. Rates of one and eight hundredths (1.08) cents or 
less. 

2d, Charges for terminal or transit services or facili- 
ties, switching, weighing, demurrage, car service, transfer, 
diversion, reconsignment, refrigeration, icing, storage, ele- 
vation or other special services. 

RULES. 
Rates in Cents (Except Cents Per Car). 

1. Where rates named in tariffs or prior supplements 
thereto, as enumerated herein, in cents per hundred 
pounds, per package, per ton, per shipment or other unit 
(except rates in cents per car—see Rule 6) are included 
in the figures shown in Column A, the rates shown op- 
posite thereto in Column B will apply. 


Rates in Dollars Per Hundred Pounds. 

2. Where tariff or prior supplements thereto, as enum- 
erated herein, name rates in dollars, or dollars and cents, 
per hundred pounds, use the equivalent in cents per hun- 
dred pounds and apply figures shown in Column B op- 
posite figures shown in Column A. 


Rates in Dollars (Except Per Hundred Pounds, Per Ton 
or Per Car). 

3. Where tariff or prior supplements thereto, as enum- 
erated herein, name rates in dollars, or dollars and cents, 
per unit (other than per hundred pounds, per ton or per 
car) use the figures in Column A as expressing dollars and 
fractions thereof, and apply figures shown in Column B op- 
posite figures shown in Column A. 

Rates in Dollars Per Ton. 

4. Where tariff or prior supplements thereto, as enum- 
erated herein,.name rates in dollars, or dollars and cents, 
per net or gross ton, use the equivalent in cents per net 
or gross ton and apply rate in Column B opposite such 
figure. , 

Example: Where rate in tariff is $1.60, the equivalent is 
160 cents; 160 is included between 159.78 and 160.21 in 
Column A; the rate in Column B opposite thereto is 184 
cents, or $1.84, which is the rate to apply. 

Rates in Dollars Per Car. 

5. (a) Where tariff or prior supplements thereto, as 
enumerated herein, name rates in dollars, or dollars and 
cents, per car regardless of weight, use the figures in 
Column A as expressing dollars and cents, and apply 
figures shown in Column B opposite figures shown in Col- 
umn A. 
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Example: Where rate in tariff is $160.00 per car, the 
equivalent is 160; 160 is included between 159.78 and 
160.21 in Column A; the rate in Column B opposite there. 
to is 184, or $184.00 per car, which is the rate to apply 
per car regardless of weight. : 

(b) Where tariff or prior supplements thereto, a: eny- 
merated herein, name rates in dollars, or dollars and cents, 
per car of a specified weight and provide that excess weight 
will be charged for in proportion, first determine the per 
car charge by the method shown in rule 5 (a), and then 
determine the charge on the actual weight of the car by 
the following method: 

If the new rate of $184 applies per car of 20,000 pounds, 
the charge for a car of 26,000 pounds will be 26000/20000 of 
the rate for 20,000 pounds, thus $184 by 26/20 equals 
$239.20, which is the rate for a car of 26,000 pounds 


Rates in Cents per Car 


6. (a) Where tariff or prior supplements thereto, as 
enumerated herein, name rates in cents per car regard- 
less of weight, use the equivalent in dollars, or dollars and 
cents, taking the figures in Column A as expressing dollars 
and cents, and apply figures shown in Column B opposite 
figures shown in Column A. 

Example: Where rate in tariff is 5,000 cents per car, 
the equivalent is $50; 50 is included between 49.78 and 
50.21 in Column A; the rate in Column B opposite thereto 
is 57%, or $57.50 per car, which is the rate to apply. 

(b) Where tariff or prior supplements thereto, as enu- 
merated herein, name rates in cents per car of a specified 
weight and provide that excess weight will be charged 
for in proportion, first determine the per car charge by 
the method shown in rule 6 (a), and then determine the 
charge on the actual weight of the car by the following 
method: 

If the new rate of $57.50 applies per car of 20,000 pounds, 
the charge for a car of 26,000 pounds will be 26000/20000 
of the rate for 20,000 pounds, thus $57.50 by 26/20 equals 
$74.75, which is the charge for a car of 26,000 pounds. 

Rule for Arriving at Rates Higher Than Shown in Rate 

Table 

7. Where rates in tariff or prior supplements thereto, as 
enumerated herein, are higher than found in Column A, 
such rates will be increased — per cent, observing the fol- 
lowing rule for the disposition of fractions, in obtaining the 
increased rates: 

Fractions of less than 4, or .25, omit. 

Fractions of 4%, or .25 or greater, but less than %, or 
.75, state as one-half (14). 

Fractions of 3%, or .75 or greater, increase to the next 
whole figure. 





(Page 3.) 
TABLE OF RATES. 
[For application see Page 2.] 


A. B. A. B A. B. 
But But But 
not not not 
Over. over. Over. over. Over. over. 


1.08 1.52 12 57.60 58.04 66/2 114.13 114.56 131%, 
2 67 114.56 114.99 132 


152 1.95 58.04 58.47 

1.95 2.39 2 58.47 58.91 67/2 114.99 115.43 132% 
2.39 2.82 3 58.91 59.34 68 115.43 115.86 138 
2.82 3.26 3% .59.34 59.78 682 115.86 116.30 1332 
3.26 3.69 4 59.78 60.21 69 116.30 116.73 134 


(Page 4.) 
(Lists of tariffs supplemented to be shown here and on 
following pages.) 





It is therefore ordered, That the provisions of Tariff Cir 
cular 18-A, in Rules 4 (i), 9 (e) and 54 (a) be and they are 
hereby temporarily waived in the particulars hereinbefore 
set forth, but not otherwise, as to special supplements 
filed under authority hereof. Such supplements may col: 
tain proposed changes in rates or charges that are held 
by outstanding orders of the Commission, but appropriate 
modification of such orders must be secured in each casé 
before such changes become effective. 

The Commission does not hereby approve any rates 0 
charges that may be filed under this authority, all such 
rates or charges being subject to protest, suspension, com 
plaint, investigation and correction if in conflict with any 
provisions of the act. 


Fourth Section Order. 


The fourth section order is as follows: 
It appearing, That under schedules to be filed by te 
carriers proposing general increases in the present inter 
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state rates for the transportation of freight, rates author-_ 


ized by appropriate orders of this Commission or covered 
py applications filed under the amended fourth section 
and still pending, which are now higher for shorter than 
for Jonger distances, will be generally increased in the 
same proportion as the rates for longer distances; 

It further appearing, That in some instances the actual 
amounts of said increases in the rates for shorter dis- 
tances will be greater than the amounts of the increases 
in the rates for longer distances, thereby widening the 
disparity between the said rates for shorter and for longer 
distances and increasing the discrimination under the 
fourth section; 

It further appearing, That certain fourth section viola- 
tions may be created by reason of the application of the 
rule for the disposition of fractions permitted under 
Special Permission No. 41750; 

And it further appearing, That additional relief from 
the fourth section of the act to regulate commerce is 
necessary in order that carriers may file schedules pro- 
posing increases in rates for shorter as well as for longer 
distances, thereby presenting the entire situation in suit- 
able form for appropriate investigation and consideration 
by this Commission: 

It is ordered, That in those instances in which carriers 
engaged in the movement of interstate traffic now maintain 
higher rates for shorter than for longer distances over the 
same line or route in the same direction, the shorter be- 
ing included within the longer distance, and such rates 
are authorized by orders of this Commission or are cov- 
ered by appropriate applications for relief from the pro- 
visions of the fourth section of the act, filed with the 
Commission on or before February 17, 1911, carriers may 
file, in the manner and form authorized by order of the 
Commission, Special Permission No. 41750, schedules pro- 
posing increases in the rates, even though discrimination 
under the fourth section may thereby be increased. 


And it is further ordered, That carriers may file such 
schedules even though fourth section violations may be 
created by the application of the rule for the disposition of 
fractions. 

The Commission does not hereby approve any*rates that 
may be filed under this authority, all such rates being sub- 
ject to protest, suspension, complaint, investigation and 
correction if in conflict with any provision of the act. 


Statement of Commission. 

In its statement the Commission said: 

“Following requests by the carriers throughout the coun- 
try to be permitted to file supplements to existing rate 
schedules, proposing general increases in rates of 15 per 
cent, except as to a few specified commodities, the Com- 
mission has recently heard in conference large numbers 


of representatives of the carriers and shippers respecting . 


the matter. The purpose of these requests is to avoid the 
expense and delay incident to the full and detailed prepara- 
tion and republication of all of the existing tariff sched- 
ules, substituting in detail the proposed increased rates 
for those now in effect. 

“The Commission deems it to be in the public interest 
that the question of the propriety and reasonableness of 
these proposed increases should be reached, considered and 
disposed of as promptly as may be feasible and practicable, 
consistent with the ends of justice. Therefore, acting 
under the discretion with which it is vested by section 6 
of the Act to regulate commerce, the Commission has is- 
Sued the permissive orders announced today authorizing 
the filing of rate supplements as therein stated. 

“In view of erroneous reports that have been published, 
it seems proper to state that the Commission has reached 
no determination, and therefore expresses no views or 
opinion, upon the question of the reasonableness or pro- 
pricty of such proposed increases, which, as indicated in 
the orders referred to, will be subject to protest, suspen- 
Siou, complaint, investigation and correction if in conflict 
with any provision of the act. Reasonable opportunity 
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will be afforded for the presentation and consideration of 
protests.” 
Statement by Rea. 

Speaking for the eastern carriers, Samuel Rea, president 
of the Pennsylvania Railroad, April 25, made the following 
statement: 

“The Interstate Commerce Commission has to-day issued 
the special permissive orders requested in petitions here- 
tofore filed by the carriers, allowing them to file supple- 
ments proposing an increase in freight rates of 15 per cent 
except on certain specified commodities. The proposed 
effective date of the new rates is to be July 1 and they 
must be filed with the Commission at least 50 days in 
advance of that time, or by May 11. This will give at 
least 50 days in which the Commission may carry-out its 
expressed purpose of hearing and considering any protests 
against the advance before the effective date and the car- 
riers earnestly “hope that in view of the emergency that 
exists the Commission will find it possible to decide the 
case within that period without the necessity for a sus- 
pension to a later date. 

“The railroads have never asked that the case be de- 
cided without a full hearing. They believe that the fullest 
investigation by the Commission will demonstrate the 
necessity of increasing their revenues if the railroads are 
to be placed in a condition to serve the country properly 
in view of the great task imposed upon them as a result 
of the war. They feel, however, that the Commission has 
a full knowledge of the situation and should be able to 
ascertain all the facts which should influence its decision 
between now and July 1. ’ 

“The bulletin issued today by the Interstate Commerce 
Commission of the earnings and expenses of the railroads 
for the month of February reveals clearly the decreasing 
tendency of railway net earnings, which has been apparent 
for many months and which has not yet had its full effect. 
For the’month of February, while gross earnings were still 
increasing, expenses were increasing so much faster that 
they consumed 78.37 per cent of the railway earnings in 
that month as compared with 70.19 per cent in the corre- 
sponding month of the previous year. This is in spite of 
the fact that the February figures do not in many cases 
yet include the increased prices of fuel, which are being 
superimposed on enormous increases in all kinds of ma- 
terials and supplies, and the increased wages brought about 
directly and indirectly by the Adamson law. The rail- 
roads are not asking higher rates for the purpose of in- 
creasing their profits, but to measurably offset known in- 
creased expenses at a time when the demands to be im- 
posed upon them require that they shall have the ability 
to properly perform their duties to the country. 

“The railroads are gratified that the Commission has 
shown its appreciation of the importance of presenting the 
question for consideration in this manner, thereby avoid- 
ing the great expense and delay incident to the publication 
of complete tariffs.” 

Committees of traffic officers of the eastern, southern and 
western roads held conferences on April 25 to consider 
the necessary action in view of the Commission’s order, 
in order to promulgate the necessary instructions to the 
various lines for the prompt filing of the tariff supple- 
ments. They also arranged for the filing of additional 
petitions to the Commission covering some rates involved 
in unexpired outstanding orders of the Commission. 

The amendment to the rule and the grant of fourth sec- 
tion permission to increase discriminations at interme- 
diate points by the advance in rates beyond the maxima 
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fixed by outstanding fourth section orders, places the 1917 
advanced rate case formally on its feet. 


Issues Defined. 


Now the Commission knows what the railroads propose. 
Up to the time it changed its tariff-filing rule and granted 
the fourth section permission it had only unofficial in- 
formation as to what the railroads propose to do to meet 
what they call an emergency. The emergency consists 
of a positive advance in wages decreed by Congress by 
means. of the Adamson law, which will force the expendi- 
ture of a sum variously estimated from $20,000,000 to 
$60,000,000; expenditures for advances in salaries of em- 
ployes other than those embraced within the membership 
of the four brotherhoods, and the increasing cost of sup- 
plies, materials, equipment and fuel. 

The Pennsylvania, in an estimate given to the Suspen- 
sion Board on April 23, says it will have an increase in 
expenses on its system during the current year approxi- 
mating $42,500,000. It estimates that if it gets the fifteen 
per cent advance on everything other than coal, coke 
and iron ore, and from five to fifteen cents on such com- 
modities its operating revenues will be increased by about 
$38,500,000. 

In other words, the increase in wages under the Adam- 
son law and the war directly will cause it to make at 
least $4,000,000 less than it made in 1916, which, accord- 
ing to the declarations of the shippers at the hearing 
April 20, was the most prosperous in its history. 

While the change in the rules enables the carriers to 
file inexpensive supplements, it does not mean the Com- 
missioners have made up their minds the carriers are en- 
titled to the advances. It means nothing, in and of itself, 
other than that the Commission is convinced it should 
afford a method for bringing the question as to whether 
the railroads are entitled to more money before it by 
a less expensive method than they had to pursue when 
they asked for the five per cent advance. 

However, this change in the rules and the permission 
to increase discriminations at points where fourth section 
relief has hitherto been granted, joined with the general 
impression that has existed for more than a month that 
the carriers would be allowed to advance rates, has cre- 
ated the inference that the Commissioners have been 
convinced the carriers should be allowed to recoup them- 
selves, to some extent at least, for the war and organized 
labor expenses which they know they will have to bear 
during the rest of the year. 

But, technically, the only thing that was decided when 
the Commission changed its tariff-filing rule and granted 
permission to increase the long-and-short-haul discrimi- 
nations, is that the Commission will allow the railroads 
to ask for more money without requiring them to file 
supplements made up in accordance with the rules that 
have been in effect for years. 

These changes in the rules and in the fourth section 
orders do not go to the merit of the demand for more 
money. The burden is still on the railroads to show that 
the rates they propose will not be unreasonable. 

In theory it is not enough for them to prove they need 
more money. Such a rule would leave the Commission 
a useless body, the functions of which could be discharged 
by a few clerks armed with rubber stamps. At least that 
is the view held by men who have been fighting cases 
before the Commission for years and years. 

They must prove that business can be done under the 
rates proposed; that they will not put shippers out of 
business, because the theory of the law, as understood 
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by shippers, is that railroads were created for shippers 
and not shippers for the railroads, and that the first 
business of a common carrier is to serve the public and 
second, to make money for the owners of the enterprise, 
if that can be done under reasonable rates. If it cannot, 
then the owners of the enterprise must suffer and have 
their affairs “readjusted by means of judicial disposal of 
their property to someone who can perform the desired 
services, and live under reasonable rates.” 

The supplement, change in rules, and fourth section 
order are not exactly as they were put out on April 19, 
when the Commission submitted tentative drafts of the 
new tariff-filing rule, fourth section order, and supple- 
ment, so as to afford a basis for the discussion the next 
day, when so many shippers persisted in a discussion 
of the merits of the proposition, notwithstanding the de- 
sire of the Commission tq confine the discussion to ques- 
tions of form and method of procedure. The changes, 
however, were made with a view to clarifying the whole 
matter and presenting the question in the way indicated 
by the carriers in their various conferences with the Com- 
mission from March 22 and onward. 


Tentative Fourth Section Order. 


To afford a foundation for the talk at the April 20 
hearing of shippers in the advanced rate case, the Com- 
mission, as stated in The Traffic World of April 21, put 
out copies of a tentative amendment to its tariff-filing 
rules, a tentative fourth section order to take care of 
the increased discriminations that would be caused by a 
fifteen per cent advance in rates that already violate the 
long-and-short-haul rule of the fourth section, and a sam- 
ple of the supplement the carriers had finally decided 
to offer, if the Commission would amend its filing rules. 

The revised sample contained the one-quarter and three 
quarters rule for disposing of fractions, and two notations. 
The first said that no increase would be made in rates 
that are less than 1.08 cents per 100 pounds, because, un- 
der the fraction rule, adding fifteen per cent to such a 
rate would not increase it without disregard of the frac- 
tion rule. The other notation was that the increase would 
not apply to demurrage, reconsignment, transit, refrigera- 
tion and other special or accessorial services. 


In and of themselves the tentative orders and supple- 
ment amounted to nothing, because they went merely to 
the question as to how the advance shall be made in the 
event that the Commission, on consideration of the merits 
of the case, decides it should be allowed. The tentative 
fourth section order was as follows: 


It appearing, That under schedules which carriers pro- 
pose to file with this Commission providing generally for a 12 
per cent increase in the present interstate rates for the trans~ 
portation of freight, rates authorized by appropriate orders of 
this Commission or covered by applications filed under the 
amended fourth section and still pending, which are now higher 
for shorter than for longer distances, will be increased in the 
same proportion as the rates for longer distances; ae 

It further appearing, That the actual amounts of said in- 
creases in the rates for shorter distances will be greater than 
the amounts of the increases in the rates for longer distances, 
thereby widening the disparity between the said _ rates for 
shorter and for longer distances and increasing the discrimina- 
tion under the fourth section; 

And it further appearing, That additional relief from the 
fourth section of the Act to regulate commerce is necesSary In 
order that carriers may file schedules proposing a_ uniform 
increase of 15 per cent in rates for shorter_as well as for 
longer distances, thereby presenting the entire situation in 
suitable form for appropriate investigation and consideration 
by this Commission; therefore, 

It is ordered, That in those instances where carriers engaged 
in interstate traffic now maintain higher rates for shorter than 
for longer distances over the same line or route in the same 
direction, the shorter being included within the longer dis- 
tance, and such rates are authorized by orders of this Commis-~ 
sion or are covered by appropriate applications for relief from 
the provisions of the fourth section of the act, filed with the 
Commission on or before Feb. 17, 1911, carriers may file, in the 
manner and form authorized by separate order of the Commis- 
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sion, schedules providing for a uniform increase in the said 
rates even though discriminations under the fourth section 
may thereby be increased. 

The Commission does not hereby approve any rates that may 
be filed under this authority, all such rates being subject to 
protest,. suspension, complaint, investigation and correction if 
in conflict with any provision of the act. 


Tariff Filing Rule. 


The tentative draft of the tariff-filing rule proposed by 
the carriers was as follows: 


It appearing, That the Commission’s rules and regulations, 
Tariff Circular 18A, in subdivision (i) of Rule 4 require an ex- 
plicit statement of the rates, in cents or in, dollars and cents, 
per 100 pounds, per barrel or other package, per ton or per Car, 
together with the name or designation of the places from and 
to which they apply; in subdivision (e) of Rule 9 limit the 
number of, or the volume of effective supplements to any 
tariff; and in subdivision (a) of Rule 54 provide that rates 
filed must be allowed to go into effect, and cannot be changed 
for at least thirty days after the date when the rates have 
become effective; 

For good cause shown, 


It is ordered, That, excepting terminal rates, charges and 
allowances, or absorptions, and rates and charges for demur- 
rage, weighing, switching, car service, transfer, diversion, re- 
consignment, refrigeration, icing, storage, elevation and other 
transit or special services; and excepting commodity rates for 
the transportation in carloads of bituminous coal and coke, 
from producing fields in Pennsylvania, Maryland, West Vir- 
ginia, Virginia, Kentucky, Tennessee and Ohio to points in 
Central Freight, Trunk Line and New England Freight Associa- 
tion territories; iron ore between points in Official Classifica- 
tion territory; coal and coke to, from and between points in 
the territory south of the Ohio and Potomac rivers and east of 
the Mississippi River; carriers be and they are hereby per- 
mitted to file supplements to freight tariffs.upon not less than 
thirty (30) days’ notice to the Commission and to the general 
public, increasing, effective June 1, 1917, all or any other rates 
and charges which are in effect on said June 1, 1917, but not 
thereafter, to the extent of fifteen (15) per cent, subject to the 
rule hereinafter provided for the disposition of fractions, and 
in the form hereinafter set forth. 


It is further ordered, That any such supplement may be 
designated as supplement to one or more tariffs, and may be 
filed without regard to the number of or the volume of the 
effective supplements to the tariff thus supplemented; Provided, 
that no such supplement shall consist of more than twelve 
(12) pages, 

It is further ordered, That the increased rates so filed may 
supersede and take the place of rates which shall have been 
filed with the Commission on or before the date hereof, to be- 
come effective on or before June 1, 1917, even though such filed 
rates may not have remained in effect full thirty (30) days 
from the date when the rates became effective. 

It is further ordered, First, That carriers be and they are 
hereby authorized to cancel, upon thirty days’ notice to the 
Commission and to the general public, rates which shall have 
been filed with the Commission, on or before the date hereof, 
to become effective subsequent to June 1, 1917; Providd, That 
such rates shall not have become effective. Second, That the 
supplement herein authorized to be filed shall not at any time 
be reissued. Third, That no subsequently filed supplement to a 
tariff may be made subject to the rules or rates contained in 
the supplement herein authorized to be filed; and that each 
such subsequent supplement shall bear above. the upper mar- 
ginal line of its title-page the following notice, in bold type, 
viz.: “Rates and charges named in this supplement are not 
subject to increases shown in Supplement ——.’’ Fourth, That 
any rate or rates contained in any effective supplement which 
shall have been filed with the Commission on or before the date 
hereof, may be included’ in supplements issued subsequent to 
the filing of the supplements herein authorized to be filed; 
Provided, That each such rate or rates shall be given a new 
effective date upon not less than thirty (30) days’ notice to 
the Commission and to the general public; Provided, further, 
That such rate or rates as may be reissued from previous 
effective supplements, if the application of the basis for in- 
creases be thereafter continued, shall be revised so as not to 
increase such rate or rates by more than fifteen (15) per cent, 
subject to the rule for disposition of fractions hereinafter set 
forth, and by specifically publishing the exact rate or charge 
Pang manner required by subdivision (i) of Rule 4, Tariff Cir- 
cular 18A, 


It is further ordered, That in publishing a percentage increase 
in rates the following rule for the disposition of fractions shall 
be observed: Fractions of less than % or .25,. to be omitted. 
Fractions of % or .25, or greater, but less than % or .75, to be 
shown as one-half (44). Fractions of % or .75, or greater to be 
increased to the next whole figure. 

It is further ordered, That the arrangement and substance of 
the supplements to freight tariffs hereinbefore authorized to be 
filed, shall be in form as follows: 

(Here will be inserted the form as approved). 

Note. Rates or fractions not shown in current tariffs may be 
—— om the table of rates in the supplement form herein 
authorized. 


It is therefore ordered, That the provisions of Tariff Circu- 
lar 18A, in Rules 4(i), 9(e) and 54(a) be and they are hereby 
temporarily waived in the particulars hereinbefore set forth, 
_ i otherwise, as to supplements filed under authority 

eof. 

The Commission does not hereby approve any rates that 
May be filed under this authority, all such rates being subject 
t rotest, suspension, complaint, investigation and correction 

conflict with any provisions of the act, 
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Hearing on April 20. 


In name only was the hearing confined to consideration 
of the methods and form of procedure to be used in get- 
ting the proposal of the railroads formally before the 
Commission. The hearing room was filled with shippers. 
No big railroad men were present to justify the proposed 
scheme of adding fifteen per cent to all rates except those 
on coal, coke and iron ore. 


Nearly every speaker discussed the merits more or less. 
Clifford Thorne, representing coal operators, took the flat- 
footed position that there is no more emergency now than 
there was in 1910 or in 1913 and 1914, when the railroad 
presidents swore that there were emergencies which, if 
not met in the way proposed by them, would result in the 
destruction of railroad credit. 


Just before the hearing was begun the Commission put 
out its report on the physical and financial condition of 
the Pere Marquette and the Cincinnati, Hamilton & Day- 
ton railroad companies. The report was made in answer 
to a request from the House committee on interstate and 
foreign commerce. The gist of the report was that those 
railroads were wrecked by financial mismanagement and 
exploitation by. officers who committed breaches of trust. 


“Nothing disclosed in the record before us, is to be 
more regretted than the readiness of great banking insti- 
tutions in our financial centers to loan enormous sums 
of money upon exceedingly precarious security in aid of 
such schemes as has been devised in the wrecking of 
these railroads,” says the report. “Not only this, but the 
high officers of such institutions, while acting ostensibly 
as directors of the railroads, have in fact been little more 
than tools and dummies for the promoters. The trustees 
of other peoples’ money seem to have had little compunc- 
tion about violations of their trust for the benefit of the - 
promoters and at their demand. Unwise management 
contributed to the downfall of these roads, but breach of 
trust by corporate officials often for personal gain was 
the main cause here as in the records developed in other 
investigations. That downfall, with its deplorable conse- 
quences, can be traced only to betrayal within and not 
to compulsion from without. Neither rivalry nor rate 
level nor regulation, nor all combined, can be found on 
this record to have contributed to any appreciable degree 
to the disaster.” 


Whether the giving out of the report on the day of the 
hearing had any connection with the application of the 
roads for more revenue or not can only be conjectured. 
The report is dated March 13, but the promulgation was 
on April 20. 


The hearing developed practically no objection to the 
form of supplement proposed by the carriers, or to the 
change in the tariff-filing rule that would make the per- 
centage supplements legal. The objections were largely 
to the breaking of relationships which will follow if per- 
centage increases in existing rates are permitted to be- 
come effective. Thorne was the only man at the morning 
session who flatly denied the existence of an emergency. 
Shippers may have had doubts as to whether there is or 
is not an emergency, but they all went on record as say- 
ing that if the carriers need more revenue it should be 
provided for them in the most expeditious manner. Joseph 
Beke, representing St. Paul interests, went on record as 
of the opinion that the carriers do need revenue and that 
it should be given to them without delay. The idea of his 
people is that the burden that will be caused by the ad- 
vanced rates will be less onerous than that which St. Paul 
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has been bearing during the last nine months by reason of 
insufficient facilities. 

W. H. Chandler of the Boston Chamber of Commerce 
said some of the burden of providing increased revenues 
should be placed on passengers. 

A. J. T. Moore, for the Southern Yellow Pine Associa- 
tion; R. L. Welsh, for the Western Petroleum Refiners, 
and BE. R. Wells, for the Southern Produce Association, said 
the railroads, in their proposal, promised to spend some 
of the money they hope to acquire by this increase in rates 
in providing terminals. They agreed that that is what the 
railroads need, but they suggested that the Commission 
should provide some way for seeing to it that they do 
provide terminals where they are most needed. 


H. C. Barlow, for the Chicago Association of Commerce, 
made a suggestion that seemed to meet with general ap- 
proval. It was that all hearings on the subject should be 
held in Washington without suspension of the tariffs. He 
proposed that the hearings be divided into three sections, 
a commissioner presiding at each, and having the assist- 
ance of an attorney-examiner and an examiner. 

Cc. B. Heineman, for the National Livestock Exchange, 
agreed that the hearings should be held in Washington, but 
objected to division into sections. 

The chief point in the remarks of experienced traffic 
managers and traffic attorneys was that the Commission 
should do everything possible for the preservation of 
existing relationships. 


J. S. Brown, for the Chicago Board of Trade, had no 
objection to the supplements, but he suggested that after 
they are allowed to go into effect, if at all, further investi- 
gations shall not be undertaken until after the railroads 
have adjusted relationships as they promised to adjust 
them if the percentage supplements are allowed to become 
effective. He said it would be a waste of time to conduct 
an investigation before any attempt had been made to re- 
establish satisfactory relationships under the advanced 
rates. He said it would be useless to ask him to partici- 
pate in an investigation of the relation of grain rates from 
St. Louis and Chicago to Baltimore in advance of an at- 
tempt by the railroads to re-establish a relationship that 
had been destroyed by the 15 per cent advance. In other 
words, his suggestion was that the advance having been 
granted and the carriers having promised to readjust rela- 
tionships, it would be foolish to conduct an inquiry before 
that promise had been carried out or repudiated. 


A definite proposal that rates be increased by the addi- 
tion of specified sums instead of by percentages, was made 
by F. E. Paulsen, representing the Lehigh Portland Ce- 
ment Company, and A. M. Fisher, speaking for the Wash- 
ington Chamber of Commerce. Paulsen said there should 
be an inquiry to discover how much of an increase in 
revenue will be needed to put the railroads on a sound 
financial basis. When that had been done, he said, the 
burden should be equitably distributed. 

“How much should be put on cement?” asked Commis- 
sioner McChord. 

“I don’t know,” said Mr. Paulsen, “whether a half a 
cent per 100 pounds or a cent per 100 pounds would be 
needed. I know, however, that if a specific sum is added 
the market will not be disrupted. Each shipper will con- 
tinue to do business in his present market. . If a per- 
centage increase is to be made, some shippers will not 
be able to do business in the future where they are doing 
it now.” 

The Fisher proposal was much more definite. Its author 
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said a substantial percentage increase in rates wouid be 
disastrous to the commercial interests of the covntry, 
through the destruction of trade boundaries and with 
positive hurt to the railroads, because it would increase 
their short-haul business and aggravate congestio: far 
beyond what it is now. Mr. Fisher quoted from an illus- 
tration in The Traffic World of April 14, based on his 
theory, in which the essential facts are that a shipper at 
Buffalo pays a 50-cent rate and does business in New 
York in competition with a man at Newark, N. J., who 
pays only 10 cents. He agreed with the conclusion that 
the obvious tendency would be for the business to zo to 
the Newark manufacturer, to the disaster of the Buffalo 
concern. 


“Now, note the effect on the railroads,” said Mr. Fisher, 
“With the fifteen per cent advance the expectation is that 
both manufacturers will continue to do their normal busi- 
ness, but if the obvious happens, instead of the railroad 
getting 57% cents gross revenue it would get but 11% 
cents, or a reduction of 46 cents in gross revenue. With 
the reduction would come an additional short-haul opera- 
tion, which the practical railroad man concedes is un- 
profitable. The average gross revenue on the two trans- 
actions is reduced from 34.5 to 11.5 cents. It would 
require comparatively few transactions of that kind ma- 
terially to affect the net revenue adversely. Based on 
1915 statistics, my proposal, even if the increase is only 
one cent on each 100 pounds, would amount to $200,000, 
000; if confined to what is known as ‘originating tonnage’ 
if the one cent be applied on the total tonnage, the result 
would be $359,000,000.” 

The hearing was opened by the more or less radical men. 
Ben C. Marsh said that if there was to be an investiga- 
tion, the valuation men suggested that the real investment 
of the railroads be discovered and used as the basis. 
Graddy Cary of Louisville said that all but seventeen of 
the 154 national organizations represented in the National 
Shippers’ Conference agreed that the railroads should have 
such advances as they could prove their necessities re- 
quired. 

Chairman Hall interrupted Mr. Marsh to say that there 
would be an investigation. J. V, Norman said he was glad 
to hear the chairman say that, not because he had any 
doubt about it, but some of the shippers seemed to think 
that the Commission might undertake to pass on the ques- 
tion without such an investigation as they have been ac- 
customed to attending. 

“Would a conference before the suspension board be a 
hearing?” asked Commissioner Daniels. Mr. Norman said 
“no,” and he made the same answer. to a query as to 
whether, if the whole Commission sat as the suspension 
board, that would be considered a hearing. 

“No. I think we should have an investigation the same 
kind as is had in an investigation and suspension docket,” 
said Mr. Norman. “That is the kind I hope the chairman 
had in mind when he said there would be one.” 

“TI did not say that,” said Chairman Hall. 

“J know you did not,” said Mr. Norman. “I said I hoped 
that was what you had in mind.” 

Clifford Thorne, in denying the existence of an emer- 
gency, quoted from the statistics compiled by the Com- 
mission, showing that in the fiscal year 1916 the carriers 
had a net $200,000,000 greater than in any other year. 
That year ended June 30 last. Thorne took up each month 
since then to show that up to December each month was 
a greater net revenue producer than the corresponding 
month in the preceding fiscal year, except December, Janu- 
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ary and February. December, 1916, he said, was not quite 
so good as December, 1915, which was 25 per cent better 
than any December in the history of the railroads. Janu- 
ary, 1917, was not so good as January, 1916, which was 40 
per cent better than any January in the history of the 
railroads. 

“These railroad presidents have cried emergency and 
crisis in other years, but in 1910 the Commission said there 
was no emergency,” said Mr. Thorne. “in 1914 the Com- 
mission said there was no emergency, but after the out- 
break of the European war it decided there was, but be- 
fore the western railroads got their advances they dis-, 
tinctly said that the European war was not ‘the crisis 
upon which they would rely for the advances they were 
after,” said Mr. Thorne. 

“The railroads have made out a prima facie case,” said 
W. H. Chandler, who said that there should also be in- 
creases in passenger fares. 

J. C. Lincoln, for the New York organization of which 
he is traffic manager, said percentage increases would give 
the communities having the long haul the worst of the bar- 
gain. He said he had wondered if different percentages 
should not be applied for different lengths of haul. 

W. J. Tompkins, for the Independent Salt Producers in 
Ohio and Michigan, said there had been gross inefficiency 
and incompetency in the matter of equipment in Ohio, par- 
ticularly on the part of the Baltimore & Ohio Railroad. 
Commissioner McChord wanted to know what that had to 
do with the present question. Mr. Tompkins said it meant 
that no advances should be allowed until the railroads have 
moved the freight on orders that were booked months ago. 
He said it was a poor proposal for a scheme of rates on 
which it was intended to move anything that has had its 
rates adjusted to meet competitive conditions. 

George D. S. Williams, representing the New York Con- 
solidated Coal Corporation and other coal operators, said 
there should be a complete investigation. 

C. B. Heineman, for the National Livestock Exchange, 
said his clients do not object to advances that are really 
needed, but they want the Commission to make such an 
investigation as will enable it to be sure advances are 
needed. He proposed consolidating the general live stock 
investigation No. 8436 with this proceeding. 

R. L. Welsh, for the Western Petroleum Refiners, said 
that not only should there be an investigation of this 
advance, but the investigation should include an inquiry 
into the effect on industries. He-said his people transport 
gasoline and other petroleum products in competition with 
pipe lines which will not be affected by the proposed 
advances. He said it may be desirable, if not absolutely 
necessary, for the government to co-operate with a num- 
ber of industries if all parts of industries are to be kept 
alive. 

At the afternoon session of the advanced rate hearing 
April 20, W. B. Allen, for the West Coast Lumber Manufac- 
turers’. Association, objected to any advance, claiming 
the lumbermen have been subjected to enough new bur- 
dens during the last three years without imposing this one. 
In addition to that he said the increases, if made before 
the present orders are filled, would cause the manufactur- 
ers an expense of from $1,500,000 to $2,000,000, which could 
not be absorbed. Forty per cent of them have been bank- 
Tup'ed or gone through liquidation in the last three years, 
he said. 


Francis B. James, for brick manufacturers and cypress 
ma: ufacturers, objected. to a horizontal percentage in- 
crease because of the discriminations it would produce. 
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He asked for a separate consideration for brick such as 
was given to coal and coke. As to cypress he assumed the 
position taken by J. V. Norman, that the lumbermen, hav- 
ing recently had three advances, ought to be exempt. 
For the National League of Commission Merchants and 
International Association of Apple Shippers, R. S. French 
asked that the increases be limited to one year and that 
the Commission make an investigation before the end of 
the year to determine whether they should be continued. 


J. A. Morgan of Houston asked what use there would be 
in the shippers consenting to an advance if immediately 
thereafter the manufacturers of materials, especially the 
car and rail-makers, should advance their prices so as tec 
absorb them. 

Frank Lyon, stating that, in this instance, he was not 
limited by employment by a particular client, suggested 
that a horizontal advance is foolish because only some of 
the roads need more money. It would be cheaper, as he 
sees it, for Congress to provide that all roads should keep 
a strict account of their expense increases and have Con- 
gress, at the end of the year, appropriate money from the 
treasury for their benefit, just as other dependents are 
treated. He cited a case in which a client of his offered to 
make good the needs of a small road so as to avoid an 
increase that would have fallen on both the just and the 
unjust. 

W. P. Trickett said Minneapolis was not among those 
favoring increases that can be passed along. His thought 
was that Minneapolis, by reason of her market situation, 
should look after the interests of both producer and con- 
sumer. But Minneapolis is anxious for the railroads to 
have whatever the Commission, after full investigation, 
says they shall have. 


Guy M. Freer, for the Cincinnati Chamber of Commerce, 
suggested that nothing less than a full investigation will 
satisfy the people who will be called upon to pay advances, 

John A. McSpiran, secretary of the legislative commit- 
tee of the National Grange, read into the record resolutions 
adopted by that body in November in opposition to any in- 
crease in rates based on the present selling value of lands 
received by the roads from the various state and the na- 
tional governments. The Commission, he said, should in- 
vestigate fully the question of the investments of the rail- 
roads and the value of the lands at the time they passed 
into possession of the railroads should be made the basis 
of values for rate making. He also opposed the increase 
on the basis of the increase which had been made to the 
wages of train men. The Commission, he said, was cre- 
ated to stand between the people and the railroads, and to 
do this effectually it must investigate every phase of the 
question. It is not sufficient, in the judgment of the inter- 
ests he represented, for the carriers to say they are con- 
fronted with emergency conditions, because that emer- 
gency is not different from that confronting many of the 
large business interests throughout the country, nor should 
the carriers be allowed to get an increase based on proba- 
bilities. Before they are entitled to any advance they 
should explain the manner in which they have expended 
their money in the past. Express companies should not 
be allowed to come in and take a part of their profits, and 
neither should Pullman Car, Union News Service or other 
non-carrier companies. Railroad property is tangible, he 
said, and should be taxed as is other property. So long 
as the carriers oppose fair taxation and so long as they 
harbor inside holding companies, the Commission should 
deny the increase, at least in any hurried manner. He con- 
tended that an addition of 15 per cent would not make the 








carriers get any more equipment than they have at the 
present time. 

J. W. Shorthill, Omaha, for the National Council of the 
Farmers’ National Co-operative Association, asked for 
full investigation and that each interest should have full 
opportunity to present its side of the case. His organiza- 
tion had no selfish ends to serve. It was only seeking 
what is just and right. The Commission should investigate 
the borrowing ability of the carriers, the revenues now 
being received and the method of their disbursement, their 
efficiency of operation; their ability to procure more ma- 
terial and equipment at the present time, etc. 


Frank M. Meyers, secretary of the Farmers’ Grain Deal- 
ers’ Association of Ohio, seconded what Mr. Shorthill had 
said. He believed in the fullest investigation. The grain 
dealers were not opposed to the increase, but thought there 
should be some method of determining what the carriers 
should do with it, as the equipment furnished the grain 
dealers of Ohio during the past six months has been hope- 
lessly inadequate. 


H. G. Wilson, for the Toledo Commerce Clpb and To- 
ledo Produce Exchange, took the position that the Com- 
mission has ample authority under the provisions of the 
sixth section to modify its tariff filing rules and the mat- 
ters and things to be'contained in the tariffs and the man- 
ner in which they shall be shown. He thought it would 
be better, possibly, if the Commission would omit the men- 
tion of any specific amount in the tentative tariff, as, for 
instance, 15 per cent, for the reason that the feeling may 
go abroad that the Commission is giving its tentative ap- 
proval to that or any stated amount. He said: “We are 
trying to fool ourselves if we say the conditions with which 
we are confronted are of a temporary nature. If it could 
be definitely shown what the wage increase would amount 
to, perhaps the carriers would be entitled to an increase 
to meet that amount. But there are other conditions that 
will never again go back to where they were previous to 
1914.” He insisted that there should be a full and com- 
plete investigation. 


Wm. H. McGuffey, who spoke for the several Procter & 
Gamble interests, who believe the carriers need some in- 
crease and are willing to leave it to the judgment of the 
Commission after ample investigation which should go 
beyond the scope of an ordinary I. & S. docket. A tariff 
such as that proposed, he said, could never be satisfactory 
and at best it could only be regarded as a makeshift. He 
favored the consideration of the territories separately. He 
called the Commission’s attention to the recent advances 
in southeastern territory of from 10 to 45 per cent on soap 
and contended that no further advance was needed in that 
territory, at least so far as that commodity was concerned. 
The carriers should give the Commission some guarantee 
as to what the money they ask for would be expended 
upon; his interests would be glad to bear their part of the 
burden, but there should be improvements in terminal 
facilities. He called attention to existing terminal condi- 
tions at Cincinnati, which, he said, are no better than 
and probably not as good as they were fifteen or twenty 
years ago, and stated that not one cent of the 5 per cent 
increase had been spent to better those conditions. 

W. E. Lamb, for California citrus fruit and Iola (Kan.) 
cement interests, objected to the destruction of the rate 
relationships as perpetuating and accentuating discrim- 
inations against which there are formal complaints, the 
investigation of which has been begun by the Commission. 

James S. Davant, for the Memphis Freight Bureau and 
the Memphis Merchants’ Exchange, said in the main they 
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approve what Mr. Barlow had said. The matter should 
be considered in divisions, he thought. The Memphis in- 
terests feel that there may be a need for the advance and 
they are perfectly satisfied to abide by whatever decision 
the Commission may make. 

The advance, according to W. D. Boltz, traffic manager 
for the National Petroleum Association, if made, will re- 
dound wholly to the benefit of the Standard Oil interests, 
because they will distribute a large part of their product 
through pipe lines which will not be affected by the ad- 
vance. The independents depend upon tank cars, which 

_they own, but for the use of which the carriers have not 
suggested they will make any larger compensation. 

Admitting that some advances are probably proper, C. B. 
Stafford, for the Louisville Board of Trade, advocated a 
thorough investigation lasting for three or four months. 

The Baltimore Chamber of Commerce, speaking through 
Herbert Sheridan, went on record in favor of the advance, 
leaving the method and procedure to be settled by the 
Commission. 


Supplement Agreed On 


The supplement finally agreed upon by the carriers con- 
sists of a front page showing that it is a supplement to 
the I. C. C. numbers shown inside, concurred in by the 
carriers whose concurrences are shown on the inside, that 
the increases in rates are shown on pages 9-12, inclusive, 
that it contains fourth section violations greater than 
authorized by outstanding fourth sections, but that the in- 
creased departures from the long and short haul section 
are protected by the—Fourth Section Order No —, issued 
April —, 1917. 

Owing to the adoption of the fraction rule that provides 
for disregarding fractions of one-fourth or less, and call- 
ing those from one to three-fourths a half, and fractions of 
three-fourths as the next higher number, the rate tables 
are longer and more imposing looking than shown in the 
sample supplement furnished by the southern carriers 
with their application. For illustration: If an existing 
rate is more than 4.99 cents, but not more than 5.43 cents, 
it is to become 6 cents. If-it is more tha 78.47 cents, but 
not more than 78.91, it is to become 90.5 and so on down 
through the list of possible combinations to and including 
the 1,000-cent rate which is to become 1,150 cents. 


As shown in the illustration, the first-class New York- 
Chicago rate of 78.8 becomes 90.5 instead of 91 cents, as 
it would be under the fraction rule proposed in the sample 
submitted by the southern carriers. 


AGAINST 15 PER CENT ADVANCE 


The Southern Hardwood Traffic Association, in session 
at Memphis, April 17, adopted the following resolutions: 


Whereas, The railroads throughout the United States are pro- 
posing an advance in all freight rates of approximately 15 per 
cent, based on the assumption that it is imperative that addi- 
tional revenue be raised to meet their increased cost of labor 
and operating expenses, it seems proper that the Southern 
Hardwood Traffic Assn., the largest forest products _traffic 
organization in the country, whose members handle in the 
aggregate of over 250,000 cars annually, to express collectively 
its views on a subject which is vitally connected with the suc- 
cess and prosperity of the hardwood industries. 

During the past five years the carriers have asked for and 
received tremendous increases in the rates on forest products. 
This is especially true of the Mississippi valley territory, where 
very heavy advances have been allowed. ‘In some instances this 
increase has been as much as 40 per cent. In I. and S. Dockets 
184, 520, 745, 775 and others advances were allowed. In the last 
named docket we were practically assured by the carriers that 
if they succeeded in getting this advance they would not 
undertake any further advances in the hardwood rates. In 
view of these radical advances we feel that no further advances 
should be allowed from this section in the rates on hardwood 
forest products. 

Therefore, be it Resolved, That any advances in hardwood 
rates be suspended and the Interstate Commerce Commission 
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hold « full investigation, at which both carriers and shippers 
can be heard for and against the proposed advances, and that 
the hearing and investigation be conducted along suth lines as 
to show the extent of transportation cost and what each class 
of freight and each commodity is paying, based on the distance 
transported and conditions governing its transportation, and 
that increases in freight rates be allowed only on such classes 
and commodities as are not paying their just share of the 
transportation tax, 


SENATE DEBATES ADVANCE 
The Trafic World Washington Bureau, 

Suggestions that the Commission has prejudged the 1917 
rate case in favor of the railroads were made in a debate 
in the Senate the afternoon of April 21 by Senators Smith 
of Georgia and Reed of Missouri in support of Senate Reso- 
lution No. 44, on which the two senators desired the Sen- 
ate to take immediate action. It was offered the day 
before, while the Commission was listening to many state- 
ments bearing on the merits of the proposed advance. 
They contended that the railroads are making the Adam- 
son eight-hour law an excuse for an increase in rates 
yielding $400,000,000 of additional revenue, although the 
highest estimate of cost on account of the Adamson law is 
$60,000,000, they said. They acted on the assumption that 
the increased cost will be about twenty millions, or less 
if the railroad managers run their business efficiently. 

Senators Pomerene of Ohio and Fletcher of Florida op- 
posed the immediate action desired by the other two on 
the ground that they had been assured by the Commission 
that there would be a hearing on the merits of the case 
and that inferences that the Commission had prejudged 
the matter were without warrant. They asked that the 
resolution be referred to the committee on interstate com- 
merce, Which was ultimately done. 

During the debate Senator Smith of Georgia said that if 
necessary to prevent the advance in rates he would intro- 
duce a bill, and press for its passage, forbidding the Com- 
mission to grant the prayer of the railroads. He was 
certain there was no need for more revenue, in view of 
the advances that have been made during the last three 
years. 

Senator Cummins of Iowa got into the discussion to 
some extent. The theory on which Senators Smith and 
Reed were acting is the one put forward at the hearing 
cn April 20 by Clifford Thorne of Iowa, who used language 
at the hearing which might have been construed as in- 
dicating a belief on his part that the Commission would 
grant the advance, after a perfunctory, formal hearing. 
Chairman Hall at the time said the speaker need not 
proceed along that line. Mr. Thorne pointed out that 
what he was saying was that he could not bring himself 
to believe the Commission would do anything of that 
kind, especially in view of the facts that would be brought 
out showing the big increase in net revenue during the 
whole of the fiscal year 1916 and the fact that the net for 
the last six months of 1916, which are part of the fiscal 
year 1917, was greater than any six-month period except 
1915, which was the most profitable six months in the 
history of the railroads up to that time. 

The Smith resolution, which was sent to the interstate 
commerce committee, is as follows: 

Whereas, The railroad companies of the United States 
have applied to the Interstate Commerce Commission for 
a flat increase of fifteen per centum on all freight charges 
amounting to $400,000,000 annually, in spite of the fact 
that within the past three years the railroads in the cen- 
tral division have been given an increase on freight rates 
of five per centum, and the railroads in the western di- 
vision an increase amounting to between five and ten per 


centum, and the railroads in the southeastern division an 
mcrease amounting to between fifteen and twenty per 
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centum, and the gross freight revenues of the railroads 
for the six months ending January 1, 1917, amounted to 
$1,356,039,797, and the net revenues for said six months 
of the railroads earning over a million dollars annually 
amounted to practically $700,000,000, the same being three 
and one-half per centum for six months on the book value 
of these railroads; and 

Whereas, The applications for increase of rates, if 
granted, would place a great additional charge upon the 
cost of living and are based largely upon the alleged in- 
crease of expenses caused by the Adamson act, which has 
been variously estimated at between $30,000,000 and $40,- 
000,000; therefore be it 

Resolved, That the Interstate Commerce Committee be 
requested to investigate fully the facts and report the 
same with their recommendations to the Senate. 


Senator Smith of Georgia, April 23, introduced a reso- 
lution directing the Interstate Commerce Commission to 
suspend the fifteen per cent advanced rate tariffs, when 
filed, until a thorough investigation showing the justice 
of the proposed advance has been made. The resolution 
is a substitute for the former one directing that the Sen- 
ate committee investigate the application of the carriers 
for a rate advance. . " 


FAVORS TEMPORARY ADVANCE 


The shippers of the Shreveport, La., Chamber of Com- 
merce have adopted the following resolution: 


This organization desires to go on record as opposed to a 
blanket advance of 15 per cent in freight rates, but realizing 
the fact that increased wages and cost of operation of rail- 
roads has made it necessary that the railroads obtain more 
revenue, we favor such temporary advance as investigation on 
the part of the Commission justifies, but without prejudice to 
the position which this organization has taken in any cases 
now pending before the Commission, 


CONFUSION CAUSED BY THE WAR 


The Trafic World Washington Bureau. 


There is a fear among well-informed government offi- 
cials that unless President Wilson puts a curb on some 
other officials and their unofficial helpers, he will soon find 
an administration in which one part is engaged in up- 
setting the things other parts of the administration have 
done and the operation will be about as progressive as 
a kitten chasing its own tail. The declaration of war 
apparently started into action those officials having only 
a minimum of contact with the business world on the 
assumption that the business world had to be remade in 
thirty days or less, and that they were the ones to do the 
renovating. 


By means of advisory councils, committees, commissions 
and what-not there have been started things which are 
directly in conflict with so.many laws or without authority 
of law that no one has even thought of enumerating them. 
A good deal of confusion, it is suggested, is to be ex- 
pected when a country goes to war, but the officials who 
have tried to keep within their own spheres have been 
astonished to find other branches of the government, under 
stress of war excitement, assuming jurisdiction over mat- 
ters coming within the law defined jurisdiction of the 
stay-at-home officials. 

A typical case of war excitement is furnished by Sen- 
ators Hoke Smith of Georgia and Thomas of Colorado. 
The former assumed, from misleading reports in the news- 
papers, that the Interstate Commerce Commission had 
decided to allow a fifteen per cent advance in freight rates, 
without investigation. That is believed to be the reason 
for the two resolutions he offered on the subject. 

Senator Thomas, in a speech on April 24, in an off-hand 
manner, suggested that the government seize the railroads 
and telegraph lines, without suggesting how the govern- 
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ment is to operate them exeept by the men alréady in 
railroad service. He accepted the fact that the British 
government took over the railroads and the steamship 
lines as sufficient reason for the same thing being done 
in the United States, although, perhaps, few in the United 
States know why that British government did that. 

Some tugs “somewhere in the United States” have been 
taken over by the government. The result is a serious 
interference with the fuel supply, because the tugs formed 
part of the transportation facilities of a railroad system. 

The proposal to seize coastwise steamships was stopped 
only when it was pointed out that to make an indiscrimi- 
nate seizure would result in closing ordnance and muni- 
tion factories that supply the men on the firing line. 

In the effort to hurry the mobilization of the men and 
materials of the United States, the expert knowledge 
possessed by the Interstate Commerce Commission and 
the Federal Trade Commission is being ignored by men 
who have been assigned to consider matters relating to 
transportation and the utilization of the country’s re- 
sources of food and fuel. It is being ignored because 
the new hands do not themselves know that what they 
are seeking was collected by these governmental agencies 
long before the latest inquirers thought of raising the 
questions to which they are now seeking answers, by 
original research methods, instead of using the telephone 
to inquire of persons whose business it has been to know 
about such matters. 

Almost equal confusion prevailed when the Spanish- 
American war broke out. There was, however, a differ- 
ence. President McKinley worked through agencies at 
hand, without calling into existence so many committees 
and commissions with overlapping authority or jurisdic- 
tion. It is thought that soon there will be less secrecy 
and more consulting with those whose business would be 
affected by changes the military authorities would like 
to make, or the changes their uninformed advisers rec- 
ommend. The spy hysteria, fostered by the fiction writers 
since the beginning of the war, it is believed, causes the 
secrecy that leads to changes before those ordering them 
have been fully informed as to what will follow the 
changes they order. The proverbial American sense of 
humor is expected soon to cause a lightening of the great 
burdens many of the new hands think they are bearing, 
and more consultation before changes are ordered. 


HALL SUCCEEDS McCHORD 


The Trafic World Washington Bureau. 

The Commission has relieved Commissioner McChord 
from connection with the car supply case, No. 9284, and 
placed Chairman Hall in charge of it. That action was 
taken on his request. Mr. McChord is notifying all those 
who have been writing to him on car congestion and car 
supply matters that he has been relieved as per his re- 
quest. 

No announcements have been or will be made, so far 
as now known, concerning these changes, except by such 
letters as Commissioner McChord writes notifying those 
who write to him on car supply matters, that there has 
been a change. 

With the relieving of Commissioner McChord, Examiner 
Dow of his staff will be succeeded by some other, al- 
though there has been no announcement on that subject. 
Examiners Gutheim and Semple are expected to deal with 
the railroad car committee which has been made an ad- 
junct to the executive committee of the national defense 





Vol. XIX, No. 17 


committee, the members of which are in Washingion 
nearly all the time trying to solve the problems of ¢op- 
gestion and car supply with which Commissioner \c. 
Chord and the members of his staff dealt so long. \ost 
shippers who took their car troubles to Washington «ame 
to think of Examiner Dow as the man who could help 
them out of their slough of despond. 


CLARK ON RAILROAD COMMITTEE 


The Trafic World Washington Bureau, 
A new point of contact between the Commission and 
the railroad men who are now co-operating with the goy- 
ernment in its military operations has been created by 
the Commission. It has designated Commissioner Clark to 
be a member of the executive committee of the national 
defense committee appointed by. the railroads, of which 
Fairfax Harrison is the chairman and ex officio the head 
of the executive committee. The Commission was re- 
quested to make such a designation and its choice fell 
on Commissioner Clark, who is also a member of the 
body designated by the President to study the workings 
of the Adamson eight-hour wage law. 


ESCH BILL PUSHED 


The Trafic World Washington Bureau. 

The House committee, April 23, favorably reported the 

Esch bill, H. R. 328, giving the Commission power to 

issue car supply orders. It is being pushed as a prepared- 

ness measure, although the Commission proposed it as a 
measure for dealing with car congestion at all times. 


PENNSYLVANIA ROAD ACTS. 

The directors of the Pennsylvania Railroad, at their 
meeting April 25, adopted a resolution empowering the 
president of the company to take whatever action may, in 
his judgment, be necessary to make the company’s organ- 
ization and facilities of the greatest possible utility and 
service to the government in the preparation for, and con- 
duct of the war. For this purpose he is authorized to 
make such use, both of the organization and of the fa- 
cilities of the railroad as will, in his opinion, best conduce 
to that end. This step was taken in conformity to, and 
in ratification of, the action decided on at the meeting 
of railroad executives in Washington, April 11, in which 
Samuel Rea, president of the Pennsylvania Railroad, was 
a participant. 


DECLARE FOR CAR POOLING 
The Southern Hardwood Traffic Association has adopted 


the following resolution: 


Whereas, The car shortage situation which has been con- 
fronting the hardwood forest products industry of the South for 
the past seven months, necessitating the closing of plants, 
throwing labor out of employment, jeopardizing investments in 
the forest product industry and causing great financial loss; and 

Whereas, The situation is not improved and the present car 
regulations promulgated by the American Railway Association, 
which became effective February 21, in many instances have 
had the effect of absolutely shutting off empty foreign cars from 
coming to southern lines, and, furthermore,’ it appears that 
northern carriers are observing the rules in that they do not 
turn over foreign cars to southern carriers, but are not observ- 
_, them in turning company cars over to southern carriers, 
an e 
Whereas, It further appears that under normal conditions, 
approximately 60 per cent of all freight equipment of any one 
road in the country is owned by foreign carriers; and : 

Whereas, ‘The only way that car distribution can be satisfac- 
torily settled is by a universal car pool arrangement, siving 
the Interstate Commerce Commission full authority to order 
distribution of empty cars; and 

Therefore, be it Resolved, That the Southern Harwood 
Traffic Assn., whose members handle over 250,000 cars of hard- 
wood forest products annually, respectfully petition the Inter- 
state Commerce Commission to hold a hearing relating to 4 
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universal car pool and after prompt and thorough investigation 
present and recommend the passage of a bill legalizing a 
universal car pool arrangement under the supervision of the 
Interstate Commerce Commission, with authority to provide by 
contracts for the building of cars of sufficient amount to relieve 
the present stringency, which could be furnished the railroads 
on a per diem basis, thereby enabling the railroads to relieve 
the present car situation and pay for them without increasing 
freight rates. 


LARGEST CAR SHORTAGE EVER 


A statement by the American Railway Association April 
21 says that the railroads of the United States on April 1 
reported a total shortage of 143,059 freight cars. This was 
an inerease of 12,977 cars over the shortage on March 1, 
and was the largest reported since the present freight con- 
gestion and shortage began last September, as well as the 
largest car shortage ever reported by the railroads. 


These three factors, the statement says, are probably 
the cause of the large increase in the shortage reported: 


1. Shippers, knowing that the railroads, because of the 
great demand for cars and an increasing shortage, are 
able to supply only a certain percentage of the cars or- 
dered, double their orders accordingly. 

2. In reporting shortage there, is doubtless much dupli- 
cation, due to the fact that the same shipper frequently 
files an identical order for cars with all railroads that can 
handle his shipment. In this way a shortage may be re- 
ported by every railroad covering the requirements of that 
one shipper. : 

3. Due to the scarcity of many articles of commerce, 
‘manufacturers and consumers frequently place orders for 
materials with a number of companies, hoping thereby to 
secure a full amount of material needed. Each recipient 
of these orders usually files a request immediately for 
enough cars in which to load the material, regardless of 
whether the material is available for shipping. In this 
way orders for cars are filed far in excess of the actual 
requirements for many commodities. 

The statement continues as follows: 


“On March 30, the latest date for which figures have 
been compiled, 89,371 cars—loaded and empty—were stand- 


ing in accumulations at various places throughout the 
country. For one reason or another these cars would not 


be moved. Had these cars been available where needed, 
there would have been a shortage of approximately 50,000 
cars.” 


NEW CAR SUPPLY RULES 


The Trafic World Washington Bureau. 
On recommendation of the railroad national defense 
executive committee the American Railway Association has 
suspended the first four and the nineteenth of its rules, 
canceled all penalties for violation of the home routing 
rule, and retracted the increase in per diem, which ship- 
pers made a condition precedent to their assent to the 
higher demurrage rates. The latter disappear May 1, to 
be replaced by a compromise agreed to by the Traffic 
League. 


Under the new rules box cars will be “used to best in- 
teresis to-the requirements of traffic originating on each 
road.’ Foreign cars, “as far as practicable,” are to be 
loaded in the direction of the home road. Surplus empty 


box -ars may be delivered to connections to- meet their 
dem: nds, delivered to the owners if a direct connection, or 
deli,:red to the road from which received. The changes 
in rcies take car supply regulation wholly away from the 


Com: :ission. 
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THE ADAMSON BILL 


The Trafic World Washington Bureau. 

The House ‘committee on interstate commerce April 20 
reduced the new Adamson bill to a skeleton and ordered 
a favorable report on it. The committee changed the 
President’s latest recommendation for an increase from 
seven to eleven members to an increase to nine and added 
the Cummins amendments which require three commis- 
sioners to sit in advanced or alleged unreasonable rate 
hearings and seven to sit in valuation hearings. The 
action was taken on the assumption that such a bill could 
get through. 

Among the things eliminated are the provisions author- 
izing the commandeering of railroads or parts thereof, 
conscription of employes into military service, and the 
issuance of orders to individuals of the staff of a railroad 
not taken over. The last mentioned was the latest and 
most drastic proposal for dealing with war conditions. 

The bill, which was originally H. R. 2901, has become 
H. R. 3650. That change in number is due to the fact 
that the author decided upon what changes should be 
made and then introduced the bill amended as he thought 
it should be. Then the committee acted on the new bill, 
thereby abandoning the old number and adding to the 
confusion of those who make an effort to keep in touch 
with what Congress is trying to do. The old-fashioned 
way would have been for the committee to take the origi- 
nal bill, indicate the changes to be made, and then have 
what would be known as a committee print of H. R. 2901. 
The bill as reported by the House committee on interstate 
and foreign commerce is as follows: 


Be it enacted by the Senate and House of Representa- 
tives of the United States of America in Congress assem- 
bled, That section twenty-four of an act entitled “An Act 
to regulate commerce,” approved Feb. 4, 1887, as amended, 
be further amended to read as follows: 

“Sec. 24. That the Interstate Commerce Commission is 
hereby enlarged so as to consist of nine members, with 
terms of seven years, and each shall receive $10,000 com- 
pensation annually. The qualifications of the members 
and the manner of the payment of their salaries shall be 
as already provided by law. Such enlargement of the 
Commission shall be accomplished through appointment by 
the President, by and with the advice and consent of the 
Senate, of two additional interstate commerce commis- 
sioners, one for a term expiring Dec. 31, 1921, and one 
for a term expiring Dec. 31, 1922. The terms of the pres- 
ent commissioners, or of any successor appointed to fill 
a vacancy caused by the death or resignation of any of 
the present commissioners, shall expire as heretofore 
provided by law. Their successors and the successors of 
the additional commissioners herein provided for shall 
be appointed for the full term of seven years, except that 
any person appointed to fill a vacancy shall be appointed 
only for the unexpired term of the commissioner whom 
he shall succeed. Not more than five commissioners shall 
be appointed from the same political party.” 

Sec. 2. That section seventeen of said act, as amended, 
be further amended to read as follows: 


“Sec. 17. That the Commission. may conduct its proceed- 
ings in such manner as will best conduce to the proper 
dispatch of business and to the ends of justice. The Com- 
mission shall have an official seal, which shall be judicially 
noticed. Any member of the Commission may administer 
oaths and affirmations and sign subpcenas. A majority 
of the Commission shall constitute a quorum for the trans- 
action of business, except as may be otherwise herein 
provided, but no commissioner shall participate in any 
hearing or proceeding in which he has any pecuniary in- 
terest. The Commission may, from time to time, make 
or amend such general rules or orders as may be requisite 
for the order and regulation of proceedings before it, or 
before any division of the Commission, including forms 
of notices and the service thereof, which shall conform, 
as nearly as may -be, to those in use in the courts of the 
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United States. Any party may appear before the Com- 
mission or any division thereof, and be heard in person 
or by attorney. Every vote and official act of the Com- 
mission, or of any division thereof, shall be entered of 
record, and its proceedings shall be public upon the re- 
quest of any party interested. 

“The commission is hereby authorized by its order to 
divide the members thereof into as many divisions as it 
may deem necessary, which may be changed from time to 
time. Such divisions shall be denominated, respectively, 
division one, division two, and so forth. Any commissioner 
may be assigned to and may serve upon such division or 
divisions as the Commission may direct, and the senior in 
service of the commissioners constituting any of said 
divisions shall act as chairman thereof. In case of va- 
cancy in any division, or of absence or inability to serve 
thereon of any commissioner thereto assigned, the chair- 
man of the Commission, or any commissioner designated 
by him for that purpose, may temporarily serve on said 
division until the Commission shall otherwise order. 

“The Commission may by order direct that any-of its 
work, business, or functions arising under this act, or un- 
der any act amendatory thereof, or supplemental thereto, 
or under any amendment which may be made to any of 
said acts, or under any other act or joint resolution which 
has been or may hereafter be approved, or in respect of 
any matter which has been or may be referred to the 
Commission by Congress or by either branch thereof, be 
assigned or referred to any of said divisions for action 
thereon, and may by order at any time amend, modify, 
supplement, or rescind any such direction. All such or- 
ders shall take effect forthwith and remain in effect until 
otherwise ordered by the Commission. 

“In conformity with and subject to the order or orders 
of the Commission in the premises, each division so con- 
stituted shall have power and authority by a majority 
thereof to hear and determine, order, certify, report, or 
otherwise act as to any of said work, business, or func- 
tions so assigned or referred to it for action by the Com- 
mission, and in respect thereof the division shall have all 
the jurisdiction and powers now or then conferred by law 
upon the Commission, and be subject to the same duties 
and obligations. Any order, decision, or report made or 
other action taken by any of said divisions in respect of 
any matters so assigned or referred to it shall have the 
same force and effect, and may be made, evidenced, and 
enforced in the same manner, as if made or taken by the 
Commission as a whole. The secretary and seal of the 
Commission shall be the secretary and seal of each division 
thereof. 

“In all proceedings relating to the reasonableness of 
rates or to alleged discriminations not less than three 
members shall sit in the hearing and participate in the 
decision; and in all hearings relating to the valuation of 
railway property under the act entitled ‘An act to amend 
an act entitled “An Act to regulate commerce,” approved 
Feb. 4, 1887,-and all acts amendatory thereof, by providing 
for a valuation of the several classes of property of car- 
riers subject thereto and securing information concerning 
their stocks, bonds and other securities,’ approved March 1, 
1913, not less than seven members shall sit in the hearing 
and participate in the decision. 

“The salary of the secretary of the Commission shall be 
$7,500 per annum. 

“Nothing in this section contained, or done pursuant 
thereto, shall be deemed to divest the Commission of any 
of its powers.” 

Sec. 3. So much of section 18 of the Act to regulate 
commerce as fixes the salary of the secretary of the com- 
mission is hereby repealed. 


TRANSCONTINENTAL TARIFFS 


The Trafic World Washington Bureau, 

In behalf of Pacific coast producers of inedible tallow, 
Arthur B. Hayes and George F. Anderson, traffic manager 
for the Union Meat Company of North Portland, Ore., ap- 
peared before the suspension board asking the Commis- 
sion to suspend transcontinental tariff items published to 
be effective May 1, proposing to advance rates on that 
product from thirty-three to sixty-six per cent. The pro- 
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posal is to advance the 75-cent rate now applying irom 
the Pacific coast to New York to $1.00 per 100 pounds 
and the sixty-cent rate now applying from the coast to 
Missouri River and Chicago, also to the same figure. 

As attorney,.Mr. Hayes represented, in addition to the 
Union Meat Company, E. H. Stanton Company of Spokane, 
P. Burns & Co., James Henry and Barton & Co. of Seattle, 
Carstens Packing Company of Tacoma, H. F. Norton & (Co. 
and Willitts & Patterson of Portland. Mr. Anderson ap- 
peared as the witness for them and R. H. Countiss and 
W. A. Poteet defended the action of the carriers, Mr. 
Poteet acting as the witness. 

Under the direction of Mr. Hayes, Mr. Anderson testified 
that the advance in the rates would put the Pacific coast 
people out of the eastern market. There is no market for 
inedible tallow, used in soap and candle-making, on the 
Pacific coast. Mr. Poteet challenged that, saying a soap 
factory had been established at San Francisco. 

At present the revenue to the railroads on a car of soap 
tallow is $450. Under the proposed rate it will be $600. 
Under the minima now in effect, Mr. Anderson testified the 
car revenue on fresh meat is $400; on packing house prod- 
ucts, $363; oleo oil, $450, and vegetable tallow, which di- 
rectly competes with the non-edible animal tallow, it is 
$375. In summing up his testimony he said the revenue 
now derived from a carload of soap grease tallow is greater 
than the railroads receive from a carload of fresh meat, 
fresh fish, fresh fruits or fresh vegetables, although the 
risk and expense of transporting the food products are 
infinitely greater. 

“How do you know that?” asked Mr. Poteet. 

“Oh, I think it is a matter of common knowledge that you 
have to pay more if you dump a carload of berries or fresh 
meat on the ground than if you roll soap grease in the 
sand,” suggested Mr. Hayes, not exactly in those words, 
but in that sense. Mr. Anderson said, however, he had 
had experience in handling the kinds of traffic which he 
had compared. 

During the colloquies between Chairman Crosland and 
Mr. Poteet, the fact was brought out that there is a rate 
of 96.5 cents from Denver and that rates from Montana 
points the rate is higher than from the coast and Mr. 
Crosland wanted to know if the idea was not to satisfy 
complaints from the intermediate points rather than to 
take advantage of the fact that water competition has 
disappeared that prompted the hoisting of the rates. Mr. 
Poteet said the 75-cent rate was made to meet the coast 
to coast water rates. It was put into effect while such 
traffic went around Cape Horn. The 45-cent rate on much 
higher class traffic did not serve to bring down the rate on 
this soap-making material. 


SOUTHERN CLASSIFICATION MEETING. 
The Southern Classification Committee will hold a reg- 
ular meeting at the Piedmont Hotel, in Atlanta, beginning 
June 6, 1917., 


COMMISSION ORDERS. 


Case No. 8106, Continental Coal Corporation vs. L. & N. 
et al., reopened for further argument, oral and upon 
briefs, briefs to be filed by all parties on or before May 
12, and reply briefs on or before May 27. 

The Commission, on April 14, announced a correction 
in its order in No. 8985, Western Pine Manufaciurers’ 
Association vs. Camas Prairie et al., changing the opera- 
tive date from April 2 to April 17. The correction was 
ordered on March 31, but not given out until April 14. 
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Traffic Lesson IX 


Official Classification—Ninth in the Course of Fifty-two Lessons Written for the Traffic 
World by Grover G. Huebner, Ph.D., Assistant Professor of Transportation 
and Commerce, University of Pennsylvania, and 
Published Bi-weekly—(Copyrighted) 


The Official Classification is published by the Official 
Classification Committee, whose chairman is R. N. Collyer. 
The office of the committee is at 143 Liberty street, New 
York. The first issue of the Official Classification was 
published April 1, 1887, and the latest issue, No. 44, be- 
came effective Feb. 1, 1917. 


The boundaries of Official Classification territory are 
as follows: Beginning at the Atlantic Ocean via the in- 
ternational boundary line of United States and Canada, 
thence to and through the St. Lawrence River and Lake 
Ontario, Detroit River, Lake St. Clair, St. Clair River, 
Lake Huron, Straits of Mackinac and Lake Michigan to 
Illinois-Indiana state line; thence via Illinois-Indiana state 
line to the Ohio River; thence via the north bank of 
Ohio River to North Kenova, O.; thence on and via the 
Norfolk & Western Railway through Roanoke, Lynchburg 
and Petersburg, Va., to and including Norfolk, Va.; also 
Illinois, except C. & N. W. Ry. stations, viz. Galena and 
Millbrig, C., M. & St. P. Ry. stations north of Rockford 
and Freeport, and Ill. Cent. R. R. stations north of Free- 
port, Ia., on and east of a line drawn from Dubuque, Ia., 
via C., M. & St. P. Ry. to Muscatine, inclusive; thence 
via Muscatine North & South Ry., to Wapello; thence 
via C., R. I. & P. Ry. to Burlington; thence -via C., B. 
& Q. R. R. to and including Keokuk and Mooar; sta- 
tions in Missouri, viz.: St. Louis, Mo., and stations on 
and east of a line drawn via Chicago, Burlington & Quincy 
R. R., from Louisiana to Alexandria, inclusive; Milwaukee 
group, via routes across Lake Michigan stations in Wis- 
consin on C. & N. W. Ry. north of Milwaukee to Mani- 
towoc, inclusive; also, Kewaunee, Marinette, Wis., Me- 
nominee and Manistique, Mich., on interstate traffic from 
and to all points east of Illinois-Indiana state line and 
Lake Michigan. 


Extra-Territorial Application. 


While these boundaries indicate the general application 
of the Official Classification, it must be understood that 
the classification is applicable to a large amount of traffic 
passing to or from certain parts of this t-rritory from or 
to other parts of the United States. For example, traffic 
from New Orleans, Greenville, Vicksburg, Natchez, and 
a number of related points near the Gulf of Mexico, to 
the territories of the Canadian, New England, Trunk Line 
and Central Freight associations, is governed by the Offi- 
cial Classification. Inasmuch as a tariff always indicates 
its governing classification on the title page, the territorial 
application of a classification is of much less importance 
to the rate reader than to the rate maker. 


A detailed statement of the classification’s extra-terri- 
torial classification may be found in the appendix to the 
Official map of freight classification territories and traffic 
associations. (This map and appendix may be obtained 
from the Traffic Service Bureau for $1.00.) 

Ex:eptions to the Official Classification are published 


by nearly all the leading eastern railroads in Official ter- 
ritor), and the Central Freight Association »publishes an 


exception sheet applicable to the traffic of the C. F. A. 
lines. 
Number of Classes. 

Strictly speaking, the Official Classification provides for 
six classes of traffic. However, by providing for the 
application of multiples or fractions of the rates on the 
six classes, the actual number of classes is increased to 
fourteen. The eight extra classes are made as follows: 
14% times first class, 1% times first class, double first 
class, 2% times first class, 3 times first class, 4 times 
first class and Rules 25 and 26. All articles subject to 
Rule 25 take 15 per cent less than second class rates, but 
not lower than third class rates, while articles subject 
to Rule 26 take 20 per cent less than third class rates, but 
not lower than fourth class. A special list of rates is also 
provided for in Rule 28. All articles classified subject to 
this rule take rates which are a stipulated amount above 
fourth class rates, the amount being dependent in each 
case on the difference between the third and fourth class 
rates. The table on page 38 of Official Classification No. 
44 shows how Rule 28 is to be applied. The only com- 
modity of importance subject to this rule is soap. 

Like all other freight classifications, the Official Classi- 
fication contains a number of important rules and special 
instructions to which all traffic shipped under the classi- 
fication is subject. ‘ These rules, thirty-four in number, 
may be found on pages 1-40 of Official Classification, No. 
44, and in the current effective supplements to the clas- 
sification. The importance of these rules justify a dis- 
cussion of the features of some of them. 

Billing Rules. 

Rule 1 provides that property offered for transportation, 
if not subject to the uniform bill of lading, export bill of 
lading, or uniform live stock contract, shall be carried at 
rates ten per cent higher than if carried subject to those 
terms. The terms and conditions of these bills of lading 
are set forth in the classification. They will be discussed 
in detail in the lessons dealing with “Freight Shipping 
Papers” and “Freight Claims.” 

Rule 2-A directs that the contents of all packages, as 
near as practicable, must be stated in the shipping order 
and bill of lading. The importance of following this rule 
cannot be overemphasized. Many articles are differently 
classified when differently prepared or packed for ship- 
ment, and unless the actual character of such articles 
is specified, they will be charged at the higheest class 
named for them. It must be remembered that the clerk 
who enters the rate of freight on the shipping order often 
does not see the articles named in the-order. His only 
guide is the description which the order contains, and 
if this description is faulty or inaccurate, he is compelled 
to charge the highest rate possible in order to avoid the 
possibility of naming: too low a rate. 

Packing Specifications. 

Sections B, C, D, E and F of Rule 2 have to do with 
specifications for fiberboard, pulpboard and strawboard 
boxes and other containers in which articles may be 
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packed for shipment as freight. The purpose of this rule 
is to protect the railroad companies from losses which 
would occur if they accepted for transportation articles 
inclosed in containers not sufficiently strong to support 
properly the weight put upon them. It is provided that 
when the requirements and specifications of the rule for 
such containers are not complied with, the freight rates 
on articles in fiberboard or pulpboard receptacles shall 
be increased 20 per cent, with a minimum increase of 
2 cents per 100 pounds. The specifications vary with 
the character and weight of the shipment. For example, 
fiberboard and pulpboard used in making boxes without 
frames must be three-ply or more, all plies glued together, 
the outer ply waterproof and no single ply less than .016 
of an inch in thickness, and “when the combined board 
is not less than .060 of an inch in thickness, having re- 
sistance of not less than 175 pounds to the square inch, 
Mullen test, and the outside dimensions of the box, length, 
width and depth added, do not exceed 60 inches, the 
gross weight of the box and its contents shall not exceed 
40 pounds.” 

An important feature of the rule is that fiberboard, 
pulpboard and strawbodard containers must bear a printed 
certificate of the manufacturer showing that the boxes 
conform to the specifications of the rule, and when ship- 
ments are offered for transportation in such containers 
the shipper must certify on the shipping orders and bills 
of lading that the containers conform to the specifications 
indicated in the manufacturer’s certificate and in the 
classification. Since the freight charges are subject to 
a 20 per cent increase should any of the requirements 
of this rule be violated, it is incumbent on the shipper 
to observe it closely, to provide containers of the proper 
strength, to see that the manufacturer’s certificate is on 
the container, and to make the proper certification on 
the bills of lading and shipping orders. 


Marking Packages. 

Rule 3 gives instructions for marking packages of freight 
delivered for transportation at less than carload or any- 
quantity ratings. Each package must be “plainly, legibly 
and durably” marked, showing the name of only one con- 
signee, and of only one station, town or city and state 
to which destined. When consigned to a place of which 
there are two or more of the same name in the same 
state, the name of the county must also be shown. When 
a package is consigned “to order” it must also bear an 
identifying symbol or number, which must be shown on 
the shipping order and bill of lading. A .shipment which 
fully occupies the capacity of a single car, or which 
weighs 24,000 pounds or more, when shipped from one 
station, in one car, in one day, by one shipper, to a single 
consignee at one destination need not be marked. 


False Billing and Classification. 


Rule 4-A quotes the provisions of the interstate com- 
merce act providing penalties for false billing, false clas- 
sification and false representation as to the weight or 
character of freight shipments; and Rule 4-B directs the 
agent at a forwarding station not to accept prepayment 
of freight charges unless satisfied that the article upon 
which prepayment is offered is correctly described in the 
shipping receipt. 

Minimum Carload Weights. 


Rule 5 has to do with minimum carload weights. Sec- 
tion A states: “Unless otherwise provided in the classi- 
fication, the minimum weight upon all property in car- 
loads, when loaded upon flat or in gondola, stock or box 
cars, will be 30,000 pounds (actual weight to be charged 
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for when in excess of minimum weight—see section D 
of this rule), except as provided for in section C of this 
rule, Rule 7-A and Rule 27.” The exception in section ¢ 
of Rule 5 has to do with carload shipments receive; in 
excess of the quantity that can be loaded in one or more 
cars. If the authorized minimum weight of such a ship- 
ment is more than 24,000 pounds, the excess or “over. 
flow,” if loaded on a closed car, is carried at the carload 
rating and actual or estimated weight; if loaded on an 
open car, the excess is charged for in a similar ma:iner, 
but subject to the restriction that the excess loaded on 
one car, together with the weight of the carload, shall 
be charged at not less than 150 per cent of the minimum 
carload weight applicable to the carload. This exception 
of section C does not apply when specific items in the 
classification provide otherwise; nor on bulk freight or 
live stock; nor on a shipment any portion of which at 
time of transportation requires and is loaded in heated, 
refrigerator, insulated, ventilator or other specially pre- 
pared cars; nor on freight the authorized minimum weight 
for which is 24,000 pounds or less. 

The exception to Rule 5-A provided for in Rule 7-A 
concerns articles which, on account of length, require 
two or more cars to transport them. Unless otherwise 
provided for in the classification the minimum charge 
for a series of cars (not to exceed four cars in one series) 
for such articles is as follows: For the first car the 
ordinary carload minimum for the article; 50 per cent 
of such minimum for each additional car. In no case, 
however, may the minimum weight be less than 36,000 
pounds for two cars, 48,000 pounds for three cars, or 60,000 
pounds for four cars. 

Rule 27 provides special carload minimum weights for 
cars longer than 36 feet 6 inches when loaded with arti- 
cles “subject to Rule 27.” However, it stipulates that 
if a shipper orders a car 36 feet 6 inches or less in length 
for articles “subject to Rule 27” and the carrier furnishes 
a car longer than that actually ordered the minimum 
weight for the car furnished shall be that for the car 
ordered, except that when the loading capacity of the 
car is used the minimum weight shall be that for the 
car furnished. A table on page 37 of the classification 
shows the minimum weights applicable for cars of dif- 
ferent length. All articles “subject to Rule 27” have 
carload minima of 24,000 pounds or less in cars 36 feet 
6 inches or less in length. When a car longer than that 
ordered by the shipper is provided by the carrier a nota- 
tion to that effect must be made by the carrier’s agent 
in the bill of lading and in the waypbill. 


Section B of Rule 7 provides minimum weights ap- 
plicable to single articles of certain dimensions. A ship- 
ment containing an article exceeding 22 feet in length 
and not exceeding 12 inches in diameter or other dimen- 
sion shall be charged for at actual weight and author- 
ized rating, subject to a minimum charge of 1,000 pounds 
at first class rate for the entire shipment; a shipment 
containing articles which do not permit loading through 
the center side doorways 6 feet wide by 7 feet 6 inches 
high without the use of end door or window in a closed 
car not more then 36 feet in length by 8 feet 6 inches 
wide and 8 feet high shall be charged at actual weight 
and authorized rating subject to a minimum charge of 
4,000 pounds at the first class rate for the entire ship- 
ment. 

Freight Containers. 


Rule 8 states that bulk freight will not be taken in 
less than carloads unless so specified in the classification 
and provides that freight will be accepted only when the 
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containers are of sufficient strength to afford reasonable 
and proper protection to the freight which they inclose. 
Following these general provisions, a number of specific 
requirements are made as to the construction of various 
containers, such as boxes, crates, pails, tubs, barrels, 
casks, hogsheads, drums, metal cans, glass carboys, bags, 
etc. This rule (section B) requires owners to load and 
ynload all freight carried at carload ratings, as well as 
such heavy and bulky freight carried at less than carload 
ratings which cannot be handled by the regular employes 
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or at stations where carrier’s facilities for loading or 
unloading are insufficient. 

Application. of Demurrage and Other Special Rules. 

Rule 9 states that rates governed ‘by the classification 
are subject, at points of origin and destination, to the 
rules, regulations and charges lawfully established by 
carriers covering demurrage, switching, storage and other 
terminal expenses; also to rules and charges covering 
diversion, reconsignment or other privileges afforded ship- 
ments in transit. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, Published by West Publishing Co., St. Paul, Minn. 
Copyright, 1917, by West Publishing Co.) 


Burden of Proof: 

(Sup. Ct. of Oregon.) A defendant carrier by water 
whose contract exempted it from loss due to dangers of 
navigation or unavoidable accident has the burden of show- 
ing the loss so occurred without negligence on its part.— 
Rosenwald vs. Oregon City Transp. Co., 163 Pac. Rep. 831. 
Evidence: 

(Sup. Ct. of Oregon.) Where defendant carrier claimed 
goods intrusted to it were lost by dangers of navigation 
or unavoidable accident, evidence regarding a recent 
change in the position of a dredge it collided with and 
an unexpected rise in the riyer, was admissible-——Rosen- 
wald vs. Oregon City Transp. Co., 163 Pac. Rep. 831. 

Where plaintiff declares upon the common-law liability 
of defendant common carrier, but the shipment was 
made under a written contract containing material re- 
strictions upon its liability, there is a failure of proof 
preventing recovery.—Id. 

Limitation of Liability: 

(Sup. Ct. of Oregon.) <A carrier by water may, by con- 
tract, exempt itself from liability for loss occurring from 
“dangers of navigation” or “unavoidable accident.”— 
Rosenwald vs. Oregon City Transp. Co., 163 Pac. Rep. 831. 

Provisions in a carrier’s contract, exempting it from loss 


to goods due to “dangers of navigation” and “unavoidable 
accident,” are broader than term “act of God,” and excuse 
it where a collision occurred without its fault (quoting 
Words and Phrases, “Act of God’’).—Id. 

Loss of Goods: 

(Sup. Ct. of Oregon.) In action against a carrier by 
water for loss of goods, refusal to require defendant’s 
election between defenses that damage was caused by 
negligence of colliding dredge and by dangers of naviga- 
tion, etc., is not erroneous, where motion was made after 
jury had been impaneled.—Rosenwald vs. Oregon City 
Transp. Co., 163 Pac. Rep. 831. , 
Negligent Navigation: 

(Dist. Ct., S. D., N. Y.) A steamship which went ashore 
in the Narrows and dropped her anchor, held liable for 
injury to the government cadles from Fort Wadsworth to 
Fort Hamilton, which were broken by her anchor, both 
because of negligence in the grounding and in handling 
the anchor when she was floated, although the captain 
was advised of the presence of the cables.—United States 
vs. North German Lloyd, 239 Fed. Rep. 587. 

Admiralty has jurisdiction of a suit for damages against 
a navigating vessel for injury to a submarine cable lying 
on the bottom of a channel.—Id. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and ee of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
. Copyright, 1917, by West Publishing Co.) 


CARRIAGE OF GOODS. 
Delivery Without Bill: 


(Sup. Ct. of Mich.) 
that plaintiff bank, to whom bill of lading was trans- 
ferred, did not authorize the shipper’s agent to release 
the soods without the bill of lading, so that the carrier 
was ‘iable to-it for the ensuing loss.—First Nat. Bank 
. Al'egan vs. Grand Rapids & I. Ry. Co., 161 N. W. Rep. 
59. . 

Aftor negotiation of the bill of lading, when the shipper 
learn d that the potatoes shipped were decayed and 


Evidence held to sustain finding. 


ordered his agent to dispose of them immediately, but 
the agent told the carrier that he had no authority to 
get them without a bill of lading, but the carrier never- 
theless released them to him without bill of lading, there 
was a wrongful delivery, for which the carrier was liable 
to the holder of the bill.—Id. 

Furnishing Suitable Cars: 

(Ct. of Apps. of Ga., Div. No. 1.) “Allegations in a peti- 
tion for certiorari which are not verified by the answer 
cannot be considered. From the answer to the certiorari 
in this case it does not appear that the trial court abused 
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its discretion in refusing a continuance. There was evi- 
dence to support the verdict; and the judge of the Su- 
perior Court did not err in overruling the certiorari.— 
Louisville & N. R. R. Co. vs. Tate, 91 S. E. Rep. 883. 
Wrongful Delivery: 

(Sup. Ct. of Mich.) In action against carrier for im- 
proper ventilation of car, causing damage to potatoes 
shipped, and for wrongful delivery without the bill of 
lading, the measure of damages was the value of the 
potatoes at the destination, had they arrived in good con- 
dition, less the freight charges.—First Nat. Bank of Alle 
gan vs. Grand Rapids & I. Ry. Co., 161 N. W. Rep. 859. 


DELAY IN TRANSPORTATION OR DELIVERY. 
Right of Action: 

(Sup. Ct. of Ark.) Acts 1907, p. 456, 2, declaring that a 
railroad not transporting shipments in the time thereby 
prescribed shall forfeit and pay “to the shipper” a certain 
amount per day on demand “by the shipper, or other 
party whose interest is affected by such delay,” gives the 
penalty and cause of action therefor to the person whose 
interest suffers from the delay, and so in case of a ship- 
ment of goods sold f. 0. b., to the buyer to whom they 
are consigned; there being a delivery to him, so far as 
the seller is concerned, and title passing to him, on ac- 
ceptance by the carrier of the goods for transportation, 
and his interest alone being affected by the delay.—Chi- 
cago, R. I. & P. Ry. Co. vs. Consumers’ Coal Co., 193 
S. W. Rep. 93. 

Time for Transportation: 


(Sup. Ct. of Ark.) The provision of acts, 1907, p. 456, 
2, as to distance per day a railroad must carry forward 
freight, allowing 24 hours “at each point where trans- 
ferring from one railroad to another or rehandling of 
freight is involved,” applies to a shipment by carload 
lot, as well as a shipment in less quantity, at a division 
point, where the car is transferred from thea train in which 
it arrives to another.—Chicago, R. I. & P. Ry. Co. vs. 
Consumers’ Coal Co., 193 S. W. Rep. 93. 


LOSS OF OR INJURY TO GOODS. 


Carmack Amendment: 

(Dist. Ct., S. D. Ga., Albany Div.) Under the Carmack 
amendment (act June 29, 1906, c. 3591, 7 pars. 11, 12, 34 
Stat. 5938 (Comp. St. 1913, 8592)), making the initial car- 
rier liable to the shipper for damages to the goods while 
in the hands of any connecting carrier, which superseded 
as to interstate shipments all remedies given by the 
states, a shipper cannot sue a subsequent connecting 


carrier to restrain recovery of freight charges, and en-, 


force a set-off against them for damages to the goods in 
shipment, where there is no showing as to the carrier 
on whose lines the damage occurred.—Johnson-Brown Co. 
vs. Delaware, L. & W. R. Co., 239 Fed. Rep. 590. 
Connecting Carrier: 

(Ct. of Apps. of Ga., Div. No. 2.) It is now settled by 
the ruling of the Supreme Court of the United States 
in the case, of Georgia, Florida & Alabama Ry. Co. vs. 
Blish Milling Co., 241 U. S. 190, 36 Sup. Ct. 541, 60 L. Ed. 
948, that the remedy of one whose property has been 
lost or damaged in the course of interstate transportation 
is not confined exclusively to the initial carrier. The 
decisions in Southern Ry. Co. vs. Savage, 18 Ga. App. 489, 
89 S. EB. 634, and Southern Ry. Co. vs. Bennett, 17 Ga. 
App. 163, 86 S. E. 418, holding that the remedy against 
the initial carrier is exclusive, and relied upon by the 
defendant in error, were expressly overruled by the de- 
cision of this court in Central of Ga. Ry. Co. vs. Waxel- 
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baum, 18 Ga. App. 489, 89 S. E. 635. See also Cincinnati, 
Hamilton & Dayton Ry. Co. vs. Quincey, 19 Ga. App. 167 
(91 S. HE. 220).—Morris vs. Southern Ry. Co., 91 S. 8, 
Rep. 878. 
Defense: 

(Sup. Ct. of Mich.) In an action for loss of freight, 
where defendant’s agent attached to the bill of lading 
a notation of the shortage, the failure of defendant, which 
pleaded the general issue, to file an affidavit denying the 
execution of the notation, did not, under Circuit Court 
rule 33, providing that upon plea of the general issue in 
an action upon any written agreement, under seal or 
without seal, the plaintiff shall not be put to the proof 
of the execution of the instrument, or the handwriting 
of the defendant, unless defendant or someone in his 
behalf shall file and serve a copy of an affidavit denying 
the same, and that such rule shall apply to indorsers as 
well as other parties, preclude defendant from denying 
or explaining the execution of the notation or of ques- 
tioning the authority of the agent making it; for the 
notation on the bill of lading was mere admission, and 
was not an instrument on which suit could be maintained. 
—Oceana Canning Co. vs. King et al., 161 N. W. Rep. 895. 
Delivery on Private Track: 

(Ct. of Apps. of Ga., Div. No. 2.) Under the Alabama 
law, a carrier may, by custom or contract, make a valid 
“delivery” of freight by merely placing the car upon a 
sidetrack at a place where it has no agent, and this is 
true when neither the consignee nor his representative 
is there to accept it—Georgia Cotton .Co. vs. Central of 
Ga. Ry. Co., 91 S. E. Rep. 933. 

Where it is intended that delivery of freight shall be 
made at a private siding, etc., the Alabama rule is that 
where by custom or contract the duty of the carrier is 
performed when it places the car on a sidetrack for 
unloading by the consignee, the liability of the carrier 
as carrier ceases.—Id. 

A compress company, as the duly authorized general 
agent of a cotton company, the shipper and consignee, 
to receive for it all cotton consigned to it at its place 
of business over the defendants’ lines, and which broke 
the seals and unloaded the cars, might agree with the 
carrier as to the manner by which it desired that such 
deliveries should be made, including deliveries after busi- 
ness hours.—Id. 

Where cotton shipped by plaintiff was intended for de- 
livery to its agent, a compress company, on its track, such 
track was a private or other siding within the provision 
of the bill of lading that property delivered on a private 
or other siding shall be at the owner’s risk after the cars 
are detached from trains.—Id. 

Under the Alabama law the clause in the bill of lading 
that when freight is delivered on a private or other siding 
it should be at the owner’s risk after the cars had been 
detached from trains, applies to deliveries made within 
the limits of a corporate city, having a daily mail, within 
Code Ala. 197, 6137, relating to delivery and notice to 
consignees.—Id. 

Notice of Arrival: 

(Ct. of Apps. of Ga., Div. No. 2.) The provisions of 
section 6137 of the Alabama Code of 1907 as to the mail- 
ing of notice to consignees by common carriers on the 
arrival of freight have no application to the responsi- 
bility of railway companies of that state as insurers of 
freight when under the contract the shipment is intended 
to be delivered at a private or other siding, even though 
such siding be within the corporate limits of a city having 
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a daily mail.—Georgia Cotton Co. vs. Central of Ga. Ry. 
Co., 91 S. E. Rep. 933. 


CHARGES AND LIENS. 


Liability of Consignor: 

(Ct. of Apps of Ga., Div. No. 1.) Where a common 
carrier accepts goods for transportation without prepay- 
ment of charges, agreeing to collect the charges from the 
consignee, and the consignee fails to pay them, the con- 
signor is still liable therefor to the carrier.—Jelks vs. 
Philadelphia & Reading Ry. Co., 14 Ga. App. 96, 80 S. E. 
216; Southern Ry. Co. vs. Southern Cotton Oil Co., 91 
Ss. E. Rep. 876. 

A railroad company, which, through mistake or negli- 
gence, has failed to collect from a consignee the charges 
due for transportation, is not estopped from recovering 
them from the consignor, merely because of failure to 
sue therefor until after the consignee, who, by agreement 
with the consignor, is liable for the freight) has become 
insolvent.—Central of Ga. Ry. Co. vs. Eatonton Lumber 
Co., 14 Ga. App. 302, 80 S. E. 7253.—Id. 

Set-Off: 

(Dist. Ct., S. D. Ga., Albany Div.) <A plea of recoup- 
ment for damages to the shipment to defeat the railroad 
company’s charges is contrary to the act of Congress re- 
quiring the freight to be paid only in cash.—Johnson- 
Brown Co. vs. Delaware, L. & W. R. Co., 239 Fed. Rep. 590. 
Undercharges: 

(Ct. of Apps. of Ga., Div. No. 2.) The freight charges 
for the transportation of an interstate shipment are fixed 
by the schedules and joint tariffs then in effect, and filed 
and posted in accordance with act Cong. June 29, 1906, 
known as the “Hepburn act” (act June 29, 1906, c. 3591, 
34 Stat. 584); and, though a common carrier, by mistake 
or otherwise, delivers goods upon the payment of a lower 
rate than that stated in the tariffs, it may thereafter 
demand and recover of the consignee (who has adopted 
the carrier’s contract of affreightment with the shipper) 
the difference between the amount of freight charges 
actually paid to the transportation company and the 
amount due upon the basis of the correct rate for the 
service rendered via the route selected by the consignee 
and specified in the bill of lading by the shipper. Upon 
the refusal of the consignee to pay such underchares the 
transportation company may maintain and recover in an 
action therefor.—Georgia R. R. vs. Greety, 5 Ga. App. 424, 
63 S. E. 528; Central of Ga. Ry. Co. vs. Curtis, 14 Ga. App. 
716, 82 S. E. 318; L. & N. Ry. Co. vs. Maxwell, 237 U. S. 
94; 35 Sup. Ct. 494, 59 L. Ed. 853, L. R. A. 1915E, 665; 
Seaboard Air Line Ry. vs. Luke, 19 Ga. App. 100, 90 S. E. 
1041; S., F. & W. Ry. Co. vs. Bundick, 94 Ga. 775, 21 
8. E. 995; Barnes on Interstate Transportation, 194, 195. 

(a) Attention is directed to ruling 286 (f), May 10, 
1910, of the I. C. C. as shown in Conference Rulings No. 
6, p. 91; Watkins on Shippers and Carriers (2d Ed.), 882; 
Ludowici Celadon Co. vs. Missouri Pac. Ry. Co., 22 Inter- 
state Commerce Commission Rep. 588; Cent. of Ga. Ry. 
vs. O’Neill Mfg. Co., 91 S. E. Rep. 877. 

CARRIAGE OF LIVE STOCK. 
Limitation of Liability: 

(Sup. Ct. of Mich.) A contract providing for carrier’s 
hon-liability for injury to stock “for delay caused by 
Stress of weather, by obstruction, of tracks, by riots, 
Strikes, or stoppage of labor, or from causes beyond their 


control,” did not include an injury resulting from the 
derailing of cars; the latter phrase referring only to the 
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word “delay.”—Slider vs. Pere Marquette R. Co., 161 N. W. 
Rep. 961. 
Notice of Claim: 

(Sup. Ct. of Colo.) <A stipulation, in a contract for the 
shipment of live stock, requiring that written notice of 
the fact and nature of any claim for damages be given the 
carrier before the stock should be removed from the place 
of destination, as a condition precedent to recovery, being 
founded on a reduced rate, a good consideration, and, be- 
ing reasonable, could be insisted on by the carrier, unless 
waived.—Atchison, T. & S. F. Ry. Co. vs. Miller, 163 Pac. 
Rep. 836. 

Where, in a contract covering an interstate shipment 
of live stock, the railroad stipulates that it shall be a 
condition precedent to recovery for damage that the ship- 
per give written notice of the fact and nature of any 
claim before the stock shall have been moved from des- 
tination, such stipulation as to notice cannot be waived, 
except by a general officer of the railroad, as provided 
by the stipulation itself, under the interstate commerce 
act (act Feb. 4, 1887, c. 104, 24 Stat. 379).—Id. 

(Sup. Ct. of Mich.) Where, upon delivery of horses by 
carrier after injury from derailing accident, shipper signed 
receipt to which was attached statement of damage, al- 
though not verified as required by contract of carriage, 
and carrier accepted it without objection, it was sufficient, 
since the purpose of the notice was to advise carrier that 
claim was made, so that a timely investigation may be 
had.—Slider vs. Pere Marquette R. Co., 161 N. W. Rep. 961. 


Receivers: 

(Sup. Ct. of Mich.) Where a railroad was being oper- 
ated by receivers at time of injury to stock, a judgment 
therefor should be rendered against the receivers, and 
not the railway company.—Slider vs. Pere Marquette R. 
Co., 161 N. W. Rep. 961. 


COMMISSION ORDERS 


The Commission has granted reparation to complain- 
ant in Case 8343, Rawson-Works Lumber Co. vs. Nor. 
Pac. et al., in the sum of $640.01; to complainant in Case 
7703, Swift & Co. vs. M. L. T. R. R. & S. S. Co. et al., in 
the sum of $2,011.67; to complainant in Case 8574, Atlantic 
Refining Co. vs. P. R. R. and P. B. & W., in the sum of 
$982.81; to complainant in Case 8150, Illinois Steel Co. vs. 
C.& N. W. and E. J. & E. in the sum of $5,947.72; to com- 
plainant in case 7793, J. C. Hubinger Bros. Company vs. 
Santa Fe et al., in the sum of $821.04; to complainant 
in Case 8256, George W. Hartzell vs. C., I. & L. et al, 
in the sum of $111.83, and to complainant in case 8736, 
Valley City Milling Co. vs. G. R. & I. in the sum of $722.72. 

Order of the Commission of January 4, in Case 8085, 
Western Tie Manufacturing Association vs. Camas Prairie 
et al., and in Fourth Section Orders 6457, lumber from 
Spirit Lake, Idaho, made effective April 2, has been so 
modified that it will become effective on April 17. 


Upon compalinants’ request, Case No. 9269, Rio Grande 
Lumber Company vs. O. S. L. et al.; Case No. 8931, R. E. 
Cobb Co. vs. C., St. P. M. & O. et al.; Case No. 9309, 
Rounds Rapid Transit Company vs. Evansville Railways 
Company et al., and Case 8999, and Sub 1, Norman T. 
Whitaker vs. Pullman Co., were dismissed. 

The Commission has granted authority to complainant 
in case 9550, Alabama Packing Co. et al., to amend its 
complaint against the A. G. S. et al. by making the Bir- 
mingham Belt Railroad an additional party defendant. 
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Legal Department 


Conducted by 
CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau 
In this department we answer simple questions relating to the law 
of interstate transportation of freight. Readers desiring special 
service by immediate answer may obtain privately written answers 
to their inquiries by the payment of a small fee, as elsewhere ex- 


plained. Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


* 
Measure of Damages in Reconsigned Shipments. 

California.—Question: July 9 last, a carload consisting 
of 821 packages of peaches, plums, pears, grapes and 
nectarines, moving under refrigeration, moved from ship- 
ping point, destined Chicago. Not desiring sale at that 
point, car was diverted to our broker in St. Paul, who had 
it sold to a firm in Duluth, Minn., for $1,229.90. However, 
during its travels in hands of carriers, the car met with 
some mishap and was by them transferred to another car 
and forwarded to destination. Upon arrival there the con- 
signee made inspection and’‘found the load in badly dis- 
arranged condition and more or less broken up, and de- 
manded an allowance, as he could not reship the fruit to 
outlying points, nor could he sell it for full market value, 
and the matter was finally adjusted with him upon invoice 
of $1,007.80, thus causing us a loss of $222.10 in addition 
to an item of $3.75 for extra ice we had to put in ice 
bunkers of car to protect the fruit while adjusting loss 
with consignee. Carriers admit that at destination they 
delivered 16 boxes pears, 18 boxes plums and 61 boxes 
peaches in broken condition and their “conclusion is that 
earrier’s liability does not extend beyond actual break- 
age.” In years past claims such as this have been adjusted 
promptly by the carriers upon proper substantiation. Will 
you kindly let us have your opinion as to carriers’ lia- 
bility? 

Answer: If a shipment is originally billed from one 
point to another and moves under a tariff rule that au- 
thorizes a diversion or reconsignment of the same at that 
other point to some further point, and the first consignee 
reconsigns it°to that further point under a through rate 
from original shipping point to final destination point, 
and did not take actual possession of the shipment at re- 
consigning point, the shipment in fact moves under a con- 
tract for carriage from the original shipping point to the 
final destination point, and the actual “place and time” 
for computing the value of the property are those fixed 
by the original bill of lading, and not those fixed by the 
value of the property at the reconsigned point. For our 
further views on this subject, see our answer to “Texas,” 
published on page 686 of the March 31, 1917, issue of the 
Traffic World. 


+ + - 


Shipper’s Routing Instructions to Water Carrier. 

North Dakota.—Question: A shipment was receipted 
for at a way station, fully routed by the shippers via a 
lake-and-rail route. Shipper not being posted as to the 
proper boat line, and their trips between different lake 
ports for rail connections, gave the carload shipment to 
the wrong boat. This boat line accepted the shipment, 
and afterwards discovering the mistake notified the ship- 
per that the shipment was on board their steamer and 
eould not perform the routing as specified on the bill 
of lading. Shippers notified them to send the shipment 
via the cheapest route, the boat_line in turn hauls the 
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shipment a roundabout way, adding considerable to jhe 
freight charges. The shippers have refused to pay this 
undercharge, contending that the boat line was negligent 
in not giving them notification before the commodity was 
loaded on their steamers, and accepting it, hauled it via 
a longer route. 

Will you kindly state in the columns of your paper 
where the negligence lies; is it the shipper or the con- 
necting boat line? The shipper made the misrouting and 
the boat line accepted it, knowing they could not fill the 
routing as specified in the bill of lading. 

Answer: Inasmuch as the shipment came into ihe 
possession of the wrong water carrier through the error 
of the shipper in giving routing instructions, and as the 
shipper gave specific instructions to that carrier to move 
it via the cheapest route, after being notified by the 
carrier of the wrong shipping instructions, in accordance 
with rule 286 (f) and 370 Conference Rulings Bulletin 6, 
any additional freight charges that might have been as- 
sessed by reason of following the shipper’s instructions 
cannot be chargeable to the fault of the water carrier. 
If, however, the water carrier did not move the shipment 
via the cheapest available route to it, then it would be 
liable for the overcharge incurred by reason. of its failure. 

% * ¥ 
Shipper’s Defense to Undercharges Account Carrier’s 
Misrouting. 

Kansas.—Question: We have a cold storage plant. A 
shipment of one car apples from a point in Colorado was 
billed to us for storage in November, 1912. Twenty-one 
days after arrival shipment was ordered forwarded to 
Chicago, protecting through rate, and, while we did not 
own the apples, we had the inbound freight and storage 
tied up therein, whereupon we shipped the apples from 
ourselves to our order notify a Chicago firm—inbound 
freight charges as advances billed at balance through 
rate, and we drew our draft, of course, for the storage. 

At Chicago the transportation company blundered and 
did not protect the proper through rate by several cents 
a hundred from point of origin to Chicago when the way- 
bill was revised at the freight office. This error was 
not brought to light until some time after, when the 
auditor’s office picked it up and issued a correction, the 
undercharge to collect being $56.70. Naturally, the con- 
signee should pay it, but in the meantime this consignee 
has gone bankrupt and cannot pay anything. Whereupon 
we, as shippers, although only interested from the storage 
standpoint, but we are shippers so far as the railroad 
company’s bill of lading is concerned and, so far as they 
know, are called upon to pay this undercharge, due to 
the fact that the consignee is unable to pay it. It is our 
understanding that legal tariff must be protected and that 
the transportation company must exhaust their legal 
efforts to make collection of undercharges which are * 
brought about in the protecting of legal published tariff. 
However, do we not have recourse in the form of a claim 
through the courts after we have satisfied the law by 
protecting legal published through rate? By paying the 
undercharge we have satisfied the law, but in doing so 
we have been damaged to the extent of this undercharge 
$56.70, which should have been collected from consignee 
at time of delivery, and would have been collected had 
not the delivering company, through neglect, ignorance 
and incompetency in checking the through rate, allowed 
the undercharge to exist. 

Answer: In the absence of a specific agreement ‘0 
the contrary, the carrier may recover its freight charges, 
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including undercharges, from either the shipper as the 
party with whom the contract of carriage was made, or 
from the consignee after he has accepted the shipment, 
as the owner of the same. If, therefore, the consignee 
fails or refuses to pay the freight charges, a carrier may 
attempt to collect from the consignor, if the action is 
prought within the statutory limitation period governing 
the same in the state where brought. See recent case of 
Southern Ry. Co. vs. Southern Cotton Oil Co., Court of 
Appeals of Georgia, reported in 91 S. E. 876. 

The law requires the carrier to collect and the party 
legally responsible~to pay the lawfully established rates 
without deviation therefrom. (Rule 314, Conference Rul- 
ings Bulletip 6.) When such charges have been paid, and 


the party paying them desires to, contest their reason- 
ableness, and to secure reparation or other form of dam- 
age, ii must do so before the Interstate Commerce Com- 


mission, and within two years from the time of delivery 
of the shipment. In the shipment in question; we under- 
stand that the tariffs provided. for the reconsignment of 
the shipment under the through rate, and that you prop- 
erly billed the same in accordance with such tariff pro- 
visions, but that through the carrier’s error the shipment 
so moved as not to entitle it to the through rate, and 
that the delivering carrier is now seeking to recover 
from you’ the amount represented by the difference be- 
tween the through rate and the rate applicable via the 
route over which the shipment actually moved. Since 
the “lawfully established rate” is the published rate in 
effect via the route over which the shipment was billed 
by the shipper, and since the carrier in misrouting the 
shipment by a more extensive route are chargeable with 
a breach of contract, it is our opinion that such breach 
would be a good defense in a court to the carrier’s claim 
for undercharges, even though made after the two years’ 
limitation period had expired, and even though all relief 
before the Commission had already been barred to the 
shipper. The act itself gives the shipper a right to des- 
ignate the routing, and makes it the duty of the initial 
as well as each succeeding carrier to follow the routing 
instructions contained in the bill of lading, and will op- 
erate to prevent the carrier from profiting by its own 
wrong through an action for undercharges not brought 
until a long period after which the shipment moved. 


= < oo 
Liability of Telegraph Company for Error in Transmission. 


Michigan.—Question: In the installation of a store 
front down East, some plate glass was shipped which was 
two inches too large. The contractor who gave us these 
sizes did not stand back of them, and it was necessary 
for us to wire the owner: “We will not be responsible 
for breakage in the cutting of glass.” This telegram was 
delivered as follows: “We will be responsible for the 
breakage in the cutting of glass.’ On account of this 
erroneous delivery of the telegram, the owner went ahead 
and Spent some $14, which was deducted from our bill 
In the cutting of that glass. There was no actual break- 
age. The Western Union Telegraph Company has de- 
clined to entertain our claim on the grounds that there 
was no actual breakage, although the people did go ahead 
and assume expense, which they would not have done 
had the telegram been delivered to them as delivered to 
the telegraph company. 

Willi you tell us, through the columns of The Traffic 
World, what our legal rights are in a case of this kind? 
Answer: The courts generally hold that in an action 
m tort for the omission of a word from a telegram, it is 
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sufficient if the damages claimed are such as might rea- 
sonably be expected to result from error in transmission. 
So that, in the telegram in question, even though there 
was no actual breakage in the cutting of the glass, if, by 
reason of the telegraph company’s failure to correctly 
transmit the message, the receiver thereof did something 
that he would not have done if the message had been 
correctly transmitted, and in the doing of which he suf- 
fered some injury which naturally arose from the breach, 
it is our opinion that such injury was or ought to have 
been in the contemplation of the telegraph company when 
sending the message, and that it is liable for its error. 

The liability of a telegraph company for error in the 
transmission of telegrams from one state to another is 
now controlled by the federal law, which supersedes state 
regulations and decisions. As to the general scope ot 
this liability since the passage of the act of 1910, see 
our answer to “California,” published on page 935 of 
the Nov. 4, 1916, issue of The Traffic World. See also 
the recent case of Western Union Telegraph Co. vs. 
Schady, reported in 192 S. W. 924. 


DOINGS OF THE TRAFFIC CLUBS 


Odell S. Smith, secretary and treasurer of the Norfolk 
& Washington Steamboat Company, was the principal 
speaker at a banquet of the Norfolk Traffic Club April 
14. His address was patriotic in character. To the rail- 
road men of this country, the men who will shoulder the 
ultimate responsibility for vast movements of troops and 
resources, he said, will fall one of the most essential 
functions of this war. The people must be fed; indus- 
tries must not cease to turn their wheels; freight must be 
moved—in these and many other ways, he declared, the 
country will need its transportation men at home. Just as 
patriotism is sometimes exhibited through restraint, he 
believed that nothing should be done that might interfere 
with the efficiency of the railroads. An address similar in 
kind was made by Capt. C. S. Stanworth, U. S. N. A 
witty speech was made by L. D. Mathes, general superin- 
tendent of the electric division of the Norfolk Southern 
Railroad. J. W. Brown, Jr., was toastmaster, with Presi- 
dent R. S. Gale as presiding officer. 





The Transportation Association of Chicago is adding a 
gymnasium to its club rooms. The windows of a big 
south room have been screened, a solid wall has been 
built across one end of the room, and such other changes 
are to be made as will put it in good shape to play hand- 
ball, basketball, indoor baseball, medicine-ball and other 
games. There are quite a number of lockers in this 
room, and there is a shower bath in the north end, which 
will enable those who are interested in athletics to get 
into the various games for an hour, take a shower bath 
and get back to work or on to an evening’s engagement 
refreshed and invigorated. 





At the banquet of the Traffic Club of the Flint Board 
of Commerce April 10 there were 191 men present. Pres- 
ident William H. McCloud spoke briefly, introducing W. 
W. Mountain, who acted as toastmaster. J. D. Dort 
spoke on the traffic problems facing Flint and informed 
the men present that a belt line is under consideration 
in order to keep the traffic off the main street. A, E. 
Waterfall talked on co-operation, Dan Redd, managing 
editor of the Board of Commerce, prophesied that the 
traffic bureau will be the best traffic organization of its 
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_ kind in the United States in a short time. The Rev. 
J. B. Pengelly, whose subject was “America,” gave an 
interesting description of the evolution of traffic from the 
earliest day up to the present. 


The officers of the Denver Traffic Efficiency Club are: 
President, George W. Knight; first vice-president, Frank 
H. Blair; second vice-president, Joseph A. Koch; treas- 
urer, Ray Mighell; secretary, John C. Kringel; assistant 
secretary, Frank B. Van Saun. The club meets every 
month at one of the hotels and after a dinner two mem- 
bers of the club make addresses on traffic subjects. This 
practice was adopted not only as a means of obtaining 
information but in order to give the members training 
in speaking, which the club holds to be necessary for a 
guccessful traffic man. At the next meeting, May 16, 


there will be a debate on the subject of car shortage.. 


The Denver Commercial Traffic Club held its second 
annual dinner and election at the Kaiserhof Hotel, April 
24. The following were elected: Richard Flickinger, of the 
Morey Mercantile Company, president; A. W. Kirkpatrick, 
of the U. S. Portland Cement Company, vice-president; 
A. S. Fogg, of the George Fritch Hardware Company, sec- 
retary; G. H. Work, of the Colorado Milling and Elevator 
Company, treasurer. An active campaign is to be started 
to increase membership. 


The St. Joseph Railroad Club held its monthly meeting 
April 16, at the Hotel Robidoux, the guest of honor and 
speaker being Louis T. Golding, publisher, St. Joseph 
News Press, who delivered an address on “Our Individual 
Duty in This War.” Officers were elected as follows: 
R. A. Ferguson, president; J. I. Johnson, first vice-presi- 
dent; C. J. Hauber, second vice-president; S. G. Danforth, 
treasurer; W. H. Fitzpatrick, B. F. Neidorp, E. L. Speer, 
directors. 


At the dinner of the Transportation Club of Indianap- 
olis, April 30, the speakers will be James P. Goodrich, 
governor of Indiana; Evans Woollen, president Fletcher 
Savings and Trust Company; the Rev. Morris M. Feuer- 
licht, rabbi, Hebrew Temple; and B. A. Worthington, 
president, the C. I. & W. Railroad Company. 


The LaSalle Traffic Club of San Francisco has ar- 
ranged for lectures and talks by officials of the Western 
Pacific Railway, Northwestern Pacific Railway, Trans- 
continental Freight Bureau, Santa Fe Railway, Southern 
Pacific and also some of the local industrial traffic man- 
agers. The membership now totals over 50, making pos- 
sible the renting of permanent club rooms. 


The Traffic Club of Pittsburgh obtained the Schenley 
Theater for Monday evening, April 23, and gave an en- 
tertainment of moving pictures. Among the pictures were 
the Westinghouse Electric and Manufacturing Company’s 
series, showing the “Electrification of Railways,” and the 
Pennsylvania Railroad elucidated by film form the con- 
version of immigrants into American citizens. Through 
the courtesy of the Universal Portland Cement Company, 
a “Concrete Romance” was shown. The club invited the 
Pittsburgh Chamber of Commerce, Pittsburgh Commercial 
Club, the Pittsburgh Association of Freight Traffic Agents, 
Railway Club of Pittsburgh and the Passenger Club of 
Pittsburgh. As befitted the times, patriotism was the 
keynote of the evening. The national colors, lavishly dis- 
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played, constituted the chief decorative scheme; young 
women of the Red Cross Society, wearing its uniform, 
were the ushers and also were the central figures in the 
opening tableau, “Columbia,” in which details Qf soldiers, 
sailors and marines from the local recruiting offices of 
the several branches of the service appeared as aux. 
iliaries, lending color and realism to the inspiring picture, 
the background of which was a flag 40x60 feet, while 
during the act between two of the film showings a tiny 
girl, garbed in red, white and blue and standing on the 
rail of one of the proscenium boxes, sang “America, | 
Love You.” There was much playing of patriotic airs 
by a big orchestra, and another number on the program 
that was received with much favor was an exhibition 
of interpretative and classic dancing. 


Even if there is a general rate advance of fifteen per 
cent, the railroads of the country will not be as well off 
this year as they were in 1916, James F. Holden of Kan- 
sas City, vice-president of the Kansas City Southern Rail- 
way, said April 14 at the sixth annual banquet of the 
Traffic Club of Dallas. He said that after allowance is 
made for the increase in wages brought about by the 
Adamson law and the higher cost of materials, the ad- 
vance will not amount to more than 1% or 2 per cent. 
He estimated that the Adamson law resulted in an addi- 
tional outlay for wages of from $60,000,000 to $100,000,000. 
Besides, the other employes are now asking for advances. 
As an example of how other costs have risen, he said 
that coal has advanced $1 a ton. Although there has been 
an increase of 50 per cent in the number of ton-miles 
and passengers carried by the railroads of the United 
States within the last decade, improvement in equipment 
has not been able to keep pace with the increase in busi- 
nss because the carriers were unable to secure money 
for needed expenditures, Mr. Holden said. “You can get 
money to invest in munition factories and Texas lands,” 
he said, “but you cannot get money for the railroads. 
We are seeing the result now in the car shortage and 
the handicap to business. Finally it will: come back to 
the people and waken them up to the needs of the lines. 
Then it will be seen.that the roads have not had a fair 
deal.” About two hundred and fifty men attended the 
banquet. Millard G. Scovell, president, presided. The 
Rev. S. H. C. Burgin delivered the invocation. Following 
the invocation the lights were turned off; red, white and 
blue lights outlined an American flag in the gallery, and 
the audience rose and sang “The Star Spangled Banner” 
as the band struck up the tune. The speakers, besides 
Mr. Holden, were G. B. Dealey; A. D. Aiken of St. Louis, 
general agent of the Rock Island Railroad; Capt. M. G. 
Holliday, recruiting officer for the United States army; 
Lieut. D. E. Kemp, recruiting officer of the United States 
navy, and H. M. Adams, president of the St. Louis Traffic 
Club. Mr. Holden made a plea for “intelligent and cen- 
tralized” regulation of railroads. He pointed out that at 
present the rate of income of the railroads is fixed, but 
that their costs are not fixed, but constantly advancing. 
He asked why it is assumed that men who know 
nothing of railroads should be state and federal railroad 
commissioners. Unless this change is made, he said, 
the alternative is government ownership. The objections 
to government ownership, he pointed out, were: It would 
be complete federal control; the states and municipalities 
would lose $150,000,000 annually in taxes; 2,000,000 em- 
ployes would be disinfranchised or voted by the party in 
power; the taking up of the railroad bonds would affect 
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the credit of the government; it would mean more pork 
parrei legislation and competition would be eliminated. 
Mr. Dealey’s subject was “Dallas.” Mr. Aiken said that 
the state railroad commissions are apparently guided 
more by state pride and sentiment than .by reason and 
logic. At best, state jurisdiction is arbitrary and artificial, 
he said. He maintained that there must be power to 
regulate wages where there is power to regulate rates, 
as what the carrier can pay out depends on what is paid in. 

T. H. Bradley made a hit with the diners with a ven- 
triloquist stunt. T. K. Johnston sang “The Trumpeter” 
and was repeatedly encored. Roscoe L. Carnrike sang sev- 
eral songs in negro dialect. David Gilmore Black of St. 
Louis, sang “Mona” and “Jerusalem.” 





| Personal Notes | 





Benjamin Clark Mc- 
Pherson, who fér the 
last four years has been 
conducting an industrial 
traffic office in Philadel- 
phia, has recently ac- 
cepted the position of 
manager of the traffic de- 
partment of the Sun 
Company, Philadelphia, 
and affiliated interests. 
He was born in Harvard, 
Ill., and, after leaving 
college, began his busi- 
ness career in the city 
of Chicago. He has had 
fifteen years of traffic 
experience in various 





capacities. 


W. L. Buchanan was born Dec. 24, 1881, in Philadel- 
phia. He is a graduate of Central Manual Training School 
of Philadelphia. He en- ‘ 
tered the service of the 
Pennsylvania Railroad 
Feb. 15, 1904, as clerk 
in the office of the divi- 
sion ticket agent of the 
West Jersey & Seashore 
Railroad. In November 
of the following year he 
was transferred to Wil- 
mington, Del., as a ticket 
clerk in the city ticket 
Office, which had just 
been opened in that city. 
On July 1, 1910, he was 
transferred to the pas- 
Senger rate department 
in the general office at 
Broad Street Station. On Nov. 1, 1911, he was appointed 
chief clerk to the milk agent. On March 1, 1913, Mr. 
Buchanan was advanced to milk solicitor, and on March 
15, 1917, he was made milk agent of the Pennsylvania 
Railroad Lines East of Pittsburgh and Erie. 








John H. Port has been appointed assistant milk agent 
of the Pennsylvania Railroad Lines East of Pittsburgh 
and iWrie. He entered the service of the Pennsylvania 
Railroad June 15, 1893. From then until 1909 he occupied 
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the position of passenger and freight agent at Union Fur- 
nace, Birmingham and Petersburg, respectively, on the 
middle division. He was made tariff inspection clerk in 
the office of the division freight agent at Altoona, in 1909, 
and Nov. 1, 1914, he was promoted to rate clerk in the 
same office. 


Joe Marshall was born in April, 1879, at Collinsville, Ill. 
He entered the service of the Missouri, Kansas & Texas 
Railway when he was 
twelve years old, as 
messenger boy in the 
commercial office in St. 
Louis. After five years 
he was transferred to 
the local freight office, 
where he spent seven 
years as press. boy, 
tracer clerk, check 
clerk, O. S. & D. clerk 
and then chief claim 
clerk. In December, 
1904, he joined the gen- 
eral office force, check- 
ing biling for the 
freight claim depart- 
ment, then as claim in- 
vestigator, and later as 
chief of the lawsuit and live stock claim bureau. In 
February, 1909, he was appointed traveling freight claim 
agent, with headquarters at Parson, Kan., where he re- 
mained six years, and Jan. 1, 1914, he was sent to Dallas, 
Tex., as freight claim agent for the Texas lines. April 
1, 1917, he was appointed superintendent of claims pre- 
vention for the entire system, with headquarters at Dal- 
las, reporting to the chief operating officer. While Mr. 
Marshall has handled the claim adjusting end of railroad- 
ing during the greater part of his career, he is best known 
by claim as well as operating men for his work~in behalf 
of correcting the causes for claims. 





C. Schonfelder, Jr., is appointed general freight agent 
of the Texas & Pacific Railway at Dallas, Tex., succeeding 
J. B. Payne, promoted. 

The St. Louis Southwestern Railway Company announces 
the following appointments effective April 16: Walter D. 
May, commercial agent, vice R. F. Britton, resigned to 
engage in private business; A. B. Green, traveling freight 
agent, vice Walter D. May,; G. N. Vandeventer, soliciting 
freight agent, vice A. B. Green. 

A. Knabb & Co., tight cooperage manufacturers, Warren 
and Marcus Hook, Pa., have employed E. W. Kinander 
as traffic manager. Mr. Kinander is an experienced freight 
rate man, having been with the Pennsylvania Railroad 
Company for fourteen years. 

George E. Schnitzer has been appointed assistant gen- 
eral freight agent of the Chicago, Rock Island & Pacific, 
with office at Little Rock, Ark., vice J. E, Johanson, gen- 
eral freight agent, resigned to accept other service. 

B. M. Scott has been appointed general agent of the 
traffic department of the Los Angeles & Salt Lake, with 
office at Long Beach, Cal.; Howard Truslow, passenger 
and freight agent at Santa Barbara, has been appointed 
commercial agent at Santa Barbara, and J. J. Tavis, city 
pssenger and freight agent at Santa Ana, Cal., has been 
appointed commercial agent at Santa Ana. 

Southern Railway system and Mobile & Ohio Railroad 
will open on May 15 an Argentine agency, with head- 
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quarters at Buenos Aires. R. H. Ackerman, formerly 
chief clerk in the South American agency at Chattanooga, 
Tenn., has been named as Argentine agent. 

W. R. Prickman has been appointed assistant general 
freight agent of the Pittsburgh & West Virginia Railway, 
succeeding G. G. Early, promoted. 

R. P. Mount is appointed commercial agent of the Chi- 
cago Great Western Railroad Company, with headquarters 
at Tulsa, Okla. 

The Texas & Pacific Railway announces the following 
appointments: I. M. Griffin, freight traffic manager, Dal- 
las, Tex.; J. B. Payne, assistant freight traffic manager, 
New Orleans, La.. Frank Koch, assistant freight traffic 
manager, and B. M. Flippin, assistant to the general traffic 
manager, have resigned to accept service elsewhere. 

The Western Maryland Railway Company announces the 
following appointments: C. B. Oakley, general agent, 
Baltimore, Md., vice W. A. Shropshire, promoted; T. T. 
Adams, commercial freight agent, St. Louis, Mo., vice C. 
B. Oakley, promoted; A. C. Emerson, traveling freight 
agent, Baltimore, Md., vice T. T. Adams, promoted. 

E. D. Graham is appointed auditor of the Sugar Land 
Railway Company, vice W. H. Boyne, resigned. 

H. L. Griffiths has been appointed general freight agent 
of the Virginia & Trucker Railway. 

Robert Irwin has succeeded W. M.- Miller, resigned, as 
claim agent of the A., T. & S. F. Railway Company, coast 
lines, Los Angeles, Cal.; Leo Jessen has been appointed 
assistant claim agent to fill the vacancy left by the pro- 
motion of Mr. Irwin. 

B. M. Flippin, assistant general traffic manager of the 
Texas & Pacific Railway, has resigned to become assistant 
traffic manager of the Missouri Pacific-Iron Mountain sys- 
tem, with headquarters at New Orleans, La. 

B. M. Scott has been appointed general agent of the 
traffic department of the Los Angeles & Salt Lake Rail- 
road, with office at Long Beach, Cal.; Howard Truslow, 
passenger and freight agent at Santa Barbara, has been 
appointed commercial agent at Santa Barbara, and J. J. 
Tavis, city passenger and freight agent at Santa Ana, Cal., 
has been appointed commercial agent at Santa Ana. 

W. J. Dibble has been made traffic manager, Hudson 
Motor Car Company, Detroit. 

W. S. Crowl, who has been general agent of the traffic 
department of the Michigan Central Railway since Oct. 
1, 1913, has resigned that position to accept the appoint- 
ment as traffic manager of the Michigan Alkali Company 
and Wyandotte Terminal Railroad Company. 

Frank J. Goodell, for several years in charge of traffic 
with the Michigan Alkali Company, Wyandotte, Mich., has 
become traffic manager of the Michigan Stamping Com- 
pany, Detroit, Mich. 

John A. Gardner, formerly traffic manager of the Hudson 
Motor Car Company, is now identified with the Chevrolet 
Motor Company, Flint, Mich., as traffic manager. 

R. A. Pearson, brother of the newly elected president 
of the New Haven, has recently been designated as chief 
assistant to the Secretary of Agriculture at Washington, 
in the matter of the increased food production of the 
nation. He was formerly commissioner of agriculture of 
New York state and is now president of the Iowa State 
College. 

Benjamin Campbell, for several years vice-president in 
charge of traffic, has been elected senior vice-president 
of the New Haven and president of the New England 
Steamship Company, the Hartford & New York Trans- 


THE TRAFFIC WORLD 


Vol. XIX, No. 17 


portation and the New Bedford-Martha’s Vineyard & Nap. 
tucket Steamboat Company. 


At a recent directors’ meeting of Wilson & Co., Chi- 
cago, Thomas E. Wilson was re-elected president, J. 4. 
Howard was re-elected vice-president and other c:ficergs 
were re-elected. In addition, four new vice-presiden: were 
elected—George H. Cowan, A. E. Petersen, J. A. H:.wkin- 
son, V. D. Skipworth. Mr. Skipworth is president of the 
Wilson Car Lines and a director of the Chicago & Alton 
Railroad. 


Howard Elliott this week resigned as president of the 
N. Y., N. H. & H. He will continue as a director. He 
gives as his reason for retiring the need of an cccupa- 
tion that will permit him a little more time for his family 
and himself, and the necessity of less severe work after 
nearly thirty-seven years of almost continuous service. 
He is succeeded as president by E. J. Pearson, who, since 
March 9, 1916, has been a vice-president of the road, with 
headquarters in Boston. He has acted as a general as- 
sistant to Mr. Elliott, and in particular has had charge of 
all matters pertaining to construction, operation and main- 
tenance. Mr. Pearson is 53 years old and of New England 
stock. In 1883 he was graduated from Cornell with the 
degree of civil engineer. When in the service of the 
Northern Pacific, he made a complete examination of the 
wharf and dock properties of the New Haven road all the 
way from New York to Boston, so that he could be help- 
ful in the construction of similar facilities*at Duluth and 
Puget Sound. Before his appointment as a vice-president 
of the New Haven he walked the greater part of the 
distance from New York to Springfield for the purpose 
of examining New Haven track and maintenance methods. 
His previous experience in railroad life had been as fol- 
lows: On the Northern Pacific: Assistant engineer, two 
years; engineering superviser, four years; division engi- 
neer, two years; principal assistant engineer, at Chicago, 


‘two years—in this position he had entire charge of the 


building of the Wisconsin Central terminal, which, at 
that time, was leased to the Northern Pacific; division 
superintendent on three difficult divisions, eight years; 
assistant general superintendent, two years; chief engi- 
neer, two years. Chicago, Milwaukee & St. Paul: -He was 
in charge of building the Puget Sound extension of the 
St. Paul road, an important piece of work, taking over five 
years. Missouri Pacific system: He was vice-president 
under Mr. Bush, in charge of maintenance, operation and 
construction, and did much work in rebuilding and develop- 
ing the line and in introducing economical operating meth- 
ods, for four years. Texas & Pacific: He was vice-pres- 
ident in charge of that property and all of its departments, 
with headquarters at New Orleans, for one year. Mr. 
Pearson has had a large experience in construction and 
operation, particularly in terminal work, not only on the 
railroads mentioned, but also on the New Haven and 
in New England cities, and in Chicago, St. Louis, Kansas 
City and New Orleans, where the Texas & Pacific has 
completed important terminals. He also has had a long 
training in the analysis of operating problems, and in 
economical methods of carrying on railway business 


COMMISSION ORDER. 

The Commission has allowed complainants in Case Nos. 
8985, Steadall & Lightfoot et al. vs. L. & N. et al.; 9628, 
Ash Produce Company vs. Vandalia, and 8912, Alabama 
Packing Company vs. L. & N., to amend complaint: by 
the adding of additional party defendants. 
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CONSERVING THE FOOD SUPPLY 


Editor The Traffic World: 

Every year a large number of carload shipments of 
perishable freight are refused at destination for various 
reasons, making it necessary for the carriers to advertise 
and sell such freight for their charges. Various state 
laws differ as to the time the freight shall be advertised. 
In the state of Texas it is required that all perishable 
carload freight be advertised for a period of five days 
before being sold. The result of this five days’ advertis- 
ing is that the commodity greatly deteriorates, in some 
cases becoming absolutely worthless, making it necessary 
to dump the shipment. Particularly is this true of ship- 
ments moving under ventilation. The result can easily 
be seen, for instead of being able to offer a carload of 
fresh products for sale, the carriers have nothing to offer 
but so much hog feed. 

It occurs to me that if uniform laws were passed in all 
states authorizing the sale of refused or unclaimed per- 
ishable freight with only 72 hours’ advertising there would 
be placed on the market a large amount of vegetable food 
that is not now sold, but goes absolutely to waste. 
Lengthy advertising of freight of this character does no 
one any good; the product is wasted, for which the public 
at large suffers, the shipper loses his goods, he suffers, 
the carriers in some cases lose their freight charges, and 
they suffer. 

We hear on all sides the warning: “Protect the coun- 
try’s food supply,” and the papers are telling the country 
to produce more food products.. I offer this as a sugges- 
tion to conserve part of the supply we now have. " 

W. D. Bert, 
Chief Claim Clerk, I. & S. N. R.y. Co. 
Houston, Tex., April 19, 1917. 


ADVANCES IN FREIGHT RATES 


Editor The Traffic World: 


In the handling of freight rates from and to our many 
factories, it has often been called to our attention that 
the rates in various sections of the country were not con- 
sistent. For instance, the carriers have told us many 
times that the C. F. A. scale was too low. It seems, 
therefore, to the writer that before an increase is granted 


to the carriers as a result of their petition for a 15 per 
cent increase, the many inconsistencies of the various rate 
Scales should be brought to the same basis. In other 
words, if it is found that 15 per cent is a proper increase 
for, say, the C. F. A. territory, then, to our mind, this 
should be a maximum -increase, and in other sections 
where the need for increase is not as great, a lesser in- 
crease should be allowed; or, to put it another way, why 
not aiiow a maximum increase of, say, 15 per cent with 
the u:derstanding that the carriers would work out all 
the inconsistencies of the various rate scales? This 
would »reclude the use for the future of the old argument 





that the rates in a particular section were not on the 
same basis as those in other sections. 
Hires Condensed Milk Company, 
E. H. Brill, Traffic Manager. 
Philadelphia, Pa., April 20, 1917. 


THE POMERENE LAW 


Editor The Traffic World: 

In view of the far-reaching importance of the Pomerene 
act, the paucity of comments on it through the press is 
rather unusual. In fact, it is somewhat surprising that 
certain features of the Act have, seemingly, attracted so 
little attention. 

Instruments calling for the payment of money lose their 
negotiability after maturity and become assignable, sub- 
ject to equities. Order bills of lading, however, lack the 
element of a date of maturity, and hence retain their 
negotiability indefinitely. -In this respect the act is 
broader than the negotiable instruments acts of the sev- 
eral states. 


There is nothing in the act which directly or indirectly 
limits the time in which a trarisferee may take an order 
bill for value, in good faith. He may take the bill either 
before or after delivery. It could not be contended, of 
course, that the delivery of the property should affect the 
negotiability of the bill; but the point is, how long after 
delivery, or after date of issue may the transferee take jit 
and still be able-to prove that he took it in good faith, 
without notice of adverse claim? 


Surely it was not intended that the bill should have an 
everlasting life.” And yet, so far as the statute goes, that 
is what it has. It seems to me that it would be to the 
mutual advantage of both bankers and carriers to have 
this question settled by the statute, rather than to leave 
it to the courts. 


It would be entirely feasible to amend the act so as to 
create a time limit after which a bill would become assign- 
able. For example, full negotiability could be limited to 
thirty days after date of issue without serious detriment 
to the interests of anyone. Such an amendment, however, 
should, in justice to all concerned, be worded so as to 
not affect the liability of carriers for delay. I am refer- . 
ring to domestic bills. Foreign bills would probably re- 
quire a longer life. 


Another thing that is likely to prove troublesome is 
the fact that an order. bill may be stolen and negotiated 
and the property at the same time may be delivered to 
the true owner on bond, under circumstances wherein no 
negligence may be imputed to either the carrier or the 
real owner of the goods. In such a case the innocent 
holder of the bill can recover from the carrier. 


Shall the carrier look to the consignee, or to the per- 
son who negligently permitted the bill to be stolen? In- 
asmuch as the absence of a fixed policy in this respect 
may leave the way open to charges of unjust discrimina- 
tion, the carriers apparently have no choice but to look 
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to the consignee, against whom their chances for recov- 
ery are the best. 

The consignee, in such case, is going to feel very much 
aggrieved when the carrier calls on him to comply with 
the terms of his bond. Suppose the carrier sues and the 
consignee demands a jury trial. Unless the judge orders 
a peremptory verdict, can anyone imagine the average 
jury finding for the carrier when the consignee has proved 
that he bought the property and paid for it, and that he 
was not negligent in any respect! 

J. L. Hopkins. 

Nashville, Tenn., April 18, 1917. 


INEFFICIENT CAR MOVEMENT 
Editor The Trattic World: 


In these days of car shortage and lack of sufficient 
equipment for the needs of the country, the movement 
of an empty car in the direction of the volume of traffic 
should not fail to arouse a protest from shippers in urgent 
need of cars which they have not been able to secure. 
Yet in at least one instance there is a regular movement 


of empty cars in both directions, coupled with a need at * 


each end of the haul for more Cars. 


This unusual condition exists in the supply and demand 
for tank cars. There is relatively little public- or railroad- 
owned equipment of this nature, most of that which ex- 
ists being privately owned and used chiefly for the haul 
of one single commodity in one direction only between 
the usual sources of supply and demand. Crude Oklahoma 
and Wyoming oils move in private tanks to the east; pre- 
pared Pennsylvania oils, special forms of road oils, asphalt 
preparations, or other specially prepared oils, move to 
the west. In every case the equipment is, as a general 
rule, returned by the railroads to the point of origin 


empty, sometimes moved over a transcontinental haul for 
no revenue whatsoever, in spite of the usual mileage al- 
lowance to the owners of the cars. 


It seems very curious that the rules applicable to the 
use of coal or other privately-owned equipment have not 
been applied to tank line cars. For example, it is an ad- 
mitted fact that the carrier over whose rails a coal com- 
pany ships a privately-owned car, and over whose rails 
the car must be returned empty without paying any reve- 
nue, can, if it so desires, use it for any commodity suit- 
able to the nature of the car for the return haul. The 
mileage remuneration to the owner is paid whether the 
car is under revenue-producing load or not. Thus, a pri- 
vately-owned coal car from western Pennsylvania to tide- 
water is ordinarily returned to the mine as soon as un- 
loaded. If, however, the carrier can secure a return haul 
of brick, sand, anthracite coal, or any other material 
suitable for gondola car movement, the car may be used, 
provided that by so doing it is not taken out of the rea- 
sonably direct home route nor unreasonably delayed. This 
is a privilege conceded to the carriers somewhat unwill- 
ingly, perhaps, by the owners. It was much used during 
the threatened coal strike of a few years ago, when cer- 
tain roads openly used private equipment shipped empty 
from tidewater to the mines to carry company coal for 
storage en route. At one time it was a regular thing for 
ears used to haul bituminous coal from the Pittsburgh 
district to the seaboard cities to be utilized to haul an- 
thracite from the hard coal regions to Lake Erie ports 
for transshipment on the lakes, and to be returned via 
Buffalo or Erie to the mines. The coal companies were 
able, however, to force the discontinuance of this prac- 
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tice on the grounds of unreasonable delay and diversion 
from the direct home route. 

No one who is interested in tank equipment, or » ho 
has felt the shortage of cars, can fail to be impres.eq 
with the opportunity the roads have here to increase |: 
car supply and revenue. To see trains containing }y 
empty and loaded tank cars moving in each dire: 
must indeed be a source of aggravation to manufacturers 
who are seriously hindered by their inability to receive 
or to ship liquid commodities. Why is not some arrange- 
ment feasible which could make privately-owned equip- 
ment just as easily interchangeable between different com- 
panies as ordinary railroad cars are among the railroad 
companies? Or, if this is not possible through common 
understanding, cannot the railroads make use of the same 
legal precedent which permits them to use the private 
coal cars? There would appear to be large field for in- 
vestigation and improvement here by both carriers and 
shippers which would result in better conditions in this 
sphere of business and traffic for both parties concerned. 

John B. Shober. 

Philadelphia, Pa., April 17, 1917. 


FREIGHT CLASSIFICATIONS 


G. B. McGinty, secretary of the Interstate Commerce 
Commission, has written the following in reply to the 
letter from the Néw York Merchants’ Association sug- 
gesting that the three freight classifications be consoli- 
dated in one issue: 


“There remains to be reported by the uniform com- 
mittee three important groups of items, namely, furniture, 
iron and steel articles, and vehicles. A number of the 
rules recommended by that committee have not been 
accepted by the territorial, committees, and where this 
is the case there is a variance in the general regulations. 
Some articles are provided for under different headings 
in the three classifications or are variously described; 
some that appear in one classification are not contained 
in another; and this is likewise true of special mixtures. 
Therefore, until uniformity in the descriptions, which in- 
clude the packing specifications and minimum weights, is 
attained as to practically all commodities, such a con- 
solidated classification would necessarily contain many 
duplicate items. Due to the periodic reports of the uni- 
form committee, many entries are in a transitory state 
and supplements would be exceptionally frequent. As- 
suming this step were practicable at this time, the classi- 
fication territories would have to continue to be defined 
and commodity tariffs would still have to show to what 
classification they are subject. The fact that the ratings 
for such territories were published in parallel columns 
would no doubt lead to confusion. 

“I am accordingly directed to say that the Commission 
does not believe that sufficient uniformity has been at- 
tained to warrant taking the action at this time which 
you propose.” 


COMMISSION ORDERS. 


The Commission has reopened for oral argument case 
7591, Southern Rice Growers’ Assn. et al. vs. Texas & 
New Orleans et al. Argument will be held at Washington, 
D. C., May 18, and the effective date of the Commission’s 
order of February 6 is postponed until further notice. 

Complainant’s petition for modification of order in case 
8351, American Beet Sugar Co. et al. vs. Southern Pa- 
cific et al., has been denied by the Commission. 
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Efficiency in Traffic 
New Devices, Suggestions, and Methods for Increasing Efficiency 
in Freight Handling and Other Branches of Traffic Work 
a ) ke @ 


Handling Claims and Keeping Claim Records 


(By S. D. Rice, traffic manager, Merrell-Soule Co., Syracuse, 
, N.Y.) 
Referring to your recent request for a monograph de- 

scribing our method of handling claims and keeping 

records: 

The writer is glad to favor you, as he believes our sys- 
tem is a very simple and practical one, either for a large 
or small company, and if the suggestions appeal to some- 
one we shall feel that we have helped to further the 
present trend to co-operate for efficiency and economy 
in transportation service. 

The first thought of the person in charge of claims 
should be prevention. He should profit by experience and 
every time a claim is occasionerd try to place a remedy 
to avoid a similar one. 

This company spares no expense in packing its prod- 
ucts in very substantial containers, in order that they 
may reach our customers in first-class condition. We are 
also particular in clearly addressing every package and 
checking it with the bill of lading or express receipt, to 
see that they correspond, and to describe the commodities 
exactly in accordance with the classification, having in 
mind that the railroad billing clerk very seldom has an 
opportunity to inspect a shipment, as frequently they are 
loaded in cars and en route before the talley gets to the 
billing department. In this connection we endeavor as 
much as possible to have our bills of lading typewritten. 

Our draymen are all carefully instructed about han- 
dling shipments to and from the freight houses and to 
examine all packages before receipting for them, demand- 
ing that proper notation be made on the freight bill by 
an authorized representative, if damaged or short. 

Our overcharge claims are reduced to a minimum, as we 
audit all bills at our main office, paying them on the correct 
tariff basis. Our branch factories send each day’s bills of 
lading, freight bills and express receipts with report show- 
ing all information necessary to enable us to check the 
weights, classification, origin, etc. It is a well-known fact 
that agents are much more careful in rendering freight bills 
accurately for concerns that are alert and correct them. 
It, therefore, pays any merchant or manufacturer, no mat- 
ter how small his business, to have some person assigned 
to study and watch the transportation. A shipment poorly 
addressed may go astray, and the jobber is delayed in 
filling orders, the wholesaler’s customer may be waiting 
for the goods for some retail merchant who is out and 
Substituting a competitor’s brand. Thus a number of 
people have been inconvenienced. 

Preparing Papers. 

The preparing of the claim papers to include all neces- 
Sary ‘o comply with the requirements is essential. We 
use the standard form adopted by the railroads, and 
approved by the Interstate Commerce Commission, and 
are slways particular that every paper required is at- 


tached, giving detailed information. When we have traced 
a shipment, and it is reported short, we attach a copy 
of the railroad representative’s letter. This avoids an- 
other investigation and generally results in settlement 
within a week. 

Our method of recording, as is shown on specimen page 
below, gives us an opportunity to tell at a glance which 
claims are unpaid and the length of time they have been 
pending. 


Index to Claims. 








. Date | Car- Co 
No.| Filed rier | Factory | modity 


m- | Customer, Origin or Dis- 
Destination Amt 


"| position 














Vanderkamp Farms, |$ 4.45|Paid 
Cleveland, N. Y., 4-6-17 
ToM.S. Co., Syracuse 


4271| 3-28-17|Penna |Arcade |Milk Smith, Richardson & | 23.50|/Paid 
Powder| Conroy, Inc., 4-12-17 
Jacksonville, Fla. 


4272| 3-30-17,NYC Syracuse |Egg Luman R. Wing & Co.,|_ _.81| Paid 
Powder] Chicago, IIl., 4-11-17 
ToM.S. Co., Syracuse 


4270| 3-28-17|Adams |Syracuse |Eggs 
Exp. 


4273] 3-30-17; DL&W Mince | J. E. Hutt Cont. Co., 3.71 
Mysasme Meat Fort Worth, Texas. 


Lamps | Syracuse, N. Y., 
To M. S. Co., Arcade 


4275| 3-30-17] NY NH | Arcade Milk Geo. F. Lehmann, 2.15|Paid 
&H Powder| Thompsonville, Conn. 4-16-17 


John J. Carr & Sons, 2.10 
Providence, R. I. 


4274] 3-30-17 paome Arcade |Electric) Edward Joy Co., 5.35 
xp. 


4276| 4-4-17 |INYC Syracuse MM 


4277| 3-1-17 |DL&W |Svracuse | Raisins| California Asso. Raisin} 11.52 
. Co., Fresno, Calif., 
ToM. 8. Co., Sytacuse 


4278] 4-6-17 |Adams | Union Electric! Mohawk Elec. Supply | 1.52 
Exp. |City Goods | Co., Syracuse, N. Y. 
To M. 8. Co., Union 


City. 

4279] 4-6-17 |Adams |S Clock | New Haven Clock Co.,| 1.00 

Exp. — New Haven, Conn., 

ToM.S. Co., Syracuse 

4280] 4-10-17|Penna |L Valley |Cream | City Dairy Co., 18.80 
Baltimore, Md. 

4281) 4-16-17/PM Brighton |MP S. Nevison, 23.50 
Adrian, Mich. 

4282) 4-16-17)PM Clio SMP Purity Baking Co., 47,00 
Linton, Ind. 


4283] 4-10-17;NYC |Syracuse |MM Miner Read & Tullock, | 1.39/Paid 
New Haven, Conn., 4-20-17 


ToM.S. Co., Syracuse} 





We follow up according to the time we think it should 
require to investigate. This, of course, depends upon 
whether the claim involves one or more carriers and 
whether it is an overcharge, loss by shortage, or damage. 
At least every fifteen days our index is carefully checked 
and any open claims are followed up. We aim to have 
at least as many paid each month as are filed. 


Records Must Balance with General Ledger. 
Our claim record must balance each month with the 
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general ledger of the accounting department, so we keep 
a balance sheet as indicated in specimen page below: 























Balance Sheet Claim Account April, 1917 
Da: Unpaid Filed Paid Unpaid | General Ledger 
te Mar. Apr. Apr. Apr. Reference 
4270 4.45 4-6 4.45 
4271 23.50 4-12 23.50 
4272 81 4-11 81 “ 
4273 3.71 3.71 
4274 5.35 5.35 
4275 2.15 4-16 2.15 
4276 2.10 2.10 
4277 11.52 11.52 
4278 1.52 1.52 
4279 1.00 1.00 
4280 18.80 18.80 
4281 23.50 23.50 
4282 47.00 47.00 
4283 1.39 4-20 1.39 
~ 146.80 32.30 | 114.50 
146.80 146.80 
114.50 





This, it will be seen, shows the number and amount 
of claims unpaid in the previous month and the filed, paid 
and unpaid in the current month. The total amount of the 
unpaid in the current month is the balance which must 
agree with the general ledger. 

When the claim is filed, we charge the claim account 
and credit the amount to the customer or to the depart- 
ment or account to which it belongs. Then when paid 
the check is passed to the cashier with our claim folder 
to be credited to claim account. 

Before the original papers in a claim leave us we make 
certified copies of all documents and put them in a folder, 
letter-head size, which is printed on the upper left-hand 
corner as follows: 


glee earache ccm eae we Re ee ee ree ry s 
IIE 1. icr esa @ wid pia we ecenp acne NS 2 Os 6b e sa. ncteesnaws 
DO. nnn ce cecaman cane NE aiarcie arta oars 
NN a oar ch cca TOES Ge SO ee Meme aseeas 
NE oo Po a ain co eR Re OR nS esa TEES 
de nino RG Da SRP NE Ke eee alae em eee 
NS eo ed ekinay aha pe albien eateries mae a ee aN 


They are filed in standard letter cabinets in numerical 
order back of guides marked “Open” and “Closed.” All 
correspondence during the transaction is pasted in the 
folder. When paid the claims are put in the closed file. 
(By Clayton Yerrick, chief claim clerk, the B. F. Goodrich Co., 

Akron, ) 

Transportation claims have been a subject of serious 
consideration in respect to commercial activities, and the 
matter has been of increasing importance in recent months 
on account of the unprecedented volume of business and 
a corresponding increase in the number of claims result- 
ing therefrom. While this phase of the subject has been 
given careful study by the industrial traffic department 
and by the railway claim department, a point in efficiency 
has not yet been attained where one can say that there 
is no need of improvement. The writer, however, will 
deal with the subject from the industrial side, and will 
go into details only so far as the space at our disposal 
will permit. 

The company which I represent manufactures rubber 
goods of every description on a very extensive scale. Its 
own branch houses and agencies are numbered in the 
hundreds and are scattered throughout the world. Its 
ledger accounts carry the names of thousands of custom- 
ers, ranging from the manufacturer in big business down 
to the individual who purchases our product for his per- 
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sonal use. The reader is to understand that our claim 
department must be, in a sense, a service department 
to all these, handling as it does all claims emanating frei 
factory or branch house shipments. 

In view of the above, it will be readily observed at 
a vast diversity of circumstances and conditions are  )- 
countered. 


We endeavor to acknowledge the receipt of all com- 
plaints of discrepancies in our shipments and to hasten 
as much as possible the adjustment of such as a good 
business policy. It must be evident that when a ship- 
ment does not reach the buyer in strict accordance with 
the billing that ofttimes his disposition is much upset 2nd 
nothing must be left undone to prevent further agegrava- 
tion. Our method of disposing of these complaints is 
literally as follows: 

The chief claim clerk observes each report and assigns 
it to the attention of a subordinate. Those instances 
where it is believed that a tracer would effect delivery 
and probably prevent claim are referred to tracing clerk, 
Cases of. damage or overcharge are immediately placed 
in line for presentation to the carrier in the form of a 
claim. The chief claim clerk issues instructions or rec- 
ommendatons as to the proper course of procedure, espe- 
cially in connection with the more complicated cases. 

The assembling of all necessary papers, such as bills 
of lading, expense bills, affidavits or other forms of evi- 
dence is left to subordinate clerks and correspondents. 
It is our aim at all times to support our claims with any 
papers bearing evidence of the claimed condition, and to 
secure, as far as possible, all data which would expedite 
the carrier’s investigation. In addition to the customary 
papers, we include a claim invoice on our company bill- 
head, billing the carrier with the amount claimed, show- 
ing explicitly how we computed the amount of the claim. 
This claim invoice is, in a sense, a recapitulation of the 
whole matter and enables the carrier to understand the 
claim without difficulty. We believe in expliciteness—in 
a clear, concise statement of the facts, which results in 
a satisfactory reception of our claim by the carrier. 


Our overcharge claims are usually sent to the carrier 
without a letter, as the claim invoice carries such _ in- 
formation as not to necessitate further explanation. How- 
ever, we consider our loss and damage claims of greater 
importance and write an individual letter in connection 
with each one. We attach considerable importance to 
the matter of neatness and orderliness in presenting 
claims, realizing that carriers’ claim adjusters are as a 
rule busy men, owing to the aggregate number of claims 
passing through their hands daily. It is only natural 
that he should handle first, those claims which require 
the least effort to understand and to investigate. It may 
seem unimportant to some, but it is our firm belief that, 
so far as possible, the arrangement of claim papers should 
be uniform. The claim adjuster is then able to scrutinize 
each claim quickly, and it is quite probable that it will 
be passed along in the regular channel of investigaiion, 
whle the less carefully prepared claim might be laid aside 
until more time is available for study. This extra effort 
put forth in the preparation and presentation of claim 
also adds to the completeness of claimant’s records. 


A systematic method of record keeping is of extreme 
importance. It is safe to say that fully seventy-five per 
cent of loss and damage claims are the subject of cor- 
respondence after presentation to the carrier, co!se- 
quently, it will be readily noted that the efficiency of 
the correspondents will be seriously impeded if the records 


th 
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are not properly-arranged. To acquire the desired result 
we !naintain two distinct index records. In one all claims 
are listed under the name of customer or branch house 
interested in the shipment, also showing another claim 
number and amount. The other record is a loose-leaf 
book, in which we list all claims under the name of 
carrier involved; showing date of entry, our claim number 
and amount. The railway claim number is set down in 
this record as fast as claims are acknowledged by carrier. 
The loose-leaf book can be readily adjusted to meet addi- 
tional requirements, as old accounts grow and new ones 
appear. Claims are checked off the loose-leaf record as 
fast as paid or withdrawn and the book, therefore, at all 
times shows a complete record of all unpaid claims against 
each carrier, and enables us at any time to prepare a 
statement of the outstanding claims without difficulty. 

The claim invoice mentioned in a preceding paragraph 
is prepared in duplicate, the original accompanying claim 
papers to the carrier, and the duplicate filed numerically 
for ready reference. On the copy retained by us we 
show information regarding the crediting of our custom- 
er’s account or other data pertaining to the adjustment 
of the transaction. All other papers, including copies 
of shipping documents, letters, etc., are inclosed in strong 
manila envelopes and filed numerically for future reference. 
Such records,while requiring considerable effort to main- 
tain, are an absolute necessity if the claim department is 
to fulfill its mission as adjuster of all differences arising 
from conditions incident to. transportation. 

There is considerable diversity of opinion as to the best 
policy in respect to following claims for settlement. We 
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believe that, considering the vastly different circum- 
stances, no definite plan could be adopted, therefore, use 
our own judgment as to the proper course of procedure. 
It must be remembered that carrier is obligated to inves- 
tigate each claim before it can legally effect payment. 
Furthermore, consideration must be given to the number 
of carriers involved, the nature of the claim and any other 
circumstances which might affect the progress of the 
investigation. When in our opinion carrier has had ample 
time to establish the validity of the case, then we aim 
to follow the matter closely, makng sure that a further 
delay in settlement is reasonable. In addition to follow- 
ing claims individually by letter, we also send at the 
beginning of each month a complete statement of the 
account to those carriers having a large number of claims. 
When sending out such statement we refer especially to 
the large number of claims outstanding and the aggregate 
amount involved, requesting definite action on the older 
items. 


We feel that we have been particularly successful in 
adjusting our claims, not on account of the prestige en- 
joyed by a big concern, but rather is it due to our policy 
of claiming what is justly due us and nothing more. 
During the last year we withdrew less than one-half of 
one per cent of all claims filed on account of our inability 
to prove the validity of same. In these we ourselves 
were not absolutely certain of our stand. A policy, there- 
fore, of absolute fairness, and a frank statement of the 
facts at all times can only result in an amicable business 
relationship between claimant and carrier. 


Uncle Sam Fails to Gin the Devil His Due 


(Written for The Traffic World_by Slason Thompson, director 
Bureau of Railway News and Statistics.) 


In every discussion of the proposal that the govern- 
ment should own and operate the railways of the United 
States its opponents are confronted with the assertion 
that “Uncle Sam handles your mail promptly and cheaply, 
which proves he can operate. railroads as efficiently and 
as cheaply as anybody.” 

Of course, it proves nothing of the sort, being as much 
a non sequitur as to claim that because a rooster can 
crow and has feathers he can lay eggs. 

But the bald assertion is almost always effective with 
a mixed audience patriotically disposed to believe that 
Uncle Sam can do anything better than any combination 
of his hundred million units. It matters little that the 
facts against government efficiency in conducting public 
business are so notorious as to be taken as a matter of 


course. Every public work in the country testifies to 
its wasteful and sluggish methods. In the construction 
of public buildings, waterways, harbors, efc., it has only 


two speeds—“slow and stop.” Eventually it gets there 
only to find that the procession of private enterprise has 
moved on to the next plain of industrial or social prog- 
ress, 

But the American people accept the claim as to post 
Office etficiency because they want to retain confidence 
= the efficiency of the one welcome governmental func- 
tion that daily visits them in their shops, offices and 
homes. 


Unfo ‘unately there is nothing that is claimed for the 
Prompt and cheap handling of the mail by Uncle Sam 


that is not done. by and at the expense of the privately 
owned and operated railways. Ever since 1834, when 
mail was first carried by the railways, they have per- 
formed the “vital service” of transporting letters, news- 
papers and packages for Uncle Sam more cheaply and 
promptly than he could do it himself and for most of the 
time below the actual cost of the service. Ex-Postmaster- 
General Thomas L. James, the most thoroughly experienced 
and efficient man ever apopinted head of the Post Office De- 
partment, in writing of the mail car service, once said: 


“The present service is due not alone to the liberality 
of Congress, because the appropriations have been parsi- 
monious, but to the generosity of the railways, which have 
performed a valuable work for a price which in many 
cases does not pay the expense of the necessary additional 
labor involved.” 

Since this was written (1889) the revenues of the Post 
Office Department have increased from $62,317,119 to 
$312,000,000, or over 400 per cent. In the meantime the 
railway mail pay for performing the most vital part of 
the entire mail service has increased only 180 per cent. 
If the railways had been paid the same proportion of 
postoffice revenues in 1916 that they were paid in 1889, 
their earnings from this source alone last year would 
have been approximately $110,000,000 instead of $61,000,- 
000. 

It is unnecessary to say that the Post Office Depart- 
ment profited by the difference, without having added 
anything to the efficiency of the “vital service” by which 
alone it is able to transport the mails from one end of 
the republic to the other. 
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On the contrary, at every stage of its development, the 
railways have been saddled with more and more of the 
onerous and expensive features of the mail service. Every 
new postoffice or apartment car ordered has to be built 
of steel conforming to the most exacting specifications. 
These cars cost from $15,000 to $17,000 against $6,000 to 
$7,000 at the beginning of the century. 


The increase in the number and compensation of rail- 
way mail clerks affords another demonstration of the 
relatively unjust treatment of the railways by Uncle Sam. 
Between 1890 and 1916 the number of railway mail clerks 
increased from 5,836 to 19,318 and their compensation from 
$5,562,844 annually to $28,804,947, or 248 per cent and 418 
per cent, respectively. 


In the meantime the compensation of the railways for 
carrying the mails, including this increased force of rail- 
way mail clerks, was only 164 per cent. Had the com- 
pensation of the railways increased in the same ratio as 
that of railway mail clerks, in 1916 it would have been 
nearly double what it was, or over $121,000,000. 


It has been estimated that the carrying of railway mail 
clerks at 2 cents a mile alone would add $18,000,000 a 
year to railway revenues. But they get nothing, although 
congressional investigators have said they should. 


Since 1890 the transportation of mail by the railways 
has increased from 215,715,680 miles to 502,937,359 in 
1916, or 133 per cent. To this must be added the in- 
crease in weight. The department figures do not furnish 
this. But between 1890 and 1916 the weight of second 
class matter alone increased over 420 per cent. As the 
department says that “the weight of the parcel post mail 
has increased sevenfold” in three and a half years, there 
is every reason to believe that the railways to-day are 
carrying an increase of over 600 per cent more postal 
ton mileage than in 1890, for which they are receiving an 
increase of less than 165 per cent. 


Measured by this yardstick, if the railways were paid 
in proportion to the “vital service” they are performing 
for the post office, their mail pay in 1916 would have been 
$153,000,000 instead of $61,244,667. 


Moreover, the services rendered by the railways to 
post office in 1916 have improved in every respect. In the 
mere matter of cars alone this improvement is shown 
in the following statement from the last report of the 
department: 


FULL AND APARTMENT CARS IN USE AND IN RESERVE. 


Wood and 
wood steel 
reinforced. 


Steel 
and steel 
underframe, 


When it comes to ordering new and costly equipment 
for the mail service, the department is autocratic beyond 
the thoughts that cost Czar Nicholas an empire, but when 
it comes to paying for the best railway mail service on 
earth it is penurious beyond the imagination of Charles 
Dickens when he conceived Old Scrooge. 


In the matter of statistics the Post Office Department 
is so deficient that it has lost count of the number and 
weight of the mail it handles and only pays the railways 
on quadrennial weighings, which rob them of the legiti- 
mate increase pending the next weight day. 
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Help for Traffic Man 


This department is conducted by a traffic man of long experienc 
and wide knowledge. In it he will answer questions relating t 
practical traffic problerns. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the righ: 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of inves- 
tigation contemplated. Questions will be answered as promptly as 
possible. No answers will be given by mail except for a fee, as else- 
where explained. 


Address “Help for Traffic Man,’”’ The Traffic Service Bureau, 
Colorado Building- Washington, D. C. 
= * 
Refusal of Agent to Issue C. L. Bills of Lading on Split 
Shipments. 


Q.—In Help for Traffic Man, page 527, The Traffic World 
of March 10, 1917. As I understand, the B. & O. S. W. 
flour shipper did not have in mind anything but the effi- 
cient loading of equipment; under the circumstances, it 
seems one of policy, the question being whether the B. & 
O. S. W. would rather furnish two cars, to load all in one 
and depend upon the lines at Louisville transferring to a 
local or way car to destination. Carriers are not required 
to do this, but in some cases it might be more economical 
and practical to do this, it being understood that ship- 
ments should be so loaded as to permit easy transfer of 
one lot. 


A.—We can form an opinion of what the inquirer had 
in mind only by the question asked. He wanted to know 


.if the agent was justified in refusing to issue two bills 


of lading under the circumstances he recited. See our 
views as expressed in The Traffic World of Feb. 3, March 
10 and 17, 1917. 


EXPRESS COMPANY REVENUES 


The Traffic World Washingtcn Bureau, 


A summary of the results of express company operations 
in December was made public by the Commission April 
21. It shows that the companies suffered an enormous 
reduction in operating income for the last month of 1916 
in comparison with the corresponding month in 1915. 
While the operating revenue increased from $8,899,795 to 
$9,953,269, the operating income fell from $1,619,750 to 
$570,549. The terrific fall apparently was caused by an 
increase in expenses from $7,149,124 to $9,239,159. 

The operating revenue of the Adams rose from $2,100, 
135 to $2,326,105; expenses from $1,636,779 to $2,502,158, 
causing a fall in the operating income from a positive of 
$242,743 to a deficit of $188,794. 


The operating revenue of the American advanced from 
$3,009,488 to $3,318,849; expenses from $2,462,499 to $3,080, 
398, causing the operating income to decline from $502,025 
to $192,657. 

The operating revenue of the Canadian increased from 
$164,654 to $221,767; expenses from $143,184 to $188,940, 
and the operating income from $17,233 to $22,119. 

The Great Northern’s operating revenue increased from 
$130,768 to $136,812; expenses from $91,813 to $104,312, 
causing a decline in the operating income from $35,(94 t0 
$24,917. 

The Northern’s operating revenue rose from $124,911 
to $137,314; expenses from $88,615 to $102,654, causing 4 
decline in the operating income from $31,271 to $3,646. 

The Southern’s operating revenue rose from 969,752 
to $1,115,217; expenses from $664,323 to $816,538, causins 
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_ the measure of each and every rate. 
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only 2 small decline from $290,192 to $282,333 in the in- 
come. 

Wells Fargo & Company had an increase in the operat- 
ing revenue from $2,321,124 to $2,614,910; expenses from 
$1,802,438 to $2,375,048, and a decline in the income from 
$482,936 to $189,045. 

The operating revenue of the Western rose from $78,958 
to $83,139; expenses from $59,470 to $69,113, causing a 
decline in the income from $18,232 to $11,623. 

For the six months ending with December the operating 
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income of the companies as a whole fell from $6,176,179 
to $4,659,371. The declines in income of the individual 
companies were as follows: Adams from $1,313,107 to 
$186,471; American from $1,904,060 to $1,069,887; and 
Canadian from $158,848 to $146,943. 

The increases were as follows: Great Northern from 
$194,994 to $205,435; Northern from $213,935 to $244,394; 
Southern from $685,976 to $939,808; Wells Fargo & Com- 
pany from $1,618,381 to $1,781,908, and Western from $84,- 
327 to $84,524. 


Reasonable Freight Rates 


(Address of T. C. Powell, vice-president, Southern Ry. Sys- 
tem, at annual dinner of the Traffic and Transportation Club of 
Birmingham, March 8, 1917.) 

There are two subjects which are now paramount in 
the minds of the American public—the high cost of living 
and the transportation facilities. 

Both the high cost of living and the congestion of ter- 
minals may be to some etxent attributed to the European 
war, but each of them is also caused by difference of 
opinion as to what constitutes a reasonable rate of freight. 

What is, -or is not, a reasonable rate of freight, or a 
reasonable passenger fare, is a matter of opinion. 

It is difficult, if not impossible, to demonstrate the 
actual cost of handling any particular commodity. 

It is, of course, perfectly practicable to calculate the 
cost of operating a passenger train in so far as the train 
itself is concerned, but it is not possible to set out exactly 


how much of the general cost should be charged to each. 


particular train. 

As long as a shipper persists in the belief that a low 
rate of freight is the most beneficial thing that can hap- 
pen, he is likely to realize sooner or later that the appli- 
cation of his theory has been reactionary. 


There is an old story of the smart boy who contended 
that a calf would thrive on sawdust, and, to justify his 
theory, he tried the experiment of reducing the proportion 
of meal and increasing the proportion of sawdust until 
the food offered to the calf was made up almost entirely 
of sawdust with very little meal. 

As a result, the calf died, but the boy always con- 
tended that if he could have carried on the experiment 
long enough to eliminate the meal entirely and teach 
the calf to live on sawdust, his scheme would have been 
a great success. 


We can never hope to reach a state of affairs in which 
the shipper and the railroad are fully in accord as to 
Probably for that 
Teason it is fortunate that we have an Interstate Com- 
merce Commission, and necessarily the burden of deciding 
whether a rate is reasonable or unreasonable must fall 
upon the Interstate Commerce Commission rather than 
upon the state commissions. 

I mean by that, that the scope and authority of the 
Interstate Commerce Commission are necessarily greater 
than that of any state commission, and this is further 
exemplified by the fact that the Southern Railway spends 
for purchases of labor and material in the South approxi- 
mately . million dollars per month more than it receives 


for revenue on traffic originating and ending within the 
South. 


Wher I say that we never can expect to reach that 
beatified state in which the railroads and shippers will 


invariably agree, I have in mind the experience of man- 
kind in general in attempting to fix a common standard. 
Take, for instance, the matter of temperature: 


It would seem perfectly plausible that the scientists 
throughout the world might arrive at a conclusion as to 
which is the best means of measuring variations of tem- 
perature, and then, by common agreement, establish that 
standard all over the world, so that there would be no 
confusion between the calculations made in different coun- 
tries or for different purposes. 

Nevertheless, we have the common, or garden, variety 
of thermometer known as the “Fahrenheit,” while some 
scientists use the “Centigrade” thermometer. 


There is, as a matter of fact, a third standard used 
by other scientists; so that we have here on such a sim- 
ple matter as measuring the temperature three different 
methods of doing so. So much for the scientists. 


Again, it might be thought that in such an important 
feature of our daily life as lineal and cubic measure- 
ment, we might, by some international agreement, or by 
some arbitrary law, adopt a uniform system of weights 
and measures, and yet, what do we find? . 


In the first place, we find that the American gallon is 
entirely different from the English gallon, so that when 
aman buys a gallon of gasoline in this country he gets 
four quarts, and when he buys a gallon in England he 
gets about five quarts. 


Now, if there were no good method, this might be ex- 
cusable. 

As a matter of fact, we have the metric system, which 
has been approved by Congress for use in this country, 
but which has never been generally adopted in the United 
States or in England. 

The same disparity occurs in measuring distances. 

A land mile is 5,280 feet. If that is a reasonable meas- 
ure for a mile of land, why is it not a reasonable measure 
for a mile on sea? And yet a nautical mile, commonly 
termed a “knot,” is considerably longer than 5,280 feet, 
and neither one of these agrees with the kilometer, which 
is the nearest thing to a mile in the metric system. 

If the lineal measure which we use were based on 
reason, there might be some excuse for ignoring the 
metric system, but it is, as you know, purely arbi- 
trary. Some hundreds of years ago a certain king 
decided that a yard should be as long as his arm, and 
thereupon an arbitrary standard was adopted in England, 
and when standard weights and measures were adopted 
in this country we adopted the English yard. 

Subsequently the English standards were destroyed and 
they came over to this country and measured our stand- 
ard, so that the English lineal measure of to-day is -based 
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upon the United States standard preserved at Washing- 
ton. 


Even the metric system failed of its purpose. 


The meter was intended to be one ten-millionth part 
of the distance between the equator and the pole, but, as 
neither Doc Cook nor Peary had then discovered the 
north pole, a mistake was made in this calculation, so 
that the meter is also an arbitrary standard; so that 
here we have-a-kilometer representing approximately a 
mile; we have our land mile of 5,280 feet, and we have 
the nautical mile. 


Now, if we cannot agree upon such a cOmmon-sense 
thing as the adoption of a uniform standard of weights 
and measures throughout the civilized portion of the 
globe, how can we expect two opposing parties, such as 
the shippers and the railroads, to agree upon a reasonable 
rate? 


We may say that these problems are too large; that we 
cannot expect all the nations of the earth to throw aside 
their traditional standards and adopt a common standard, 
but let us come closer to home. 


A bushel of wheat in Alabama weighs 60 pounds, and 
this is the universal weight throughout the country. It 
was evidently possible to reach a common understanding 
as to what represented a bushel of wheat. 


A bushel of Irish potatoes weighs 60 pounds in Alabama, 
but in North Carolina and Virginia it weighs only 56 
pounds. 


In Mississippi a bushel of sweet potatoes weighs 60 
pounds, but in Alabama you contend that a bushel of 
sweet potatoes weighs only 55 pounds, while the people 
of Tennessee contend that the proper weight is 50 pounds. 

Virginia, the mother of presidents, insists that a bushel 
of sweet potatoes weighs 56 pounds, while Ohio, which 
has produced almost as many presidents as Virginia, is 
willing to accept 50 pounds of sweet potatoes to the 
bushel. 


Virginia is willing to take 30 pounds of oats for a 
bushel, while Alabama insists upon 32, but Virginia makes 
up the missing two pounds by claiming 50 pounds per 
bushel on cornmeal, while ‘Alabama is content with 48. 

If the states cannot agree among themselves as to the 
standard weights of such important items of food as 
potatoes, cornmeal and other items of that character, how 
can you expect to reach an agreement about rates of 
freight? 

Now the real fact is that the shippers want a rate of 
freight which will enable them to distribute their prod- 
ucts to the best advantage in all directions, and the 
receivers, or purchasers, want a rate of freight which 
will enable them to buy from a number of different mar- 
kets and which will not restrict them to one or only a 
few markets at which te purchase. 


The railroads, on the other hand, must have sufficient 
revenue. 


When I say “sufficient revenue” I mean more than 
enough revenue to scratch along with; I mean enough 
revenue to enable the railroad to be liberal in mainte- 
nance expenditures, purchase of cars and engines, safety 
devices (such as automatic signals), bridges capable of 
sustaining. any loading, and all those items which go 
to make up what we designate as a first-class railroad. 

I don’t think the public should expect the railroads to 
postpone improvements until the bond market is favorable. 
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The best insurance a railroad can have agains' 

pending upon a particular time for the sale of 
is the ability to earn a sufficient revenue; sufficie: 
I say, to maintain the railroad in first-class condi: 
to pay a good dividend upon the stock and to enab! 
railroad to furnish adequate service to the traveling 
shipping public. 

After all is said and done, the real purpose of a rail- 
road is to transport passengers and freight from place to 
place. 

The passengers must be transported safely and expe. 
ditiously, and the freight must be transported safely and 
with regularity, because a safe and regular service js 
more beneficial to the shipping public than a service made 
up of spasms of extraordinary quickness, interspersed 
with chronic delays. 

These things cannot be accomplished unless the equip. 
ment of all kinds is maintained in proper condition. 

You remember the story of the Irishman, who was 
walking along a country road in a sparsely settled coun- 
try. He asked a man how far it was to the next town: 
he was told ten miles. 

Half an hour later he met another man who also told 
him it was ten miles. 

An hour later he met a third man, and when this man 
said it was still ten miles, the Irishman exclaimed: 
“Thank God, I am holding my own.” 


Now, we can’t be content with simply holding our own. 

To maintain a freight terminal, for instance, does not 
mean that the same number of tracks are to be used 
year after year; it means that the terminal must be en- 
larged as the prospects for business increase, so that 
when the business actually materializes, the facilities 
will be there to handle it. 

To maintain the track means that where double-track 


is needed, either actually or in anticipation, it must be 
built and the facilities increased. 


Nearly every day the newspapers refer to some item 
which has increased in price. Even the automobile manu- 
facturers, in spite of the enormous profits which they 
are alleged to have been making, have found it possible 
to increase their selling price. 


Recently the papers referred to a number of coal deal- 
ers who had been indicted for arbitrarily and _ illegally 
advancing the price of coal from $1.25 per ton to $3 per 
ton, an advance of $1.75 per ton. 

As you know, the rate on coal from this district to 
New Orleans is only $1.40 per ton, and even this rate 
had to be justified before the Interstate Commerce Com- 
mission, but by the turn of a hand these coal dealers 
were able to add to their profit a greater amount per 
ton than the railroads are allowed to charge for hauling 
a ton of coal nearly 400 miles. 


The things I want to emphasize are: 

(1) That human nature is so constituted that it is prac 
tically impossible to secure a unanimous verdict as to 
whether or not a certain rate is wholly reasonable or 
wholly unreasonable. ; 


(2) If we admit this to be a fact, why not err on the 
right side and insure for ourselves better transportation 
facilities in the way of additional double-track, a greater 
number of freight cars, more powerful engines and more 
regular service? What we want in the way of railroad 
service is “good goods,” but no one can buy fiist-class 
material at a starvation price. 
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a WESTERN CLASSIFICATION named GL, mininum weight 24,000 pounds (subject: to 


Rule 6B), class A. 








as . . Docket No. 1142—11:10 A. M. Submitted by Shippers. 
a Official Docket of Hearings Before the West- aps for Bottles: 
y . ‘ ‘ : Foil, in barrels or boxes, third class. 
he ern Classification Committee on Applica- (To cancel Item 12, Page 149.) _ 
nd ° ° ° Docket No. 1143—11:20 A. M.. : Submitted by Shippers. 
tions for Changes In Ratings, Rules, Conductor Pipe een, See oe ne or boxes, first class. 
New ry. 
: i i ; Docket No. 1144—11:30 A. M. Submitted by Shippers. 
il- Etc., in Classification 54 Autopeds: In boxes, L. C. L., first class; in boxes, C. L., mini- 
to : mum weight 24,000 pounds, third class. 
The Western Classification Committee, ; (New item.) 
R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 
e- The Western Classification Committee will, on the dates and 
at the hours named, consider the following applications for 
nd changes in roe, oy ony etc., in Conetneee No. 54. Inter- : ot 
i ested persons desiring to appear and present arguments will be a. ae ee H | P h 
- heard in be ——_, pe aa room, 1836 Transportation - Bare ae * ote Ow atan 
de Building, Chicago, unless another locality is stated. ‘ <9 r WASHINGTON, D.C. 
ed TUESDAY, MAY 22, - ee 4 Pennsylvania Avenue, H and 
Docket No. 1137—10:00 A. M. Submitted by Shippers. ; t a3.45 | ; $s Eighteenth Sts., N. W. 
ip- "ler or Floor: 5 ae oe . pe a b agen  weeatg 
aper rp Px ing -_ 2 ¢ - a Per f ‘| offers every, comiort an uxury, 
— og oe ewe. Rugs, in bales, boxes, bun also a superior service. European 
as (New entry.) ad F raten Plan. 
/ Docket No, 1138—10:15 A. M. Submitted by Shippers. : ia a4 Rooms, detached bath, 
n- Lead Pipe, Lead Pipe Fittings, Pig Lead, Bar Lead, Calking peeyes gs MRR AUT $1.50 and up 
: Lead and Sheet Lead, mixed, C. L., minimum weight 36,000 : Ist Rooms, private bath, 
n; pounds, fifth class. ‘ $2.50 and up 
Docket No wee - Sep 6) ye Pete Ri 40s Write for Souvenir Booklet and Map 
id Descriptions by Uniform and Ratings Sas 2 a, Dee E. C. OWEN, Manager 


by Western Committee. 
Churns, Hand: 
an Metal: ; 
Barrel: In boxes or crates, L. C. L., first class; in pack- 


d: ages named, C. L., minimum weight 15,000 pounds (sub- 
ject to Rule 6B), third class. 


Other than Barrel: In barrels, boxes or crates, L. Cc. L., 











. first class; in packages named, C,. L., minimum weight —O t: 
n. ‘ : ATIONAL INDUSTRIAL TRAFFIC LEAGUE—Object: 
20,000 pounds (subject to Rule 6B), fourth class. ! wen chieok of — league is to interchange ideas concerning 
‘ot Barrel and Other than Barrel, mixed C. L., minimum weight trafic matters, to co-operate with the Interstate Commerce 
- 20,000 pounds (subject to Rule 6B), fourth class. Commission, state railroad commissions and transportation 
(To cancel Item 17, Page 160.) : companies in promoting and securing better understanding by 
n- Docket No. 1140—10:45 A. M. Submitted by Shippers. the public and the state and national governments of the needs 
Cement, Concrete or Masonry Waterproofing Compound: 2. of the traffic world; to secure proper legislation where deemed 
at Liquid or Paste: In glass carboys, L. C. L., fourth class; in necessary, and the modification of present laws where consid- 
ies barrels, L. C. L., fourth class. : ered harmful to the free interchange of commerce; with the 
(To amend Item 18, Page 156.) ‘ view to advance fair dealing and to promote, conserve and pro- 

Pant "Miucdltnents tor Attomobiler: s°°B itia Zant parts "ose the commercial and traneporsaton interes 

Pd ac d a a ., loose, small parts 
ck in boxes, L. C. L., first class; K. D., loose or in package, Headquarters—Tacoma Bldg., 5 North La Saile St., Chicago. 
b es «6CO GG. 4M. Freer ........--- Se skin ew wraate ages renee rapscosscs se MES 
. i T 7 Manager Traffic Department, Cincinnati amber o om- 

Keith Railway Equipment Company merce and Merchants’ Exchange. 

Successors to W. H, Chandler .......+-.cccsecceicoosceseccees. Vice-President 
2m KEITH CAR COMPANY Manager Transportation Department, Boston Chamber of 
1 WE BEG TO ANNOUNCE THAT WE HAVE PURCHASED Commerce. 

ALL OF THE PROPERTY, ASSETS, BUSINESS, Cacer F.. Bl) .ccccece Ane ET ee acaiueee Secretary-Treasurer 
ey CONTRACTS AND GOOD WILL OF THE 7. oe Company, 836 South Michigan Avenue, Chi- 
| cago, Ill. 

m KEITH CAR COMPANY Se 2 "eee ee er ae .....Assistant Secretary 
THE KEITH RAILWAY EQUIPMENT COMPANY WILL. CON- 5 North La Salle Street, Chicago, IIl. 
al Me pe ag Ag UNDER THE SAME = ——————_____—_ 
‘al AND E 
i“ PAST. WE THAN YOU FOR YOUN DATRONSGe ANE MANUFACTURERS’ ASSOCIATION, in Charge of Traffic of 
’ CO-OPERATION IN THE PAST AND SOLICIT ITS CONTIN- Industries Located at Sterling and Rock Falls, Ill. 
yer UANCE. Yours sincerely, A. Seems ie aaeli weeaeaeserers (asdienieesaaaees ~ n> -Epenegans 
lee Rr ere re ere o0sbaeee ce-Presiden 
KEITH RAILWAY EQUIPMENT COMPANY WE, ae PL, kn idccicc cc bucincvencectsenseues Secretary-Treasurer 
\s ‘ W. Be. LONE 2. ccc cccccccscccscsccccsecs +eeeeeee--Traffic Manager 
” Anna. All correspondence relative to movement of traffic to or from 
rte , ° ° Sterling and Rock Falls, Ill., should be addressed to the Traffic 
‘ Chicago, Ill., March 20, 1917 . President Manager, General Offices, Lawrence Building, Sterling, Ill. 
Jit . 
TS 
er 


« | |CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. New York Offices: 90 West St., New York 


oT R. R. GOVIN, President, 90 West Street, New York. J. R. DRANEY, Assistant Freight and Traffic Manager, 90 West Street, 
ac R. D. UPHAM, First Vice-President, 90 West Street, New York. New York. : 
to Ze . THURBER, Second Vice-President, 90 West Street, New York. . oa BOYD, General Counsel, Builders’ Exchange Bldg., Baltimore, 
. ~ i i 3 - 
a ‘y SOWELL, Third Vice-President, in charge of Operation and Trafic, BAINBRIDGE COLBY, General Solicitor, 90 West Street, New York. 
or Vest Street, New York. T. W. MALEY, General Auditor, 90 West Street, New York 
N. B. HERSLOFF, Treasurer, 90 West Street, New York. - we , vb cae rele “gg ge ne 
G. W ‘ 2 A Cc. W. KELLY, Assistant Auditor, 90 West Street, New York. 
- W. S. Whitney, Secretary, 90 West Street, New York. SAMUEL J. NATHAN, Superintendent of Car Service, 90 West Street, New 
‘he JOHN H. ZINK, Freight and Traffic Manager, Baltimore, Md. York. 
we EXTENDS FROM WAGNER’S POINT TO CURTIS BAY i 
Chesapeake & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., is in a position to receive all foreign freight destined Hy 
ter ior ports and to take care of outgoing freight for foreign countries. yi 
‘ company maintains a high standard of service in the handling of shipments to and from the industries located on its line. The territory covered by i 
ore road offers superior sites for the location of industries of every description. Firms, individuals and corporations contemplating the location of business ) 


j Ht, a to correspond with Samuel J. Nathan, 90 West Street, New York City. Maps and full information concerning available property will 
a cbt esl shed. 
-leage at present operated,.7 miles; additional under construction. 
ass +/siterage connection with all coastwise lines out of Baltimore for seaboard ports. 
eptional location for plants desiring tidewater delivery. 
_ /NNECTIONS—At Clinton Street with the Pennsylvania Railroad via float at Wagner’s Point, C. & C. B. R. R. to Curtis Bay. At Port Covington 
| aden Western Maryland via float to Wagner’s Point, C. & C. B. R. R. to Curtis Bay. With the Baltimore & Ohio Seawall Branch at Wagner's Point. 
Toush connections via these routes to all points East, West, North and South. 
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Docket No. 1145—11:45 A. M. Submitted by Shippers. 
To add to Junk items, Nos. 1 and 2, Page 241: Junk Furs, used 
for Felt or Paper Stock. 

Also make Item 1, Page 241: 
“straight or mixed carloads.”’ 
| ee No. 1146—1:30 P. M. 

alt: 

Live Stock, Medicated: In single bags, L. C. L., second 
class; in double bags, L. C. L., fourth class; in barrels or 
boxes, lL. C. L., fourth class; in packages named, C. L., 
minimum weight 30,000 pounds, class B. 

(To cancel Item 10, Page 329.) 
Docket No. 1147—1:45 P. M, Submitted by Shippers. 
Truck Attachments, Automobile, and Automobile Bodies, 
Freight, in mixed C.*L., minimum weight 20,000 pounds (sub- 
ject to Rule 6B), second class. 
(New item.) 
Docket No. 1148—2:00 P. M. Submitted by Shippers. 
Bluing Paddles, Laundry, in barrels or boxes, fourth class. 
(New item.) 
Docket No. 1149—2:10 P. M. 
Eliminate Item 23, Page 352. 


352. 
Docket No. 1150—2:20 P. M. 
Eliminate Item 13, Page 237. Covered by Item 13, Page 250. 
Docket No. 1151—2:30 P. M. Submitted by Shippers. 
Copper, Brass or Bronze Articles, not otherwise indexed by 
name, not decorated, and Copper Wash Boilers, mixed car- 
loads, minimum weight 12,000 pounds (subject to Rule 6B), 
second class. 


“Mixed carloads’’ instead of 


Submitted by Shippers. 


Submitted by Carriers. 
Now covered by Item 21, Page 


Submitted by Carriers. 


(New item.) 
Docket No. 1152—2:45 P. M. 
Plumbers’ Goods: 
Laundry Tubs, Cement, Concrete or Soapstone, in barrels, 
boxes or crates, mixed C. L., minimum weight 24,000 pounds, 
fourth class. 


Submitted by Shippers. 


(New item.) 
Docket No, 1153—3:00 P. M 
Hair: 
Cattle, Hog or Horse: 
Curled, interlaced: In bags, L. C. L., first class; in bags, C. 
L., minimum weight 20,000 pounds (subject to Rule 6B), 
third class. 


Submitted by Shippers. 


‘ 


(New item.) 
Docket No. 1154—3:15 P. M. Submitted by Shippers. 
Prism Panels, framed or leaded, in boxes, second class. 
Docket No. 1155—3:30 P. M. Submitted by Shippers. 
Extracts: 
Logwood: 
Dry: In double bags, L. C. L., third class; in double bags, 
Cc. L., minimum weight 36,000 pounds, class A 
(To amend Item 12, Page 188.) 


SUSPENDED TARIFFS 


April 24, in I. and S. 1071, Twin Cities’ switching, C. M. & 
St. P. I. C. C. No. B3470 and Supplement No. 1 thereto, effective 
May 1, and Minn. & St, L. Supplement 1 to I. C. C. No. B227, 
effective April 23, were suspended until August 21. 


April 25, in I. and S. 1062, wire articles from eastern points, 
Supplement No. 10 to Whiton’s I. C. C. No. 73 was suspended 
from May 1 until August 10. 


April 26, in I. and S. 1050, reconsignment case, B. & M. Sup- 
plement 1 to I. C. C. No. A1285, C. & E. I. Supplement 23 to 
I. C. C. No. 2824, Cumberland Valley I. C. C. No. 2226, 
Toledo, St. Louis & Western I. C. C. No. A751 were suspended 
from May 2 and later dates until August 30. 

April 26, in I. and.S. 1072, conductor pipe to Texas points, 
Supplement 7 to Leland’s I. C. C. No. 1165 and Supplement 7 
to Morris’ I. C. C. No. 631 were suspended from April 26 until 
August 24, 








Digest of New Complaints| 


No. 9467, Sub. No. 4. J. B. Earle, Waco, Tex., vs. M. La. & 
Tex. R. R. & S. S. Co. et al. 

Unjust and unreasonable rates on rock salt from Weeks, 
La., to Waco in comparison with rates to Ft. Worth and 
North Ft. Worth. -Asks for a cease and desist order and 
reparation. 


No. 9529, Sub. No. 1. 
et al. 
Unjust and unreasonable rates and charges on box shooks 
from Klamath Falls, Ore., to Sacramento, Cal. Asks for a 
cease and desist order and reparation. 


No. 9600. Laona & Northern R. R. Co., Forest, Wis., vs. C. & 
N. W. BR. B.. Co. 

Alleges undue and unreasonable discrimination through the 
failure to make through route and joint rate arrangements 
with complainant although latter has been held to be a com- 
mon carrier. Asks for such through route and joint rate ar- 
rangements. 


No. 9601. Ansted & Burk Co., Springfield, O., vs. C. C. & St. L. 
Ry. Co. et al. 

Alleges unjust and unreasonable charges on wheat originat- 
ing in Ohio, Indiana, Missouri, Kansas, Nebraska and Okla- 
homa, milled at Springfield and sent to New York for export; 
also unduly discriminatory practices on wheat reshipped from 
Springfield without milling. Ask for a cease and desist order 
and reparation amounting to $4,369. 

No. 9602. Frank P. Miller Paper Co., Downingtown, Pa., vs. 
P.-R. R. Co. et al. 
Unjust and unreasonable rates on paper board from Down- 
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ingtown to Baltimore, Reading, Philadelphia, Gloucester, N. J, 
and Millville, N. J.. Asks for a cease and desist order ing a 
rate not exceeding 50 per cent of sixth class. 

No. 9602, Sub. No. 1. S. Austin Bicking Paper Mfg. Co., Down- 
ingtown, Pa., vs. P. R. R. Co. et al. 

Unjust and unreasonable rates on paper board from Pown- 
ingtown to Baltimore, Reading, Philadelphia, Gloucester, N. J, 
and Millville, N, J. Asks for a cease and desist order and a 
rate not exceeding 50 per cent of sixth class. 

No. 9602, Sub. No. 2. Kerr Paper Mill Co., Downingtown, Pa, 
vs. P. BR. R. Co. et al. 

Unjust and unreasonable rates on paper board from Down- 
ingtown to Baltimore, Reading, Philadelphia, Gloucester, N. J., 
and Millville, N. J. Asks for a cease and desist order and a 
rate not exceeding 50 per cent of sixth class. 

No. 9604. Dawson Produce Co., Oklahoma City and elsewhere, 
vs. Atlantic Coast Line et al. 

Unjust and unreasonable through rates on potatoes and 
other vegetables from Florida to Oklahoma in that they ex- 
ceed the aggregate of intermediates. Asks for a cease and 
desist order, reasonable rates and reparation. 


No. 9605. Chamber of Commerce, Houston, Tex., et al. vs, 
Southern Pacific et al. 


Against an import rate of $1 per 100 pounds and a minimum 
of 30,000 pounds on shelled and unshelled peanuts from San 
Francisco and Seattle to Houston as unjust, unreasonable 
per se in comparison with a rate of 75 cents on imported 
peanut oil from the same points. Asks for a cease and 
desist order, a rate not to exceed 50 cents, and 60 cents on 
a minimum of 50,000 pounds. 


No. 9606. Romann & Bush Pigiron and Coke Co., St. Louis, ys, 
C. & O. et al. 


Unjust and unreasonable charges on five carloads of coal 
from Quinamont, W. Va., to Dennison, Tex., via St. Louis, 
Asks for reparation. 


No. 9607. National Wool Growers’ Assn., Salt Lake City, vs, 
Bullfrog, Goldfield R. R. Co. et al. é 
Unjust and unreasonable‘rates on cottonseed cake and meal 
from Calexico and other Imperial Valley stations in Califor- 
nia to interstate California stations, Nevada, Idaho, Colorado, 
Montana, Oregon, Utah and Wyoming. Asks for reasonable 
rates, 


No. 9608. - Wales Lines Co., Meriden, Conn., vs. N. Y. N. H. 
& H. et al. 
Unjust and unreasonable charges on L. C. L. shipment of 
portland cement from Evansville, Pa., to East Hampton, 
Mass. Asks for just and reasonable rates and reparation. 


No. 9609. Chattanooga Sewer Pipe and Fire Brick Co. vs. Belt 
Ry. Co. of Chattanooga. 


Unjust and unreasonable demurrage charges on empty cars 
in Chattanooga. Asks for reparation. 


No, 9610. Willard Storage Battery Co., Cleveland, vs. N. Y. 
Central et al. 
Unjust and unreasonable charges on batteries from Cleve- 
land to St. Henri and Montreal. Asks for reparation. 


. 


WHO AM I? 


———I am more talked of than anything else in America! 
I am the autocrat of the commercial interests! 

I control the treasuries of the world! 

I command the bank clearances! 

I am as powerful as Ajax! 

I can stop commerce! 

I am supreme! 

Rulers, and the common people alike 

Take off their hats to me. 

My aristocratic cousins, the luxurious Pullman car, 
And the steel coach who in the past snubbed 

Me, now crave my favors! 

I am merciful! 

I can help you, but 

I lack energy! 

You must supply that! 

Left to my own efforts 

I am inert and innocuous! 

Energize me and you increase your bank account! 
Stimulate me and the wheels of commerce revolve! 


Who Am !? 


I am the freight car! 
I market your crops! 
Load me promptly! 
Unload me quickly! 
Move me swiftly, and 
You will prosper! 
—St. Louis Furniture News. 
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April 28, 1917 THE TRAFFIC WORLD 


POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Traffic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified advertisements are as follows: $2.00 per 
inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and ail correspond- 
ence held in strict confidence. 

THE TRAFFIC WORLD, 
418 So. Market Street, Chicago. 


WANTED—Position, by an energetic, successful Traffic Man- 
ager, desiring to enlarge his opportunities, 35, married. 
Twelve years’ experience in traffic departments of railroads and 
commercial firms. Thoroughly understand rates, routings, 
claims and Interstate Commerce rules and regulations. Can 
furnish Al references. "Will locate anywhere. Answer K. P. 49, 
The Traffic World, Chicago. 





WANTED—Position as Traffic Manager, by thoroughly com- 
petent, progressive and aggressive man, 31 years of age and 
married. Twelve years’ general railroad experience, last eight 
years in General Freight Traffic Department handling rates, 
routing, claims, Interstate Commerce Commission matters, etc. 
Address B. A. 162, The Traffic World, Chicago. 


WANTED—Experienced stenographer and bookkeeper, good 
habits, not afraid of work. Familiar with railroad work and 
Interstate Commerce Commission classifications, etc. Must be 
wiling to live in small town with modern conveniences and 
furnish bond, for which premium will be paid. To man able 
to fill these requirements good salary will be paid. State full 
particulars in first letter. Answer L. F. 719, The Traffic World, 


2 
4 
8 
09 
° 


WANTED—Position as TRAFFIC MANAGER OR ASSIST- 
ANT. Experienced and thoroughly familiar with all traffic 
matters. Also an Al stenographer: Married, sober and reliable. 
B. B. 27, The Traffic World, Chicago. 


Will consider an offer from an industrial concern or railroad 
requiring an experienced man in freight traffic. Sixteen years 
in freight traffic department of eastern trunk line road check- 
ing rates and making tariffs. Familiar with I. C. C., state 
= Canadian regulations. T. S. B. 31, care The Traffic World, 

icago. 


Capable Traffic Man, now employed by railroad company, 
wishes to change to industrjal concern. Age 38 years, married, 
sober, familiar with rates,‘claims and I. C. C. decisions and 
rules. Al references as to character and ability. Address 
B. J. T., Traffic World, 


SPECIAL ANNOUNCEMENT. 


We have FOR SALE, for cash, a complete file of rail- 
road and committee publications of freight tariffs, number- 
ing over 4,000 issues, comprising the transportation 
charges, rules and regulations, covering all classes and 
commodities, between all points east of the Mississippi 
River; also Trans-Continental, Trans-Missouri and South- 
western Lines’ publications. WRITE FOR PARTICULARS. 
L. D. 14, care THE TRAFFIC WORLD, Chicago. 











WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Mi. 








Do Business by Mail . 
It’s profitable, with accurate lists of prospects. Our catalogue 
contains Fieal information on Mail Advertising. Also prices and 
quantity on 6,000 national mailing lists, 99% guaranteed. Such ass 
War Material Mfrs. Wealthy Men Fly Paper Mfrs. 
Cheese Box Mfrs. Ice Mfrs. — 
‘armers 


Axle Grease Mfrs. Fish Hook Mfrs, 
Write for this valuable reference book. Also prices and 
samples of Fac-simile Letters. 


Have us write or revise your Sales Letters. 
Ross-Gould, 11 F Olive Street, St. Louis. 


Ross-Gould 
Mailing 
SE for ie 





The 
Traffic Managers 


of these companies 
e 


us 
Cook Tariff Files 


Firestone Tire Co. 

Southern Can Co. 

Trussed Concrete Steel Co. 
Dodge Bros. 

Ford Motor Co. 

Otis Elevator Co. 

General Electric Co. 

Parke- Davis Co. 

Maxwell Motor Co. 

Detroit Chamber of Commerce 
Cadillac Motor Co. 
American Sugar Refining Co. 
etc., etc. 


Your experience 


has shown you that a systematic 
way of filing tariffs will speed up 
work in the Traffic Department— 
will enable the traffic expert to 
accomplish more in greater comfort, 
and by direct reference to obtain 
accurate results. . 


Will you investigate? 


Will you see how the Cook Tariff 
File will increase the efficiency of 
your traffic department? Will you 
dictate a request now for our little 
booklet, ‘‘Cook Tariff Files’? It 
is yours free—and it’s full of sug- 
gestion for you. 


CHAWAWALKER 


Muskegon Michigan 
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Docket of the Commission 


Note.—Items In the Docket marked with an asterisk (*) are 
dew, having been added since the last issue of The Traffic 








ile) 


Roan Mountain, Tenn., to Atlanta, Ga.: 4144—Easi Ten. 
nessee & Western North Carolina R. R. Co.; 1548—Southern 


World. Cancellations and postponements announced too late to Ry. Co.; 458—Nashville, Chattanooga & St. Louis Rv. ¢o.: 
show the change in this Docket will be noted elsewhere. 9546—Elizabethton Flooring Co. vs. East Tennessee & West. 
ern North Carolina R. R. Co.; and the following fourth sec. 


April 30—Washington, D. C.—Examiner Hagerty: 
* 1. & S. 977—Coal to Illinois points. 
April 30—New Orleans, La.—Examiner G. N. Brown: 
1. & S. Docket 1010—and first, second, third and fourth sup- 
plemental orders—Export freight free time. 
May 2—Argument, Washington, D. C.: 
8477—The Board of Railroad Commissioners of the State of 
Iowa vs. Ann Arbor R. R. Co. et al. 
Interior Iowa cases. 
3464—State of Iowa et al. vs. C. St. P. M. & O. Ry. Co. et al. 


tion applications covering rates on maple flooring, FEliza- 
bethton to La Grange, Ga.: 4144—East Tennessee «& West- 
ern North Carolina R. R, Co .; 1478—Carolina, Clinclifield & 
Ohio Ry.; 1479—Carolina, Clinchfield & Ohio Ry. Co. 0: South 
Carolina; 1548—Southern Ry. Co.; 1024—Atlanta « West 
Point R. R. Co. 


* 9547—Elizabethton Flooring Co vs. East Tennessee & Western 


North Carolina R. R. Co.—and fourth section applications 
as above involving rates, on maple lumber, Elizab: -thton, 
Tenn., to Seneca, S. C, ; 





April 


* 9513—Hutton & Bourbonnais Co. vs. Sou. Ry, Co. et al. 
oe ie 9—Chicago, Ill.—Examiner Fleming: 


& S. 1038—Condensed milk in bulk. P 


3465—Same vs. N. Y. C. & H. R. R. R. Co. et al. 
May 3—Argument at Washington, D. C.: 
9131—Dimitt-Candle-Smith Live Stock Cemmission Co. et al. 
vs. C. B. & Q. et al. ° sost 3, E. Calkins vs. Nor. Pac. Ry. Co. et al. 
8564—Eldred Mill Co. vs. The Cincinnati Northern R. R. Co. May 9—Argument at Washington, D. C.: 
et al. 9190—Murfreesboro Board of Trade et al. vs. L. & N. RR, 


8566—S. A. Isbel Co. vs. The same. 
9253—Stonega Coal & Coke Co., Inc., et al. vs. L. & N. R. R. 
Co. et al. 
May 4—Argument, Washington, D. C.: 
af - Ss. 956 and supplemental orders, “Live Stock Classifica- 
ion.’ 
9281—The Richmond Oil Co., Inc., vs. Atlantic Coast Line 
R. R. Co. et al. and the following fourth section applica- 
tions involving rates on petroleum and products, carload, 
from Baltimore to Richmond and Petersburg: 703—Atlantic 
Coast Line R. R. Co.; 1561—Norfolk & Western Ry. Co.; 
1563—Baltimore & Ohio R. R. Co.; 1573—Seaboard Air Line 
Ry. Co.; 1625, 1780, 1781—C. C. McCain, agent; 1911—Chesa- 
peake Steamship Co.; 4966—Chesapeake & Ohio Ry. Co. 
8978—The Honaker Lumber Co., Inc., et al. vs. Norf. & West. 
Ry. Co. et al. 
9374—-David Berg Distilling Co. vs. Pennsylvania R. R. Co. 
May 5—Pittsburgh, Pa.—Examiner Mackley: 
* 9062—Sharon Steel Hoop Co. vs. Pa. Co. et al. 
id 7 to 8—Chicago, IIl.: 


Co. et al.—and the following fourth section applications in- 
MS ae class and commodity rates to Nashville: 453— 

shville, Chattanooga & St. Louis R. R. and Western & 
Atlantic R. R.; 542—Alabama Great Southern R. R. Co.; 60 
New Orleans & Northeastern R. R. Co., Alabama & Vicks- 
burg Ry. and Vicksburg, Shreveport & Pacific Ry.; 603— 
Old Dominion S. S. Co.; 607 and 1771—Boston & Maine 
R. R.; 703—Atlantic Coast Line R. R.; 769—Merehants’ and 
Miners’ Transportation Co. ; 782—Macon, Dublin & 
Savaniah R. R. Co.; 799—St. Louis & San Francisco 
R. R. Co.; 972—Atlanta, Birmingham & Atlantic Ry. Co.: 
1021—The Western Ry. of Alabama; 1024—Atlanta & West 
Point R. R.; 1074—Norfolk Southern R. R. Co.; 1481—New 
York, New Haven & Hartford R. R. Co.; 1548—Southern Ry. 
Co.; 1561—Norfolk & Western Ry. Co.; 1563—Baltimore & 
Ohio R. R. Co.; 1573—Seaboard Air Line Ry.-Co.: 1613—A. 
D. Hall, agent; 1625—C. C. McCain, agent; 1952—Louisville 
& Nashville R. R. Co.; 2060—J. F. Tucker, agent; 2173— 
Ocean S. S. Co. of Savannah; 2193—W. P. Emerson, agent: 
2659—A. T. & S. F. Ry. Co.; 3596—Boston & Albany R. R. 
‘o.; 3912—Tennessee Central R. R. Co.; 4218, 4219 and 4220— 


Missouri Pacific Ry. Co. and the Iron Mountain; 4297—New 
Orleans Great Northern R. R. Co.; 4948—New Orleans, Mo- 
bile & Chicago. 

9052—Lehigh Valley Coal Sales Co. vs. Lehigh Valley R. R. 
Co 


& S. 1050—Reconsignment case, carriers’ opening testimony. 
AS 7—Richmond, Va.—Examiner Waters: 
* 9537—Mayo Milling Co., Inc., vs. C. & O. Ry. Co. et al. 
aa vf 7—Chicago, Ill.—Examiner Burnside: 
. & S, 1050—Reconsignment case. 
m3 7—Denver, Colo.—Examiner Bell: 
9304—Big Horn Collieries Co. vs. C. B. & Q. R. R. Co. et al. 
9333—Chrome Steel Works et al. vs. N. Y. & N. J. S. B. Co. 


May 9—Cleveland, O.—Examiner Mackley: 
9489—The Galion Iron Works and Manufacturing Co. et al. 
vse. B. & O. R.'R. Co. et al. 
9495—The Glens Run Coal Co. vs. Wheeling & L. E. Ry. Co. 


et al . a : se 
- May 9.—Waterloo, Ia.—Examiner Worthington: 
May 7—Kansas City, Mo.—Examiner Gaddess: * 9490—William Galloway Co. vs. Green Bay & Western R. R. 
Fourth Section Applications Nos.: 458—N. C, & St. L.; 799— Co. et al. “es P y¥ & seas 


St. L.-S. F.; 1548—Sou. Ry.; 1898—W. H. Hosmer; 1952— 
L. & N. R. R. Co. et al.; 2045—Ill. Cent.; 2188S—M, & O. R. 
R.: 4218, 4219 and 4220—St. L. I. M. & S. 

* Fourth Section Applications 702 (Leland and Tucker) and 
1867 (Hosmer), in connection with Application No. 458 in- 
volving class and commodity rates from Memphis, Tenn., 
to points in Oklahoma, Kansas, Missouri and. Nebraska. 

May 7—Johnstown, Pa.—Examiner Mackley: 

1. & S. 1040—and first supplemental order—Coal loading re- 
striction. 

May 7—Huntington, W. Va.—Examiner Mackley: 

9541—H. R. Wylie China Co. vs. C. & N. W. Ry. Co. et al. 


May 10—Argument at Washington, D. C.: 
* I. & S. 1003—Silo material om Arkansas, 
9224—Charleston & Norfolk S. S. Co. 
8081—Charleston & Norfolk S. S. Ca. vs. C. & O. a 
9093—Northern Potato Traffic Assn. vs. A. T. & Ss. F. he Co. 
et al.—and Fourth Section Application No. 700, Leland and 
Tucker, involving rates on potatoes from points in Minne- 
sota and Wisconsin to Dallas and other Texas common 
points. 
May 10—Salt Lake City, Utah—Examiner Bell: 
9290—Blackman & Griffin Co. et al. vs. Akron, C. & Y., Ry. 





9478—Gwinn Bros, & Co., merchant millers, vs. C. & O. Ry. Co. et al. 
et al. May 10—Des Moines, IJowa—Examiner Worthington: 
May 7—Detroit, Mich.—Examiner Fleming: * 9482—J. C. Hubinger Bros. Co, vs. C. B. & Q. R. R. Co. et al. 
* 9424—Dow Chemical Co. vs. Pere Marquette R. R. Co. May 10 and 11—Chicago, IIl.: 
wh ye eo cee Worthington: * |, & S. 1050—Reconsignment case, grain and grain products. 
. - 1035—Coal to Muscatine, Iowa. _ 1—Chattanooga, Tenn.—Examiner Waters: 
r age Block > vs. 5. Ss & S. F. Ry. Co, et al. 3370 —Durham Coal and Iron Co. vs. "Cent. of Ga. Ry. Co. et 
era Ss en ee ee Se al. and fourth section applications asking authority to con- 
* 1. S. 1021—Per di >clai —— tinue to charge for the transportation of coal, in carloads, 
- & S, = ere Peewee. from Durham, Ga., to Denison, Tex., rates which are lower 


May 8—Charlotte, N. C.—Examiner Waters: than the rates contemporaneously maintained on like traffic 
* 9473—Kerr Bleaching and Finishing Works vs. Old Dom. S. S. from or to intermediate points: Applications Nos. 458— 
Co, et al. Nashville, Chattanooga & St. Louis Ry.; 463—F, A. Leland, 
eS tye Ww. bg ged 7. Ry. Cc tal agent; 1530—Central of Georgia Ry. Co. 
The est Virginia Ra oO. ve. C. . my. Co, et al. 7 Bier : et ‘ 
9493—The West Virginia Rall Co. vs. C. & O. Ry. Co. et al: May.3tpOmaha, Nebo Extn Mo Pane ee oo. et al 
1. & S. 1043—Rails from Huntington, W. Va. * |. & S. 1032—Posts from East St. Louis, I. 
May 8&—Pittsburgh, Pa.—Examiner Hagerty: : spk sis 2 pried ‘ : 
* 8663—In re The Wabash Pittsburgh Terminal Ry. Co. May 11—Chicagu, Ill.—Examiner Fleming: _ ? 
May 9—Asheville, N, C.—Examiner Waters: * ——— & Blei Co. vs. Mo. & Nor. Ark. R. R. C0. 
* Dlizabe Floori o. vs. East Tenn. & West. et al. 
oo 5.5 % 4 .-¥' ce st Tenn. & West.  , 9510—Hollingshead & Blei Co. vs. K. C. Sou. Ry. Co. et al 


* 9545, Sub. No. 1—Elizabethton Flooring Co. vs. East Tenn. & * 9494—Swift & Co. vs. Gt. Nor. Ry. Co. et al. 
West. N. C. R. R. Co. et al. May 11—Cincinnati, O.—Examiner Gerry: n 
* 9545, Sub. No. 2—Elizabethton Flooring Co. vs. East Tenn. & 9486—The Dewey Brothers Co. vs. P. C. C. & St. L. BR. 
West. N. C. R. R. Co. et al. Co.etal, . Ww 
* 9545, Sub. No. 3—W. Granville Taylor vs. East Tenn. & West. * 9483—Cincinnati Live Stock Exchange et al. vs. B. & 0. 5. 
N. C. R, R. Co. et al.—also fourth section applications in- et al. 
volving rates on maple lumber, Elizabethton, Tenn., to East May 11—Argument at Washington, D. C.: ¢ Colo- 
Point and Rome, Ga., and Jacksonville, Fla.: 4144—East 8827—The Public Utilities Commission of the State of © 
Tennessee & Western North Carolina R.-R. Co.; 1478—Caro- rado et al. vs. A. T. & S. F. Ry. Co. et al. 
lina, Clinchfield & Ohio Ry.; 1479—Carolina, Clinchfield & May 12—Cincinnati, O.—Examiner Gerry: 
Ohio Ry. of S. C.; 1548—Southern Ry. Co.; 1630—Central of * 9380—Pollak Steel Co. vs. B. & O. R. R. Co. et al. 
Georgia; 2029—Georgia, Southern & Florida Ry. Co. Also Sd 12 and 14—Chicago, IIL: 
the following applications involving rates on maple lumber, -&Ss. 1050—Reconsignment case, lumber. 
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Cut Down Expenses 


7 GOODRICH 
BF DE LUXE 


as TRUCK TIRES 
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e You reduce both operating expenses and 
™ ; depreciation charges when you equip your 
io trucks with Goodrich De Luxe truck tires. 
They make lay-ups for tire changes less frequent 
al, —likewise lay-ups for repairs to the truck. 

ts. The deeper tread absorbs much of the vibration so 
ot destructive to truck mechanism. It means long life. to 
- the truck as well as to the tire. This double saving 
ver gives truck users another reason for saying that Goodrich 
~ De Luxe truck tires deliver ‘Velvet Mileage. ”’ 

nd, 

x0. TRADE x 

Prove this conclusively by using our Motor Truck 
. Expense Record Books which we furnish upon request. 


The B. F. Goodrich Rubber Co., Akron, Ohio 





As a Friend of THE TRAFFIC WORLD. please Mention the paper in writing to adverticere. 
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May 12—Toledo, O.—Examiner Mackley: 
- or is Toledo Produce Exchange vs. N. Y. 
et al. 
May 12—Reno, Nev.—Examiner Bell: 
9463—H. J. Fiiz, doing business as The Lassen County Trad- 
ing Co. vs. Nevada-California-Oregon Ry. et al. 
9463, Sub. No. 1—Nevada-California-Oregon Ry. 
Pac. Co. et al. 


May 12—Argument, Washington, D. C.: 
9194—Lexington Flouring Mills et al. vs. Mo. Pac. et al. 
9320—The Portage Silica Co. vs. Erie R. R. Co. et al. ° 
9320, Sub. No. 1—The Geauga Silica Sand Co. vs. Erie R. R. 
Co. et al. 
May 12—Omaha, Neb.—Examiner Worthington: 
* 9446—Sunderland Bres. Co. vs. C. B..& Q. R. R. Co. 
* 9512—Sunderland Bros. Co. vs. Mo. Pac. Ry. Co. et ai. 
May 12—Nashville, Tenn.—Examiner Waters: 
* 1. & S, 1041—Live stock from Nashville, Tenn. 
May 14—Chicago, Ill.—Examiner Fleming: 
* 9521—Charles F. Murphey Co. vs. C. M. & St. P. Ry. Co. et al. 
* 9531—Rockford Paper Box Board Co. vs. C. M. & St. P. Ry. 
Co. et al. 
* 9523—Victor Chemical Works vs. C. & E. I. R. 
May 14—Toiedo, Ohio—Examiner Mackley: 
* 9318—The National Assn. of Macaroni and 
America vs, Ala. Gt. Sou. R. R. Co. et al. 
May 14—Pittsburgh, Pa.—Examiner McKenna: 
* 9487—American Window Glass Co. vs. Sou. Ry. Co. et al. 
May 14—San Francisco, Cal.—Examiner Bell: 


Cc BR. R. Ca. 


Co. vs. Sou. 


R. Co. et al. 


Noodle Mfrs. of 





9452—Crown-Willamette Paper Co. vs. Willamette Nav. Co. 
et al, 
9501—Crown-Willamette Paper Co. vs. Sou. Pac. Co. et al. 
9529—FEwauna Box Co. vs. Sou. Pac. Co. et al. 
* 9522—Edward E. Rieck Co. vs. B. & O. R, R. Co. 
May 14—Little Rock, Ark.—Examiner Gaddess: 
* Fourth Section Applications 702 (Leland and Tucker) and 
1867 (Hosmer), in connection with Application No. 456 in- 


volving class and commodity rates from Memphis, Tenn., 
to points in Oklahoma, Kansas, Missouri and Nebraska. 
Fourth Section Applications Nos.: 458—N. C, & St. L.; 799— 

St. L.-S. F.; 1548—Sou. Ry.; 1898—W. H. Hosmer; 1952— 
L. & N. R. R. Co, et al.; 2045—Ill. Cent.: 2138—M. & O. R. 
R.:; 4218, 4219 and 4220—St. L. I..M. & S. 

May 15 and 16—Chicago, III: 

* 1. & S. 1050—Reconsignment case, coal. 

May 15—Kansas City, Mo.—Examiner Worthington: 

* 9505—E. H. Wright & Co. vs. A. T. & S. F. Ry. Co. et al. 

* 9526—Iola Cement Mills Traffic. Assn, et al. vs. A. T. & S. F. 
Ry. Co. et al. 


May 15—New Orleans, La.—Examiner Gibson: 
9436—Alabarna-Georgia Syrup Co. et al. vs. Louisville & Nash- 
ville R. R. Co. et al.—and the following fourth section orders 
involving rates on molasses and syrup, in barrels and tank 
cars, C. L., from New Orleans to Nashville: 601—New Or- 
leans & North Eastern R. R. Co.; 1021—Western Ry. of 
Alabama; 1548—Southern Ry. wo.: 1952—Louisville’ & Nash- 
ville R. R. Co.; 2128—Mobile & Unio R. R. Co. 

May 15—Philadelphia, Pa.—Examiner McKenna: 

* 9565—E. I. du Pont de Nemours & Co. vs. Me. 
Co. et al. 

* 9567 and Sub. No. 1—E. I. 
vs. P. & R. Ry. Co. et al. 

May 15—Helena, Ark.—Examiner Waters: 

* 9433—Helena Traffic Bureau vs. Mo. Pac. Ry. Co. et al, 

* 9454—H. W. Mosby vs. Y. & M. V. R. R. Co. et al.—and the 
following fourth section applications involving rates on 
cypress shingles, carloads, from Natchez and Vicksburg, 
Miss., to McKenzie, Tenn: Applications Nos. 945—N. C. & 








Cent. 


du Pont de Nemours Powder Co, 


St. L. Ry.; 2048—Y. & M. V. R. R. Co.; 2045—Ill. Cent. 
R. R. Co. 
May 16—New York, N. Y.—Examiner McKenna: 
* 1. & S. 1023—Rail and water pigiron. 
* 1. & S. 1048—Marl from Caledonia, N. Y. 
May 16—Argument at Washington, D. C.: 
5942—Consolidation Coal Co. et al. vs. B. & O. 
May 16—San Francisco, Cal.—Examiner Bell: 
9460—California Pine Box and Lumber Co. et al. vs. Sou. 


Pac. Co. et al. 
9460, Sub. No. 1—Great Western Lumber Co. vs. Sou. Pac. et al. 
May 17 and 19—Chicago, IIl.: 
* 1, & S. 1050—Reconsignment case, 
riers’ closing testimony. 
May 17—New York, N. Y. 


other interests, and car- 


Examiner McKenna: 





* 9474—Morris Hermann & Co. vs, N. Y. N. H. & H. R. R. Co. 
et al. 

* 9456—Indian Refining Co, vs. Balto. & Ohio S. W. R. R. Co. 
et al. 

* 9456, Sub. No. 1—Indian Refining Co. vs. C. C. C. & St. L. 
Ry. Co et al. : 

* 9456, Sub. No. 2—Indian Refining Co. vs. C. Cc. & St. L. 
Ry. Co, et al, : 

* 9456, Sub. No. 2—Indian Refining Co. vs. C. C. C. & St. L. 


Ry. Co, et al. 
* 9456, Sub. oo. Stain Refining Co. vs. C. C. C. & St. L. 
. Co, et al. 

Also the following fourth section application involving 
rates on petroleum oils and products, C. L., from Lawrence- 
ville, Ill., to State Fair and Dearborn, Mich.: Application 
No. 2060—J. F. Tucker, agent. 

May 17—La Crosse, Wis.—Examiner Fleming: 
* 1, & S. 1034—Beer from La Crosse, Wis. 
° er ok & J. Michel Brewing Co. vs. C. B. & Q. R. 
et 5 
May 17—San Francisco, Cal.—Examiner Bell: 
* 9395—Pacific Lumber Co. et al. vs. N. We Pac. Ry. Co. et al. 
May 17—Chicago, IlIl.—Examiner Mackley: 
5360—Cudahy Packing Co. vs. C. R. I. & P. Ry. Co. et.al. 
* 9528—Illinois Brick Co. vs. C. & E. I. R. R. Co. et al. 





R. Co. 
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May 17—St. Louis, Mo.—Examiner Gerry: 


a ae ee Glass and Paint Co. vs. C. R. I. & P, py 
Co. et al. s 
* ee Coal, Coke and Mining Co. vs. Sou. Ry, Co 

et al. ; 


May 17—Kansas City, Mo.—Examiner Worthington: 

* 9215—Dulaney Bros. vs. C. & A. R. R. Co. 

May 18—New York, N. Y.—Examiner McKenna: 

* 9552—Northwestern Trading Co., Inc., vs. Adams Express (Co 
* 9530—Chas. Schaffer, Sr., et al. vs. Long Island R. R. Co, | 


May 18—New Orleans, La.—Examiner Waters: 


* 9548—Carrollton Excelsior and Fuel Co., Ltd., vs. N. 0. @ 
Mm Be -B. B Co. 

May 18—Wichita, Kan.—Examiner Worthington: 

* 9519—Western Art Glass Co. vs. A. T. & S. F. Ry. Co. et al, 


May 18—Argument at Washington, D. C.: 
Morgantown and Kingwood Divisions: 

* 5860—Revenues of rail carriers in Official Classification terri. 
tory. 

* |. & S. 333—Rate increase in Official Classification territory. 

* 7591—Southern Rice Growers’ Assn. et al. vs. T. & N. O. et al. 

May 18—Chicago, Ill.—Examiner Mackley: 

9461—The De Laval Separator Co, vs. 
R. R. et al. 

May 19—Laurel, Miss.—Examiner Waters: 

* 9453—Gulfport Fertilizer Co. vs. L, & N. R. R. Co. 

May 19—New York, N. Y.—Examiner McKenna: 

* 9524—Swift & Co. vs. B. & O. R. R. Co. et al. 

* 9556—David Kaufman & Sons Co, vs. C. R. R. of N. J. 

May 19—San Francisco, Cal.—Examiner Bell: 

* 9533—Red River Lumber Co, vs. Sou. Pac. et al.—and Fourth 
Section No. 349, R. H. Countiss, involving rates on box 
shooks, Westwood, Cal., to Louvers Powder Works, Colo., 
and related points. 

May 19—Terre Haute, Ind.—Examiner Fleming: 

* 9554—Terre Haute Paper Company vs. St. L.-S. F. 
et al. 

May 19—Oklahoma City, Okla.—Examiner Worthington: 

* 8078—Miller Bros. vs. St. L.-S. F. R. R. Co. et al. 

May 19—St. Louis, Mo.—Examiner Gerry: ~ 

1. & S. 1046—Matches to Texas points. 

May 21—San Francisco, Cal.—Examiner Bell: 

* 9540—McCloud River R. R. Co. vs. Sou. Pac. et al. 

* 5605—Goldfield Consolidated Milling and Transportation Co. 
vs. Penn. R. R. Co. et al. 

* 652i1—Pacific Engineering and Construction Co. vs. C. 
P. Ry. Co. et al. 

May 21—Piqua, Ohio—Examiner Fleming: 

* 9499—Geo. W. Hartzell vs. C. C, C. & St. L. Ry. Co. et al. 

* Fourth Section App. 2060—J. F. Tucker, agent, rates on wal- 
nut logs, carloads, Mahomet, Ill., to Piqua, Ohio. 

May 21—Tulsa, Okla.—Examiner Worthington: 

* 9497—American Refining Co. vs. A. T. & S. F. Ry. Co, et al. 

* 9453—R. C. Mills & Co. vs. St. L.-S. F Ry. Co. et al. 

May 21—St.' Louis, Mo.—Examiner Gerry: : 

1. & S. 1022—Missouri River-Hlinois grain. 

* |. & S. 1037—Minimum weights on grain and flour (No. 3). 

May 21—Chicago, Ill.—Examiner Mackley: 

* 9481—Albert Miller & Co. vs. Manistee & N. E. R.R. Co. et al 

* 9481, Sub. No. 1—Miller Michigan Potato Co. vs. Manistee & 
N. E. R. R. Co. et al: 

* 9481, “on No. 2—J. S. Dennis vs. Manistee & N. 
et -al. 

* 9481, Sub. No. 3—George W. 
N. E. R. R. Co. et al. 

* 9481, Sub. No. 4—Reed & Cheney Co. vs. 
R. R. Co. et al. 

* 9481, Sub. No. 5—J. F. French et al. vs. 
R. R. Co. et al. 

* 9481, Sub. No. 6—M. Piowaty & Sons vs. 

R. R. Co. et al. 

* 9481, Sub. No. 7—Loveland & Hinyan Co. vs. 
E. R. R. Co. et al. 

* 9488—Aurora, Elgin & Chicago R. R. Co. vs. 
Belt R. R. Co. 

May 22—St. Louis, Mo.—Examiner Gerry: 

* 1. & S. 1342—Grain to Arkansas stations. 

May 23—Fort Smith, Ark.—Examiner Worthington: 

* 1, & S. 1044—Arkansas-Texas commodities. 

May 23—Springfield, Mass.—Examiner McKenna: 


Aberdeen & Rockfish 


et al. 


Ry. Co, 


R. Eé 


E.R. R. Co. 


Lardie & Son vs. Manistee & 
Manistee & N. E. 
Manistee & N. E. 
Manistee & N. E 
Manistee & . 


Indiana Harbor 








* 9564—R. W. Rice Coal Co. et al. vs. N. Y. N. H. & HRP 
Co. et al, 

May 23—Chicago, Ill.—Examiner Mackley: : 

* 9588—Board of Trade of the City of Chicago vs. A. T. & 8. F. 


Ry. Co. et al. 

May 24—Boston, Mass.—Examiner McKenna: : 

* 9425—United Shoe Machinery Co. vs. B. & M. R. R. Co. et al 

* 9484—H. P. Hood & Sons vs. B. & M. R. R. Co. et al. 

May 24—St. Louis, Mo.—Examiner Gerry: 

1. & S. 1031—Coal to St. Louis, Mo. 

May 25—St. Louis, Mo.—Examiner Gerry: 

* 9479—Northern Coal Co. vs. M. & O. R. R. Co. - 

* 9509—Security Coal and Mining Co. of Missouri vs. Ill. Cent 
R R. Co. et al. 

* 9509, Sub. No. 1—Paradise Coal Co. vs. Ill. Cent. R. R. Co. 

May 25—Little Rock, Ark.—Examiner Worthington: 5 

* 9555—Crossett Lumber Co., Inc., vs. Ark. & La. Midland Py. 
Co. et al. 

May 26—St. Louis, Mo.—Examiner Worthington: 

* —-~. T. Ferguson Lumber Co. vs. La. & Ark. 
et al. 

* 9520—Berthold & Jennings Lumber. Co, vs. Sou. Ry. Co. 

* ee & Simpson Iron Works Co. vs. P. R. R. © 
et al. 

May 26—Chicago, Ill.—Examiner Mackley: 

* 1. & S. 1051—C. F. A. Class Rate Scale (No. 2). 


Ry. Co. 
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Air Circulation in Refrigerator Cars 


Air circulation in an enclosed space is due largely, if not almost entirely, to difference in 
temperature of the air strata within the enclosure, which results in the hot air rising 
because it is the lighter, and the cold air descending because it is the heavier. 


The law of gravity is, therefore, primarily responsible for whatever movement of the 
air that takes place. Since the law of gravity is a natural force exerted toward the earth, the 
most natural air circulation due to gravity within an enclosed space will be one of ascending 
and descending currents. 


The A. B. C. System of refrigeration in a refrigerator car meets these conditions perfectly, 
because its application of refrigerants is at the top of the car along the ceiling where the hot 
air accumulates naturally. The absorption power of the conduits or pipes extending along 
the ceiling from end to end of the car has the hot air in the car and load transported to it 
by this natural law of heated air rising, and it is cooled by contact with the conduits or pipes 
and falls to the floor thru the load which it cools by contact and as it becomes heated by 
contact with the load it again rises to the pipes where its heat is again absorbed and it being 
cooled again drops to the floor thru the load. 


This operation is continued as long as there are any refrigerants in the ice containers at 
the ends of the car—until these refrigerants have 
absorbed enough heat to have reduced the load 
to its proper level. 


On these ascending currents of air arising 
from the load, the initial moisture is carried 
to the pipes where it is condensed in the form 
of frost, and accordingly the process of cooling 
the load proceeds much more rapidly than 
where this moisture cannot be condensed, and 
where additional moisture is constantly added by 
the meltage of the ice in exposed bunkers. 








The result is that the load is preserved in better condition, as the formation of molds and 
decay is retarded and arrested, hence the cargo arrives at destination in better condition. 
4 


The economy of the A. B. C. System as well as the efficiency it has shown are definite 
reasons for its use wherever refrigeration in transit is required. A saving of 70% in ice 
consumption with greater efficiency; a saving of 20% in loading space in each car; a saving 
of from 12 to 24 hours for pre-cooling; a saving of about 60% in weight of refrigerants and 
equipment—these are economies of vast import. Uniform temperature thruout the length of 
the car and elimination of icing in transit, and the fluctuation with outside temperatures to a 
large degree wiped out, it will be readily understood that a great diminution of damage 
claims must inevitably result. 


Write for Booklet and the A. B. C. Bulletin. 


Refrigerator Car Equipment Co. 


245-7 Railway Exchange Bldg., Chicago 





This directory of Warehousemen, Suaee Agents, Freight Forwarders, Customs Brokers, etc., presents the 
announcements of some of the livest and most progressive of such concerns in the country. They invite cor. 
respondence from our readers and can help you if you will lay your distribution or forwarding difficultie, 
before them for solution. Practically branch service available without payroll or building investment, 


Western Transfer and Storage Co. 


220 TO 226 STANTON ST. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 


ort mevrTion CARS A SPECIALTY. 
WO WAREHOUSES ON TRACK 
The ‘a FIREPROOF storage in El Paso. 


Cut Rate Package Car Service from Seaboard Territory. 


EDGAR’S SUGAR HOUSE, Inc. 


520-532 LAFAYETTE BLVD. 
DETROIT, MICH. 


Bight fireproof warehouses on tracks of princi rail- 

i The only two fireproof warehouses on the river 

Lowest insurance rates in the city. Twelve aute 
troeks for delivery. Write for further particulars. 


Buffalo Storage & Carting Co. 
350 Seneca St., Buffalo, N. Y. 
Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


Warehousemen and Forwarding Agents. Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- 
est Insurance Rate in City. 

GALVESTON, TEXAS 


OAKLAND ma Vilasl) iy. SACRAMENTO 
POOL CAR SERVICE | 


LAWRENCE WAREHOUSE @ | 


ns |7 Warehouses 
wunel 


CHICAGO 


Jos. Stockton Transfer Co. 


Teaming of Every Description—City Delivery Service 
and Carioad Distributors. 





CHARLOTTE, N. C. 


Best distributing point in North eR South Carolina, 
Pool Car Distribution, General Merchandise Warehouse, 
Fireproof Building, North and South Carolina Distributors 
for Wemanoure Electric Co., De Laval Separator Co., 
New York; J. Johnson Soap Co., Milwaukee; Cudahy 
Packing ha Chicago, Ill. (Soap Products). Rates 
quoted for storage and reshipping mixed cars. Write us, 


AMERICAN BROKERAGE & WAREHOUSE Co. 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots distributed to all —. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars set to our warehouses without charge. 

GENERAL DRAYAGE AND STORAGE 
ay Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 
CARTER TRANSFER & STORAGE CoO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 
“ pony. EXPRESS" 
ST. JOSEPH = - ==. 
MERCHANDISD STORAGE WAREHOUSE. 


CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICH GUARANTEED 


CHICAGO— 
Chicago Storage & Transfer Co., (Not Inc.) 


5817-61 WEST 65TH STREET 


Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 


INSURANCE RATE, 15 Cents. 


ROCHESTER, NEW YORK 


General Storage. Forwarding. Carload Distribution. 


Excellent facilities for reshipping without cartage. Insur- 
ance rate 12 cents. Members of American arehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


24-CAR SWITCH 


Byvank Transfer & Storage (Co. 


823-826 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer end 
reshipping agents, custom house brokers. Bonded sné 
free warehouses. 
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John R. Walker 


COMMERCE . COUNSEL 
For 


Southern Hardwood Traffic Association. 


Cooperage Traffic Association. 
The Lumbermen’s. Bureau. 


908-819 Munsey Blidg., Washington, D. C. 


—_——— 


John B. Daish 


Interstate Commerce Cases Only 


602-606 Hibbs Bldg., Washington, D. C. 


Bureau of Applied Economics 


Southern Bullding, Washington, D. C. 


Transcription, Compilation, and Analysis 
of Data from Records of Interstate Com- 
merce Commission. 


Exhibits Prepared for Freight 
Rate Cases 


References Furnished. 
Correspondence Invited. 


E. HILTON JACKSON 
ATTORNEY AT LAW 
416 5th St., N. W., 
Washington, D. C. 


Interstate Commerce Commission, 
Federal Trade Commission and 
The Shipping Board 


SAMUEL D. WEAKLEY 


ATTORNEY AT LAW AND COMMERCE COUNSEL 








ie » i pe ed oe ‘ed: 

a Court with 
five railroad companies involving freigh' pas- 
senger rates (1907-1914). . dees 

1807-1812 Jefferson County Bank Bullding, 
BIRMINGHAM, ALA. 





R. W. Ropiequet 


ATTORNEY AT LAW 


Interstate Commerce and Public 
Utilities 
Murphy Buliding, East St. Louls, til. 
606 Mermod & Jaccard Bidg., St. Louls, Mo. 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 


418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bidg., Washington, D. C. 


Walter E. McCornack 


Formerly attorney for Interstate Com- 
merce Commission; Counselor at Law 


Sulte 1555 First National Bank Bldg., 
Chicago, Ill. 


Author of “INTERSTATB COMMERCE,” an au- 
thoritative legal treatise on the Federal regulation 
of interstate commerce and common carriers. 


HARRY C. BARNES 


Commerce Attorney and Counselor 


Specialist in all matters appertaining to interstate 
commerce. Practitioner before the Inter- 
Commerce Commission. 


nion Trust Buliding 


Southera Bulidiag 
CINCINNATI. OHIO WASHINGTON, D. C. 





CLIFFORD THORNE 


Rate and Valuation Cases 
Before Courts and Commissions. 


Lytton Building, 
Chicago. 


‘Jean Paul Muller 


ACCOUNTANT AND ATTORNEY-AT-LAW 

420-424 Woodward Bidg., Washington, D. C. 
Cases Invol pesenet and Operating Analyses, 
Cost of a Comparisons, and other 
Federal Commis- 


Rate Litigation before tae and 
sions and Courts. 


ERNEST A. STEWART 


TRANSPORTATION EXPERT AND 
TRAFFIC ACCOUNTANT 
Formerly Examiner Interstate Commerce 
Commission 
Acts as traffic counselor and handles rate 
litigation before Interstate Commerce 
Commission, United States Shipping 
Board 9p State Commissions. 


314-315 W. Hellman A ett 
os “ANGELES, CAL 


RAYMOND M. HUDSON 


ATTORNEY AT LAW 


BOND BUILDING, WASHINGTON, D. C. 


Practice before U. 8. Supreme Court, U. 8S. Court 
of Claims, D. C. Court of Appeals, D. C. Supreme 
Court, Va. and Md. Courts, Executive Departments, 
nea a Committees, Federal Reserve Board, 

Trade Commission, Interstate Commerce 
one Cable “Rayhud.”” 


E. J. McVANN 
ATTORNEY AT LAW 
Interstate Commerce Practice 
CHICAGO—No. 11 South La Salle St. 


WASHINGTON—701 Woodward Building. 
NEW YORK—No. 44 Pine St. 


JOHN P. DEVANEY 


ATTORNEY AT LAW 


LAW OF CARRIERS AND INTERSTATE 
COMMERCE PRACTICE 


Sulte 819-24 First Nat.-Soo Line Bidg. 
MINNEAPOLIS, MINN. 


H. J. SHAY, Notary. 
v 





BORDERS, WALTER & BURCHMORE 
1630 First National Bank Building, Chicago, Il. 


M. W. Borders 
CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS 


Luther M. Walter 


John S. Burchmore 


Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIO UTILITIES 





EDWARD E. McCALL 
Counsel 


GEORGE V. S. WILLIAMS 


Attorney and Counselor at Law 


CHARLES S. ALLEN 


IN CHARGE OF TRAFFIC MATTERS 


Formerly with I. C. C. and 
Traffic Department Southern Ry. Co. 


165 Broadway, 


NEW YORK CITY 


(Former Member State of New York Public Service Commission) 


SPECIALTY — Interstate Commerce, Federal 
Trade and Public Utilities 


- Practice 





As a Friend of THE TRAFFIC 


WORLD, please mention this paper in writing to attorneys 
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Fast Daily Freight Service 
CLINCHFIELD ROUTE 
THREE MORE FACTS CutincHFieELp ROUTE 


The Clinchfield Railway with its connecting carriers operates a system of through package cars for 
less than carload shipments from the Central West to the South which is unsurpassed for promptness 


and regularity of service. 
Through package cars are operated from Cincinnati, Chicago, St. Louis, Louisville and other 


important shipping points. 
Arrangements for additional through package cars are constantly in hand. 





The Clinchfield Railway affords unexcelled industrial opportunities with its available raw materials 
in almost inexhaustible quantities, proximity and low cost of fuel and power, abundant and reliable 
water supply, high efficiency and low cost of labor, reasonable rates of taxation, splendid factory sites, 
healthful climate, favorable living conditions and adequate transportation facilities to consuming 


markets. 


The Clinchfield Railway has on, and adjacent to, its line the rich Southwest Virginia Coal Field. 
This source of high-grade fuel supply is within one day’s haul of any destination on the Clinchfield 


Railway. 
BROADEN YOUR FIELD OF OPPORTUNITY BY USE OF CLINCHFIELD FACILITIES 


Our Representatives will be glad to serve you 


C. A. Smith, A. W. Sanders, A. I. Hays, 
Gen’l Frt. Agt., Ass’t Gen’l Frt. Agt., Ass’t Gen’! Frt Agt., 
Johnson City, Tenn. Johnson City, Tenn. Johnson City, Tenn. 
Theo. Dehon, General Southern Agent, 
Spartanburg, S. C. 


J. W. Bottorff, General Western Agent, 
Cincinnati, Ohio. 


ATLANTA, GEORGIA. 

J. F. Scott, Commercial Agent, 

707 Third National Bank Building. 
BRISTOL, VIRGINIA-TENNESSEE. 
R. C. Snipes, Commercial Agent, 


J. J. Campion, 
Vice-President, 
Johnson City, Tenn. 


ASHLAND, KENTUCKY. 
K. L. Hamilton, Jr.. Commercial Agent, 
Second National Bank Building. 


AUGUSTA, GEORGIA. 
J. B. Simpson, Commercial Agent, 


505 Harrison Building. 


CHARLOTTE, NORTH CAROLINA. 
G. J. Mitchell, Commercial Agent, 
407 Commercial National Bank Building. 


CINCINNATI, OHIO. 
E. S. Hiner, Commercial Agent. 
1125 Union Trust Building. 


DETROIT, MICHIGAN. 

F. P. McEwen, Commercial Agent, 
804 Majestic Building. 

JOHNSON CITY, TENNESSEE. 
S. C. Smith, Jr., Soliciting Agent, 
General Office Building. 

MACON, GEORGIA. 

N. H. Rahn, Commercial Agent. 
209 Georgia Casualty Building. 
RALEIGH, NORTH CAROLINA, 


J. F. Davis, Commercial Agent, 
601 Citizens National Bank Building. 


SPARTANBURG, SOUTH CAROLINA. 


W. N. Bass, Commercial Agent, 
109 North Church Street. 


26 Interstate Building. 
CHICAGO, ILLINOIS. 


A. J. Donald, Commercial Agent, 
348 Marquette Building. 


COLUMBIA, SOUTH CAROLINA. 


J. H. Hendley, Commercial Agent, 
306 Palmetto Bank Building. 


JACKSONVILLE, FLORIDA. 
E. F. Elwell, Florida Agent, 
616 Heard National Bank Building. 


LOUISVILLE, KENTUCKY. 
W. G. Yager, Commercial Agent, 
205 Paul Jones Building. 


PITTSBURGH, PENNSYLVANIA. 


Robert Hunter, Commercial Agent, 
419 Park Building. 


ST. LOUTS, MISSOURI. 
Chas. D. Ellis, Commercial Agent, 
328 Pierce Building. 


TOLEDO, OHIO. 
H. O. Yant, Commercial Agent, 


1104 Second National Bank Building. 

















Personal Service is Appreciated 


| equa men often go out of their path to live up to the Fargo Way—“as if 


it were my own.’ 


They have a habit of stretching a point when it comes 


to serving patrons. Courtesy at the telephone, at the office counter or when 
shipments are delivered is the invariable rule of the average Wells Fargo man. 
That these little services are appreciated is shown in many letters. These 


paragraphs are typical : 


“Fifty boxes of fish out of Pittsburgh yester- 
day were delivered to us early this morning in 
excellent condition, and the writer desires per- 
sonally to thank your Mr. White for attention 
given in handling these fish. Also, I desire to 
thank your wagon man; the service could not 
have been improved.’’—From a Baltimore Mer- 
chant. 

‘The dog arrived here yesterday in splendid 
condition, and, if possible, I should like to have 
the messengers thanked for the excellent care 
they gave him.” —From a patron in Vermont. 


‘‘We wish to express our thanks and appre- 
ciation for the extraordinary promptness and 


care extended in connection with our shipment 
of a boxed piano. This instrument left this 
city at 9:55 A. M. and was delivered to our 
home office 200 miles away about three o'clock 
the same day. You are certainly due excep- 
tional praise for your co-operation in the 
matter.” —From the Superintendent of a Piano 
Firm. 


“On the tenth I wired for a shipment of 
music, stating that it was absolutely necessary 
that it should be here on the sixteenth. It 
reached here on the fifteenth and was the means 
of making our celebration a great success. This 
is to thank you for the personal service per- 
formed.’’—Letter from a Musical Director. 


Such service—personal service, if you please—reflects much credit upon the men 
that perform it and is a source of infinite pride to the officers and men of 
Wells Fargo. It is, indeed, characteristic of the Fargo Way. 


It Goes Well If It Goes Wells Fargo 
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